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CHAPTER I 


INTRODUCTION 


The Government of India in the Ministry of Railways appointed the Railway 
. . , Freight Structure Enquiry Committee under Resolution 

ComSfand the terms No. 6899-TC dated 29th June 1955-(copy at Annexure I)- 
of reference. with the following terms of reference :— 


(i) To review the present railway freight rate structure in all its aspects and 

to suggest what modifications should be made, bearing in mind the 
needs of a development economy and the necessity for maintaining the 
financial stability of the railways ; 

(ii) To examine whether the statutory provisions dealing with the responsi¬ 

bility of railways as carriers need any, and if so, what modification ; 
and in the light of modification proposed whether any adjustment in 
freight rates is warranted ; 

(iii) To examine w'hat changes, if any, are needed in the existing constitution, 

jurisdiction and rules of procedure of the Railway Rates Tribunal, 
so that the Tribunal might be a more effective and expeditious instru¬ 
ment for adjudication of railway freight matters at a reasonable cost 
to the litigant ; and 

(iv) To make recommendations. 

2. On the I7th August, 1955, Shri. Lai Bahadur Shastri, Minister for Railways 
Inauguration of the and Transport, formally inaugurated ^ the Committee at 
Committee. New Delhi, with a short speech emphasising the importance 

and urgency of the task entrusted to them. 

The necessity for an enquiry of this kind was emphasised by the Taxation 
Enquiry Commission (1953-54). In paragraph 7, Chapter X, Vol. I of their report, 
they made the following pertinent observations ;— 

“ In view of the importance of industries in the second phase of the Five 
Year Plan, and the need from this point of view for a proper articulation 
of the policy considerations governing railway rates, we suggest that 
a Committee including officials of the railways and other Ministries 
concerned and the Planning Commission should be set up to consider 
the formulation of an adequate freight rates policy, having regard to the 
interests of industrial and economic development, on the one hand, 
and the resources required for railway development, on the other. 
We consider that this question should be examined and the necessary 
decision taken before the Second Five Year Plan for Railway is 
finalised.” 


3. Immediately after inauguration, we met to frame questionnaires for eliciting 
informed opinion .and suggestions. Part I of the question- 
Questionnaires naires was issued on 14th September, 1955 and Parts II & III 

on 8th November, 1955. The questionnaires were sent to 
598 Chambers of Commerce and trade interests, to 29 Universities, and 660 Members 
of Parliament. In addition, wide publ’city was given to the issue of the questionnaires 
and those interested and not already supplied with copies were requested to apply 
for them. In all, the questionnaires were sent to 1,750 parties and only 246 replies 
were received. Copies of the questionnaires are at Annexure II. Most of the 
replies to the questionnaires were received in the months of April and May, 1956. 
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4. Towards the middle of June 1956, we commenced our tours for interviewing 
^ j representatives of Chambers of Commerce and Trade Associa- 

exSlSorof interested parties, and recording oral evidence, 

examination Of witnesses. Bangalore from the 14th to the 

I6th June* at Calcutta from the 22nd June to the 27th June, at Madras from the 4th 
to the 13th July, at Delhi from the 29th of July to the 7th of August, at Kanpur on 
the 23rd and 24th of August, at Bombay from the 27th of August to the 4th of 
September, at Ahmedabad on the 5th and 6th of September and again at Calcutta 
from the 17th to the 23rd of September. 

We had intended to visit some more centres but we regret that it was not possible 
for us to do so. We take this opportunity of thanking the representatives of the 
different Chambers of Commerce and also those individuals who were good enough 
to meet us at other places. 


5. Annexures III and IV give the particulars of parties from whom replies were 
Particulars of parties received and of the witnesses examined, 
from whom repiies were 
received and witnesses 
examined. 


6. We acknowledge with thanks the valuable information supplied by the 
Acknowiedements Association of American Rail-roads, Washington, The Traffic 
World, Washington, TTic Chesapeake & Ohio Railway 
Company, Ohio, The Societe Nationale Des Chemins De Per Francais, Paris, 
International Union of Railways, Paris, The British Transport Commission, London, 
and the International Railway Congress Association, Brussels. We are spcc ally 
grateful to Monsieur J. Dumond, Chief of the Secretariat of the International Railway 
Congress Association, Brussels, and also Monsieur L. Antoine, and Dr. O. Maier, 
reporters at the enlarged meeting of the Permanent Commission of the International 
Railway Congress Association, held at The Hague in June 1956, for supplying 
advance copies of replies received from different countries on the questionnaire issued 
by the Association on the subject of Railway Tariffs. 

We are grateful to the Railway Rates Tribunal, Madras and the Librarians of the 
National Library, the Calcutta Uuiversity Library, the Commercial Library and the 
United States Information Service Library in Calcutta for lending books required by 
us from time to time. 


Our sincere thanks are due to Prof. Holland Hunter, Department of Economics, 
Haverford College, Haverford, Pennsylvania, for having made available to us a 
manuscript copy of certain portions of his forthcoming book “ Soviet Transportation 
Policy.” 

Not very long after we had proceeded with our investigations, we were delighted 
to receive from the United States Government, through the United States Information 
Service in Calcutta, 249 volumes of the valuable report of the Interstate Commerce 
Commission. We greatly appreciate the thoughtfulness, promptitude and initiative 
displayed by Dr. J. A. Kitchin, head of the U. ited States Information Service in 
Calcutta, in making these very useful and relevant reports available to us. 


We take this opportunity of acknowledging with thanks the valuable assistance 
rendered by the Chambers of Commerce, Trade Associations, some of the Univer¬ 
sities and State Governments, the Railway Board and the various railway manage¬ 
ments and members of the public who co-operated by submitting written replies to the 
questionnaires issued and in giving oral evidence. 


Finally, we are glad to place on record our high appreciation of the efficient and de¬ 
voted manner in which the Secretary, Shri. G. S. A. Saldanha and his small office have 
performed their onerous duties, both while in headquarters and during long tours. 

7. One df our colleagues, Shri. L. K. Jha, I. C. S., was unable to participate in 
One membn* drops out our deliberations almost from the very start and soon severed 
of tte oommittee. his Connection with the Committee. 
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CHAPTER n 


A BRIEF SURVEY OF THE HISTORY OF RAIL FREIGHT 
RATES IN INDIA 

8. The construction and development of railways in India was first prompted 
by political and military considerations and partly 
«ie period prior to **'’* adniinistrative and commercial interests which the 
World War I. then rulers of the country desired to promote. 

• V?® railway companies, incorporated in England, started on their enter¬ 

prise with a Government guarantee of five per cent, on the capital outlay. TTie new 
railways quickly developed an export trade with England in cheap raw materials 
like cotton, foodgrains and oilseeds and an import trade in finished products via the 
ports. In those early days, a good market was created in India for the products of the 
newly developed iron and steel and engineering industries of England. Although 
trade and rammerce received some benefits from the advent of railways in India, the 
pattern of (tevelopment was often lopsided and until the second decade of this century, 
railways did not play an appreciable role in fostering industrial advance. 

10. It is interwting to note that the period 1850 to 1855, to which belongs the 
mtrcmuction of railways in India, also saw the establishment of the first cotton mills 
and jute mills and the coal mining industry. Within the next two or three decades, 
the opening up of the country by railways led to rapid development in the foreign 
trade of India. The network of railways assisted the commercial penetration and 
econOTOC development of the country. The plight to which India’s, famous «nd 
ag^old industries were quickly reduced and the artificial impetus given to the export 
trade in raw materials and the import trade in finished goods are now a matter of 
history. Against this background has to be considered the freight rate policy of 
f D** • u *be time, but the very existence of the railways also led to large amounts 
Tk being graduaUy attracted to the country for industrial investment. 

Thus be^n a process which, in later years, led to participation of indigenous enter¬ 
prise in different industries despite several handicaps. 


11. It IS not surprising that railway freight rates in India were evolved in the 
The e?olation of the ^bey did. Political and military considerations were 
rira ctnre dnring uppermost and with the backing of a Government guarantee 
Kteti<^o imi.^ P®*" *be capital outlay, construction and opera- 

tion were often extravagant. All these factors had their 
rei^cussions on the railway freight rates, which originally were not fixed to assist 
in the internal development of industries. There were no Government regulations 
exeept that in terms of the contract, rates and fares were, in the first instance, fixed 
with the approval of Government and alterations in them could be made only with 
their concurrence, and in the event of the net profits of the railway.exceeding ten per 
ant. of the capital outlay. Government could order the rates and fares to reduced, 
but not to such an extent as to bring the net receipts below ten per cent, 
on the capital invested. Thus, for instance, the contract with the G. I. P. Railway 
provide^— ' 


the said railway company shall be authorised and empowered to charge 
such fares for the carriage of passengers and goods,- and such rates for 
telegrams and such tolls for the use of the said railway, as shall have been 
approved by the East India Company, and shall not, in any case, charge 
any higher or different fares .or tolls whatever,, without such approval 
being first obtained; but such fares and tolls shall, when such net receipts 

lA 
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as are hereinafter mentioned, shall, in any year, have exceeded ten per cent, 
upon the outlay, be red teed in accordance with any requisition of the East 
India Company in that behalf, but only with a view of limiting the said 
fares and tolls so far that the net receipts shall not exceed ten per cent, 
as aforesaid.” 

This dual control required Government’s approval being obtained to the rates 
and fares chargeable, but did not cater for an effective control of tariffs, inasmuch 
as Government possessed no power to reduce fares and rates already established, 
until the line earned a dividend of over ten per cent. Government could only deal 
with proposals to raise fares and rates or with cases in which fresh fares and rates 
had to be fixed. The lines were also widely scattered. Each railway followed its 
own independent policy in rating, the key-note thereof being high profits with 
the minimum volume of traffic. 

12. During the early years, the rates per ton-mile (in pies) over the railways 

Scales of rates and that were then in existence were as follows :— 
classification in the early 
years. 


Classes 

! 1853 

i 1854-55 

1 1856-57 

) 

1858-59 

I 

j G. I. P. 

Bi 

1 

1 Madras 

! Madras 

! 

1 

10 

9 

6} 

8 

2 

14 

13i 

I3i 

10 

3 

18 

18 

201 

12 

4 

20 

27 

• • 

.. 

5 

30 

54 . i 

1 


•• 


On the East Indian and G. I. P. Railways, goods were divided into 5 classes, 
but the Madras Railway confined its goods rates to 3 classes only. On the Madras’ 
Railway, the 3rd class was the highest and it included the commodities placed under 
the 4th and 5th classes on the other two railways. The goods classification was 
on the following lines :— 

The 1st class comprised mineral goods, manures, firewood, salt, timber, pig 
iron, iron bars, returned empties, etc. 

The 2nd class consisted of a large number of commodities amongst which 
were agricultural products (such as grain, oilseeds, cotton, jute, chillies); 
and other articles of general consumption, e.g., jagree (Gur), sugar, 
cwoanuts, betelnuts, flour, ghee, earthenware, gunny, hide.s, oil-cake, 
saltpetre, iron and steel articles and twist (either cotton or woollen) came 
under this class. 

In the 3rd class there were wines and spirits, stores and provisions, groce¬ 
ries, hardware, tobacco, turmeric, silk raw, machinery, vegetables. 

The articles in the 4th class were books, cutlery, glass and glassware 
medicines, perfumery, tea, tarpaulins and manufactured silk. 

And the 5th class consisted of goods which are now-a-days known as 
excepted articles,” such as gold, silver, jewellery, etc. 










13. The demand for conveyance of goods rose steadily, but the resources of 

„ . the railways were inadequate to meet it fully. Instead of 

ax ma ra es. strengthening their capacity, the railways thought it proper 

to restrict the volume of tralTic by enhancing the rates, and in 1866, temporary 
increases in railway rates were effected on the E. I. and G. I. P. Railways. 
Government also acquiesced in these temporary enhancements, but soon realised 
the necessity for controlling the freight rate policy and accordingly addressed the 
Secretary of State on the subject of maxima rates. The idea of a scale of maxima 
rates was not entirely new. In fact, the Government Director of Railways, in his 
report for 1860- 61, had suggested that— 

** the Government, instead of fixing the actual fares to be charged, should 
approve of a scale of maxima rates, leaving it to the company officers in communi¬ 
cation with the Consulting Engineers of the Government to impose such rates from 
time to time within the prescribed unit, as may be found conducive to the interest 
of the undertaking.” 

14. The Secretary of State, in his despatch No. 48, dated the 25th June, 1868, 
ruled “ that maximum rates should be fixed by the local governments, that actual 
rates within such maxima should be regulated by the railway companies and that 
the maximum rates fixed by the local governments should leave a reasonable margin 
for exercise of discretion by a company, in varying working rates as circumstances 
in their opinion required.” In pursuance of this directive the following maximum 
rates were fixed for the different railways : 


1st 

2nd 

3rd 

4th 

5th 

1 Food- 

Coal 

class 

class 

class 

class 

class 

1 grains 



Railways 


Goods Rates Per Ton Per Mn,E 


G, I. P. .. 

B. B. & C. I, 
Madras .. 
Great Southern 
Scinde 




Pies 

12 

12 

Pies 

18 

18 

Pies 

24 

24 

Pies 

36 

36 

Pies 

54 

54 

Pies 

12 

12 



12 

14 

16 

24 

36 




12 

14 

16 

24 

36 

& • • 



12 

18 

24 

36 

54 

12 


Pies 

10 

10 


10 


Goods Rates Per Maund Per Mile 



Pie 

Pie 

Pie 

Pie 

Pies 

Pie 

Pie 

E. I. 

1/3 

I 

2/3 

1 

2 

1/3 

1/3 

E. B. 

1/3 

i 

2/3 

1 

2 

1/3 

1/3 

Calcutta and South-Eastern .. 

1/3 

I 

2/3 

1 

2 

1/3 

1/3 

Punjab 

1/3 

1 

2/3 

1 

2 

1/3 

1/3 

Delhi. 

1/3 

i 



• • 

i 

i 

O. & R. 

• • 

• * 

** 

*' 

• • 

• • 

• • 


15. Five classes were prescribed and one separate class each for foodgrains and 
for coal. To protect the people from monopolistic price-fixing by railways, maximum 
rates were fixed for the various railways, so that they might not charge unduly high 
rates. It was originally intended that the Government of India would control only 
the general rating policy; but the Secretary of State acquiesced in the Government 
of Iniia also controlling the rates individually for food^ains and coal. Individual 
lines were allowed to regulate the rates and fares on their own within the maxima. 
In those early years, there were no minima rates prescribed. Nothing was said in the 
notification as to what articles were to be placed in each class, nor was any specific 
restriction placed on the powers of the company to transfer articles from one class to 
another. 
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16. The opeuing of the Suez Canal in 1869 and the linking of the G. I. P. with 
Eveots Id 1869 and Railway at Jubbulpore in 1870 were two important 

1870 which fatflHcoced events which influenced the future development of the 
railway rating policy. country. 


17. Apart from these events, in 1869, the Government of India initiated state 
construction of rail^ys and this enabled Government to carry out their policy of 
reducing rates ^d fares on their own. Hitherto, the suggestions to the companies to 
reduce rates and fares went mostly unheeded, but convinced of the effecti^ess of 
lower rates. Government tried to experiment on their own initiative. 


famine broke out in Bengal, Government asked the E. I 
R ailw ay to its rates on foodgrains, undertaking to recoup any loss and this 
measure met with encouraging results, socially as well as financiallv Arab, in 
another famine m 1873-74 a similar wise move prevented a catastrophe^?d ’was 
at the same tune a finaneial success. ana was 

19. Further tossions took place between Government and the railway 

companies from time to tune over the freight rate policy and reductions in rates 
m^e on vanous railways m 1876-77 brought about an improvement of R? 9? iSchs 
m the gross revenue of Indian railways. * vi laicns 

20. In 1880, the completion of the Rajputana Malwa Railway on the metre 

Beginning of inter- m mif^via AhmerfllS“ £®^hi and Bombay to 

railway competition. miles via /Uimedabad, against 1,234 miles between Delhi 

j ^ Bombay via Allahabad and Jubbulpore and as aMin^ 

Delhi and Calcutta, a distance of 954 miles. For the first time, rates were affe^S £ 
inter-railway competition, particularly in the movement of grains from S to 
^mbay as apinst movement to Calcutta. Tliis was an important landirk n the 
history of railway-rating m India and rates were reduced on the E. I. RailS and the 
Rajputana and Punjab lines. Subsequently, the G. I. P. Railway 4o lowS^d Sc 
gram rates from the Central Provinces to Bombay. Rates for “ Bengal IStton » 
were also reduced from North India to both Calcutta and Bombay in 1882^3 


21. With increasing inter-railway competition resulting in very low rates 
Government had to pay a good deal of attention to the policy 


The historic resolution of 
1887 ennncintiBg princi- 
pies to regulate the fixa¬ 
tion of rates. 


22. The prmciples as laid down in the circular were— 

(I) “ That to i^otMt the public and to prevent unreasonable charges on the 
part of the Railway Administration it was necessary for the Govern! 
ment to impose res notions as regards the maxima fares to be S 

It wms also thought, however, that this principle although recoenised in 

slightly mod^ed as the cucumstances in India were somewhat difierent • 
It was considered necessary to fix minima as well as certain Sma 
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rates and fares, because it was possible for the railways under the 
system of guarantee to reduce the rates, in competition with one 
another to a point when they ceased to be remunerative without the 
share-holders Mng affected, as they were protected by the guarantee. 

(II) “ That the charges made to the public are admissible of division into two 

heads.” (a) Mileage rates and fares, which necessarily vary to some 
extent with the distance the passengers and goods are carried ; and 
(b) terminals : this latter being a fixed charge, fpr, business, incidental 
to the business of a carrier. ■ ' 

The Government did not fix any ma)dma for terminals, but laid down that 
if a person made a complaint and showed cause, they reserved to them¬ 
selves the right of taking evidence and fixipg, what they considered a 
reasonable terminal for a particular station. 

(III) “ That when once minima and maxima fares and rates have been fixed, 

any further interference on the part of the Government in the matter of 
fares and rates is only a restraint on trade. The Railway Administra¬ 
tion, who fnow their interests best, should be allowed to alter their 
rates within the prescribed maxima and minima to suit the various 
conditions under which commercial business is everywhere carried on.” 

” In granting this freedom between the maxima and minima rates, it was 
assumed that the Clearing House principle, that in the case of the 
competitive routes between two stations the Company owning the 
shorter route fixes the rate, is accepted.” 

(IV) “ That, although in the interests of the public, the Government should 

abstain from direct interference in the matter of rates and fares, yet 
there arc certain ruling principles, which Government as the guardian 
of public interests, must sec complied with by the Railway Administra¬ 
tion. There should be no undue prefererice ; in other words. Railway 
Administration ought not to be permitted to make preferential bargains 
with particular persons or companies, such as granting them scales of 
charges more or less favourable than those granted to the public 
generally. Again, in cases, where the traffic offering is sufficient to 
justify this arrangement. Railway Administration must give reasonable 
facilities for public traffic between any two railway stations, each 
Railway Administration being contented to receive for its share :0f the 
through rate, less than its ordinary local rate.” 

23. In the Appendix to this resolution, both maxima and minima rates, were 
prescribed subject to the conditions that: 

(a) the schedule of maxima and minima rates as notified herein would apply 

over all railways unless inconsistent with any contracts or agreements 
previously entered into by these railways and no departure should be 
made therefrom without due cause being shown : 

(b) each railway shall publish these maxima and miiiima rates in their Goods 

Tariffs; and ; . 

(c) unless sufficient reasons exist, the General Goods Classification as jn 

force over the East Indian Railway would apply over all railways if 
not inconsistent with any contracts or agreements entered into 
previously. 
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24. The schedule of maxima and minima rates notified in Appendix “ A ” to 

Notiflcationof maxima this resolution was as under_ 

and minima rates. 




Maximum 
Pie per 
maund 
per mile 

Minimum 
Pie per 
maund 
per mile 

1st class .. 


1/3 

1/10 

2nd class .. 


1/2 

1/2 

3rd class .. 


2/3 

2/3 

4th class .. 


5/6 

5/6 

Sth class .. 

. . 

1 

1 

Special class 


1/3 

1/10 


for the 1st and special classes, were identical 
and the railway companies rightly objected to this schedule which they declarS to 
be unworkable, as it left them no latitude to vary the rates at all except for the 1st and 
special classes. Hence, a revised schedule was issued in 1891 and ft was decided to 
folloX^—^ maxima and minima rates. The revised schedule published was as 


Ist class 
2nd class 
3rd class 
4th class 
Sth class 
Special class 


Pic per maund per mile 

, --, 

Maximum Minimum 


1/3 

1/2 

2/3 

5/6 

I 

1/3 


1 


1/6 


1/10 


To the special class belonged coal, edible grain and other low-priced staples. 


Whilst notifying the revised schedule, it was also specified that comoanies 
were prohibited from making any alteration in this classification without the sS?n 
of Government. Inspite of this, sufficient uniformity could not be secured in rate 
making and the complexity of the tariffs gradually grew. The same Snmod tv 
could be, and actually was in many cases, put into a different class by each railway. ^ 


27. 


In the early years of this century, the problem of the level of rates was 
Early references to j ^ rffilway experts. Sir Thomas Robertson 

railway rating in reviews , . ^ Special Railway Commissioner and 

by railway experts. deputed by the Secretary of State for India to enquire into the 
'Ti.r. a o o- A ■ u- ^“miiiistration and working of Indian Railways in 1903 Sir 
Thomas argued in his report that considering the long distances in this country 
the rates m India were too high for the development of traffic and suiLted that 
the rates should always be applied on the through distances. Mr. Nevffie Priestley 
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who had earlier submitted a report on the organisation and working of railways 
in America, was also asked to report on Indian Railways, and in his report, Mr, 
Priestley felt that Indian Railways were making their income by larger profits per unit 
and from a smaller volume, which restricted the progress and development that could 
be expected of the “ iron horse ” in India. 

28. During the following ^ears, with the further development of inter-railway 

competition and the increase in the number of lines worked. 
Early attempts at sim- disputes between railways became a common occurrence and 
?-An‘^nr"the"^raHwavs*’ ^^e necessity of co-ordinated action, which was urged by 
tariffs. Sir Thomas Robertson also, was more keenly felt. As stated 

before, the Goods Glassification on Indian Railways in the 
earliest phase was very simple. The commodities were divided into only five classes 
and later on, two more classes were added, viz., one for foodgrains and the other 
for coal. Inter-railway competition, however, led to manipulations of rates and 
classifications and this brought about unnecessary complications and many 
uncertainties in the matter of finding out the chargeable rates. Co-ordination of 
the tariffs of different railways and the introduction of a uniform classification, 
therefore, became an absolute necessity. 

29. A Tariff Conference called in 1884 had failed because the G. I. P. Railway 
did not accept its recommendations. In 1887, Col. Conway Gordon, the then 
Director-General of Railways, had strongly recommended that a uniform general 
classification of through traffic should be drawn up and each railway’s exceptions 
should be thoroughly examined and that in regard to Government lines, the excep¬ 
tions should be allowed only where very strong reasons necessitated them. The Gov¬ 
ernment of India’s Circular No. 1446-RTof 12th December, 1887, referred to earlier, 
went a long way in clarifying the Government attitude in the matter, but it was not 
before 1905 that the work of simplifying the goods tariffs of Indian, railways was 
actually taken in hand by the Tariff Simplification Committee. This Committee 
was constituted by the Indian Railway Conference Association. This Association 
was an independent organisation of all the railways in India, formally established 
in October, 1903, to advise Government in railway matters and was entrusted with 
the framing of general rules and bye-laws for interchange of through traffic between 
railways and was intended to act as a liaison between railways themselves and between 
the railways and the Government of India. The Indian Railway Conference 
Association appointed the Tariff Simplification Committee to go into the question 
of introduction of a uniform system of freight tariffs on Indian railways with 
particular reference to through trafiic, A uniform General Classification over all 
railways, with some exceptions on certain railways where absolutely necessary, was 
evolved by the Tariff Simplification Committee and notified by the Indian Railvyay 
Conference Association (with the approval of the Railway Board for the first time) 
in the Tariff of July, 1910. The sanction of the Railway Board was made necessary 
to any change in the classification of goods or to the classification of new com¬ 
modities. Concurrently with the simplification of the classification, a uniform code 
of rules for the acceptance, carriage and delivery of goods was drawn up and accepted 
by all railways. 

30. The class rates framed in 1891 were in force till 1910 when the special class 
was withdrawn and amalgamated with the 1st class, with the 
Impact of the First result that the minimum of the 1st class was replaced by the 
World War on railway jQjninium of the special class. Then came the first World 
and"^ratittg^aOTeerae^l War and the general rise in prices and wages and a decline in 
between railways. earnings. The changes in the economic structure brought 

out the necessity for agreement among the railways. 
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31. Sewral mutual routing and rating agreements were entered into by different 
railways and as a result, special rates arising out of competition between such routes 
were cancelled, though other developmental special rates or coastal competitive 
rates continued. Thus, alter a fairly long period of uneconomic coin^tition 
encouraged by guaranteed dividends, the railways rcaliSd the 
advantage of combination or agreement in the division of traffic, and thereby it was 

possible also to enhance the low charges that previously resulted from rate war 
amongst railways. ^ i i.uc war 


32. Whilst the pressure of war-time demands compelled railway administrations 

Surcharges levied dur- fi*'*^* further within their prescribed maxima,the 

ing the First World War. <*cniands of finance led the Government of India to impose a 
... . surcharge tax of one pie per maund on coal, coke and fire- 

wood, and of two pies per maund on all other goods in 1917 (Freight Tax Act of 
1917), on freight earned by rail. As Government needed further revenue the 
surcharge tax was enhanced in 1921 to 2^ annas per rupee of freight iiayable on all 

®nd fodder, but including all coaching 
traffic other than passenger (Indian Finance Act VI of 1921). ^ ® 

33. The imposition of the surcharge was disliked by the public on the one hand 

„ ,. . and by the railways on the other. The income accruino 

torn ,,, Government. The railway! 

complained that they were in the position of having to collect 
the tax without any benefit to them and this was unfair. 


surcharge absorbed whatever margin would otherwise be 
available for increasing the rates to cover the increased costs of working The 
traders considered the surcharge equally objectionable since it implied an increase in 
the rates, with no compensating advances which would have accrued, had this revenue 
w P^Pfrty- The Acworth Committee, which was appoin¬ 

ted in 921, also disapproved of the principle of the levy of a surcharge and recom- 
mended that a general and substantial increase in the rates and fares charged over 

rtc Indian Railways was long overdue as they were amongst the lowest in the world 
The matter was pursued further through the Indian Railway Conference \ssociation 
and sewral proposals were put forward to meet the situation. One view was to 
adopt the tclewopic scale for all classes and at the same time, increase the number of 
classes. At ^at time, it was not possible, without an elaborate examination to 
^uge what effect the univerral application of the telescopic principle would have on 
each railway s revenues, and hence this Idea was not considered feasible There 

existing number of classes, but increase the 
maximum This proposal was not considered feasible cither, since it might have 
involved the introduction of a large number of station-to-station rates where the 
maximum class rates were too high. The proposals accepted by the Railway Board 


(i) to iTCrease the number of classes and raise the maxima as this would 
bring in an increased revenue, and 

(ii) allow suitable alterations in the classification so as to place the revised 
rates on an equitable basis. f c ne rcvisea 
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Hence, the number of classes were increased to 10 with four additional classes 
being interpolated into the then existing classes. While the maxima rates were 
raised to the extent of 15 to 25 percent., the minima rates were left undisturbed. 
The new classification, which was brought into force from 1st April, 1922, compared 
with the previous one as under— 


(Ratet in pies per maund per mile) 


Old CLASsmcAttoN 

NSW CLASanCATION 






Increase over 


OlM 

Mtsimum 

Minimum 

Clast 

Maximum 

Existing 

Freviout 

Minimum 

rate 

rate 


rate 

class 

class 

rate 






Per cent 

Percent 


1st 

0.333 

0.100 


■I 

14 over 1st 

.. 

0.100 






26 „ 1st 

11 

,p 





o.ss 

16 .. 2nd 


0.166 

2nd 

O.SOO 

0.1«6 







4th 

0.62 

24 „ 2nd 


(• 




Sth 

0.77 

16 3rd 



3rd 

0.666 


6th .A .. 

0.83 

25 „ 3rd 


*» 

4t]i 

O.S33 


7th 

0.96 

15 „ 4th 




Sth 

1.04 

25 „ 4th 


St 

Sth 

1.000 


9th 

1.25 

25 „ 5th 


*• 

X 

I.SOO 

»• 

10th 

1.87 

25 „ X 


*9 


The revised classification, though achieving the two-fold object of increasing 
the revenue and removal of the surcharge as such, was, however, open to certain 
objections, viz., that— 

(a) the unaltered minima widened the gap between the maxima and minima 

rates and conferred increased discriminatory power on the railway ; 

(b) the widely varying gaps between each class made the classification itself 

inelastic ; 

(c) the position as regards railway risk and owner’s risk rates was left un¬ 

disturbed and the difference between the two rates took no notice of the 
actuarial value of the risk ; and 

(d) the reclassification was not sufficiently broad-based to cover the excep¬ 

tional higher class rates authorised on certain railways, such as for 
piece-goods, cotton, wool and kerosene oil on the G. I. P. Railway, tea 
and jute on the E. B. and A. B. Railways where exceptionally higher 
classifications were authorised. This position could not be remedied 
at that time as to do so would have resulted in enhancement greatly in 
excess of the 25 per cent limit. 


34. Whilst the basic structure underwent these changes, the rating policy also 
ITf niliiiiiiilnii of underwent a re-orientation in response to public 

railway rating policy in opinion that made itself felt through the deliberations of 
re^^onwtopiririfcopfaiion. important committees. 
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35. The Industrial Commission (1916-18), under the Chairmanship of Sir 
References to I*lb«,y ^^omas Holland, referred in detail to the effects of the 
rates in the Industrial P*'®''ailing railway rates on the industrial development of the 
Commission’s Report, country. The report strongly recommended in the interest 
1916-18. of industrial growth that— 


internal traflSc “ should be rated as nearly as possible on an equality 
with traffic of the same class and over similar distances to and from the 
ports , particularly so “ in the case of raw materials to and from an 
Indian manufacturing centre. ” 


The report also pointed out that this may preferably be done by raising the rates 
to ports and that such a policy would help diffuse and decentralise industries which 
were until then concentrating around the ports. The report further recommended 
that special rates concessions for a term of years might be given to new industries. 


36. In 1922, the Indian Fiscal Commission discussed the subject of industries 

References intheindian »fnfer alia. Stated that— 

Fiscal Commission 

Report, 1922. 

“ it is not unreasonable that special rates should be granted for a term of 
years to new industries and even to others if they can make out a proper 
case for special treatment.” 

37. The evolution of the railway freight structure upto the years preceding the 

Tiw. nf indirect effect on the develop- 

l^tSmSdurto^ in the country, whilst it influenced more 

the inter-war period. directly agricultural development. The trend of movement 
resulting from association with England was to and from ports. 
Early developments in the rating policy were mostly intended, therefore, to assist 
import and export traffic, but the port rates, though intended to stimulate the export 
of raw materials and the import of finished products, indirectly helped industrialisa¬ 
tion of the country. Raw materials had easy access to the ports, and port towns 
gradually grew and industries developed in and around the ports, taking advantage 
of the reduced rates in existence and the big consuming markets. Thus, the low rates 
for wheat, oilseeds, hides and jute to Calcutta originally quoted for encouraging 
export led to the establishment of flour, oil and jute mill industries, as also tanneries 
in and around Calcutta. Similarly, the low rates for cotton and wool to Bombay 
were instrumental in developing Bombay as a textile manufacturing centre. 


38. During the inter-war period, particularly after 1923, when the new fiscal 
policy of discriminating protection was adopted, some stimulus was given to industrial 
development. The cotton textile industry increased its production considerably, 
the iron and steel industry also began to supply more and more of the country’s 
demand for steel. The production of paper went up. India became almost self- 
sufficient in sugar. The cement industry developed. Other industries like matches, 
glass.vanaspati, soap and a number of engineering industries also witnessed increased 
production. 


39. This industrial development also fostered new inter-railway competition 
and railways were anxious to promote industries in their own territory in preference 
to territory served by other railways. Competition also appeared between railways 
and coastal shipping. The railway network had developed considerably since the 
early days and the coastal route became a serious rival. In the circumstances, special 
rates were freely quoted to capture traffic for one’s own line, as well as reduced 
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port-to-p6rt rates to attract coastal traffic. More and more traffic began to move at 
special rates and at schedule rates which, in fact, were considered as omnibus and 
standardised station-to-station rates. The rating policy was prompted by growing 
competition which assumed substantial proportions, but the net effect, doubtless, 
was a favourable impact on the growth of industry. 

40. Places in the hinterland, away from the ports, gradually became industrialised, 
and ju-te, cotton and oil mills and tanneries were established in Kanpur, flour and oil 
mills in different places in the U. P., woollen mills at Dhariwal and Kanpur and 
cotton mills at Ahmedabad, Poona, Baroda, Sholapur, Nagpur, etc. In addition 
to natural location, industries also got the benefit of special rates which secured more 
rational location. Numerous station-to-station rates came to be used as an important 
instrument for the development of industry. 


of the Indian Tariff 
Board, 1929, on the 
“ heavy chemical indus¬ 
try,” on railway policy 
r^rding promotional 
rates. 


41. In dealing with the question of railway rates, the report of the Indian Tariff 
The effect of the repoit Board (1929) on the heavy chemical industry, under the 
Chairmanship of Dr. John Mathai, is of special interest. The 
report devoted a whole chapter to the subject of railway rates 
and referred to them as a powerful instrument for the develop¬ 
ment of industry, pointing out that “ the difference between 
the maximum and minimum rates is so high that there is a 
very large margin which can be employed in either direction by the Railway 
Administration."’ The report also dwelt on the need to introduce telescopic rates 
on a continuous mileage system on the railways in India and thus effect some simpli¬ 
fication in the railway rating structure, and emphasised that it was essential that 
considerations of railway finance should be subordinated to the interests of the 
country as a whole. This report, coming some years after the rei»rt of the Industrial 
Commission, exerted a powerful influence on Government and did much to liberalise 
their attitude towards quotation of promotional rates for indigenous industries. 


42. The emphasis laid by the Industrial Commission earlier and the criticism 
Assistance given by Tariff Board under the Chairmanship of Dr. John 

railways through their Mathai, later, served the purpose of ultimately making the 
rating policy to themajor railways wake up to the importance of developing local 
industries. industries even in the hinterland by the quotation of promo¬ 

tional rates. Iron, coal, sugar, cement and paper industries, amongst others, owe 
much of their prosperity to the assistance given by the railways in the shape of low 
rates both for raw materials and finished products. A rapid survey of help given to 
these industries is made below— 


43. (a) Iron and Steel; All the existing iron and steel factories have received 
assistance from the railways, not only in the matter of facilities of transport by the 
laying down of sidings etc., but exceptionally low rates were readily granted by the 
railways. 

Initially, a reduced rate of I/I5th pie per maund per mile, equivalent to .15 
of an anna per ton per mile, was granted on all materials and plants required for 
construction and on all raw materials to the works Besides this, subject to a 
minimum of 20 million ton-miles per calendar year of all traffic carried, a rebate was 
also granted in the early stages on the carriage of raw materials to the steel works and 
for the carriage of their finished products and bye-products of the coking oven sent 
to Calcutta for shipment. 

Although these low rates have been subsequently cancelled or enhanced, even 
now there are many low special rates both for raw materials, such as iron ores and 
dolomite, as also finished products. 



14 


of coal production and the transformation of this 
country from importing coal to exporting coal at one stage was consideraWv 
the extremely low freight ra^ charged. Because®of the c^n^SSj 
of coal fields in Beng^ and Bihar, and the long distances over which coal had to 
beyond in the South, and Bombay and beyond in the West 

Jo ofi Jodustrj, coal was trraS 
differently from the other commodities since the early years. There was since the 
very beginning almost, a telescopic basis of charge for coal and it was appl^on a 
continuous mileage over those railways where such a scale applied, although the 
pri^ple of charging on a continuous mileage had not yet been adopted for the general 
men^andise even when it was charged at the same telescopic schedule r^es on 
adjoining railways. A rebate was given from time to time to assist coal exSrt and 
the coal scale was specially kept at a low level. ^ 

♦u .-.deviously, sugar used to be imported from Java through 

"tS competition between railways had the effect of reducing the railway 
rates from the ports to the interior. ® lanway 

Subsequently, as a result of protection given to the sugar industry in 1931 
several sugar mills sprang up in the U. P. and Bihar. The railways quoted verv low 

special rates for the finished products as also for sugarcane. ^ ^ tea very low 

(d) The Cement Industry received assistance in the shape of verv low soecial 
rates for lime and limestone as also for cement. ^ ^ pcciai 

development of all these and several other industries 
exemplify the beneficial effect of low freight rates on industrial developmeSt. tS 
MS'stan^ rendered to the different industries might not have brought imm ed i at f 
financial benefit to the railways in the early stages, but in the long run, this SSnce 
adequately ^^**'^ * r^P^d industrial development and has repaid the railways 

45. The Royal Commission on agriculture in India, in its report in 1928 also 

References to railway conimented on the— ' 

rating in the report of tile 
Royal Commission on 
agriculture (1928). 

** of railway development in every direction ” and advocated 

that while the railways are commercial undertakings and as such 
must earn a reasonable rate of interest on the capital sunk in them 
it would g^tly encourage internal manufacturers by charging the 
low^t possible rates for the movement to the factory of raw materials 
and firom the factory of finished articles all over the country.” 

46. The Royal Commission pointed out that there was practically no increase 
in the rates on agricultural produce since 1913 inspite of the great rise in ite Se 

I ^ not generally 

too high, they recommended a periodical revision of rates with a view to effect an 

JdSrabiHtVtrS^^^^ ^ of produce according to their 

47. In the later years of the inter-war period, railways, had to face the great 

The 1936 revision of f 930 *^® tJopression of 1929 

the Freight Structure. ™e collapse of prices and its re-action on trade 

...... . industry left ranway rates relatively much higher Akn 

with the declinq in traffic, the receipts went down and towards the end of 1930 this 
led the principal railways to increase their rates. In the following year the inerra^ 
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became more general. Two or three years later, however, in 1933-34, the receipts 
began to show an increase and many special rates were introduced to assist indi- 
^nous industries recover from the depression and to encourage movement of traffic 
in competition with sea, river and road transport. Gradually, a demand grew for a 
general reduction of rates and other complaints were also voiced regarding the 
rating system. A conference of railway commercial and other representatives was 
held at Delhi in 1935 to consider the public criticism of the rating system. The result 
of these discussions and of the efforts already put forth by the Indian Railway 
Conference Associaton was the revised classification introduce on 1st May 1936 
with the number of classes increased from 10 to 16 as follows :— ’ ’ 


Class 

Maximum 

rate 

Increase 

over 

previous 

class 

Per cent 

Minimum 

rate 

Class 

Maiimum 

rate 

Increase 

over 

previous 

class 

Percent 

1 .. 



0.100 

4-B 

■01 

■n 

2 


11 

*» 

3 

HI 


2-A 

0.46 

10 

t* 

6 

0.83 


2-B 

O.SO 

9 

•* 


0.89 


2-C 

0.S4 

8 

•9 

7 

0.96 


3 

0.58 

7 

0.166 

8 

1.04 


4 

0.62 

7 

• > 

9 

1.23 

20 

4-A 

0.67 

8 

«• 

•0 

1.87 

SO 




Minimum 

rate 


0.166 


48. The revised classification removed some of the anomalies and by the 
Limited resaltsof re?i- interpolation of six more classes, permitted a wider range for 

drffe^teft It aJjo made it possible to reduce the gap between 

aeiectsieri untouched. railway nsk and owner’s risk rates. Nothing, however 

was done to rationalise the freight structure as such and the major defects 
inherent in the individualistic system of working of railways were left untouched 
For instance, there were exceptional class rates, i.e., classifications, higher or lower 
than the standard class, which were prescribed for particular commodities in local 
booking and in through booking upto the junction with the Foreign Railway There 
were also “ adjusted class rates ” lower than the class rates, quoted between parti- 
cular points and applying to all commodities falling in the particular class indiscri¬ 
minately. 


49. Apart from 


Schedule rates, tenni- 
nal and tran^pment 


‘ exceptional class rates ” and “ adjusted class rates, ” there 
were separate “ schedule rates ” also quoted, like adjusted 
class rates, on a lower basis than the maximum of the class 
but applying to all stations. These rates were quoted on a 
basis somewhere between the prescribed minima and 
maxima for a particular commodity, and were a convenient substitute for a 
large number of station-to-station rates which would otherwise have been 
necessary. The practice of schedule rates originated in the early years of the 
wntury. In 1905, the schedule rates were prevalent on the East Coast Railway 
In 1910, the G. I. P. Railway adopted schedule rates not only on eouai 
milage with a sliding scale, but also on the telescopic basis. In 1925, the Indian 
Railway Conference Association, as a result of suggestions from different railways 
evolv^ schedules with a consecutive number for each schedule, and, in all, proposed 
17 schMuIes. Six of these were on a flat basis and the remaining eleven on a teles- 
copic basis. Over different railways, the same schedule did not generally apply to a 
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individual railways had fuU power to construct other 
pr to combine the conference schedules, provided in 
infringed. The conditions under which these schedule 
rates W3re notified often differed over the different railways. Some applied them at 
railway risk, some at owner’s risk, some on actual weight in “ smalls’’ and some 
minimum weight condition. Even where the same telescopic schedule rate 
commodity over adjacent railways, the rate was not calculated 
on the through distance but for each railway separately. 


50. p^nal charges and transhipment charges varied widely and different 
railways levi^ different terminal charges varying from commodity to commodity 
and from schedule to schedule and made the structure further complicated There 
was thus complete lack of uniformity in the matter of schedule rates. 


51. The Indian Railway Enquiry Committee, 1936-37 (Wedgwood Committee) 
" - -- in its inve.stigations into the earnings and budgetary position 

of Indian State-owned railways, dealt with the question of 
level of charges ” at some length. The report referred to 
the revision of the classification on 1st May 1936 and the 
interpolation of the new classes, and drew attention to the 

widespread complaints regarding the multiplicity of schedules 

and exceptional class rates then in use on railways and about the telescopic schedule 
rates not applying on the through distance, resulting in discontinuity of mileage when 
calculating telescopic schedule rates on the traffic passing from one railway to another 
even when the same schedule applied. * 


References to railway 
rating in the report 
of the Indian Railway 
Enquiry Committee, 
1936-37 (Wedgwood 
Committee). 


References to railway 
rating by the Indian Rail¬ 
way Enquiry Committee, 
1947. 


52. The Indian Railway Enquiry Committee, 1947, under the Chairmanship 
first of Shri. K. C. Neogi and later of Shri. H. N. Kunzru’ 
also referred to the question of rates and fares. The 
Committee recounted the efforts of Mr. G. St. G. Higginson 
of the B. N. Railway in 1944 when he was on special duty to 
collect material for a close study of the problem, and of 
Mr. K. L. Crawford of the M. & S. M. Railway, who, on being placed 
on special duty, examined the whole field of the rate structure, assisted by an 
Advisory Committee of experienced Rates Officers. Ultimately, this investigation 
culminated in the introduction of the new rates structure, which came into force on 
the 1st October, 1948. 


53. The revision of the freight rate structure in 1948 is an important landmark in 
Revision of the FVeishf history of the Indian Railways’ freight structure and needs 

Structure in 1948. ,, ntcnbon- The attainment of national independence 

. radically altered the approach to the problem of the railway 

freight structure. The individualistic line so far followed by railways as a result 
of their separate financial entities had to be replaced by a national policy 
calling for uniformity of practice to the largest extent feasible. The urgent need 
felt at that time was to evolve a standard rates structure without much delay. The 
detailed investigations, which Crawford was conducting at the time, had to 
be expedited and very substantial rationalisation and uniformity were achieved with¬ 
out delaying the investigations very much and without very violent departures from 
the rates then in force. 
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54. The standard telescopic class rates introduced from 1st October, 1948 were 
as given below— 


Clan 

Basis of Tileicopic Class Rates 

Pies per maund per mile 

For the tst + for the next: •{ for distances 
300 miles ) 300 miles j beyond 

Minlntuffl pi 
per maund 
per mile 

s Maximum pies 
per maund 
per mile 

Maximum rate 
per maund 
exclusive of 
terminals, 
transhipment 
and other 
extra charges 






1 

Rs. A. P. 

Isl 

.49 

.45 

.40 

.16 

.49 

3 4 0 




1 

r 



2nd 

.54 

.49 

.45 


.54 

3 10 0 

3rd 

.51 

.54 

.49 


•58 

4 0 0 

4th 

.63 

.51 

.54 


.63 

4 6 0 

5th 

.61 

.63 

.58 


.68 

4 12 0 

6th 

.73 

.61 

.63 


.73 

5 2 0 

7th 

.71 

.73 

.68 


.71 

5 9 0 

1th 

M 

.71 

.73 

.20 

.84 

6 0 0 

9th 

.90 

.14 

.71 


.90 

6 7 0 

loth 

.97 

.90 

.84 


.97 

6 14 0 

nth 

1.04 

.97 

.90 


1.04 

7 6 0 

I2th • .. 

1.11 

1.04 

.97 


l.M 

7 14 0 

I3lh 

l.Il 

1.11 

1.04 

* 

I.I8 

18 0 

Uth 

1.41 

1.18 

1.11 


1.41 

9 4 0 

15th 

2.11 

1.41 

1.18 

L 

2.11 

11 0 0 


55. Along with the above, the following standard telescopic wagon-load scales 
were also introduced in rcplrcjment of the different schedule rates quoted on 
different railways :— 


Wagon-load .scale 


WL/A 

.. 25/100 miles 

WL.'AR 

.. .30/100 miles 

WL/B 

.. .48/100 miles 

WL/C 

.. .34/150 miles 

WL/CR 

.. -41/150 miles 

WL/D 

.. . 38/300 miles 

WL/DG 

.. .38/150 miles 

WL/E 

.. .43/150 miles 

WL/F 

.. .43/300 miles 

WL/G 

.. 48/300 miles 

WL/H 

.. .48/300 miles 

WL/HO 

.. .48/150 miles 

WL/I 

.. .43/.300 miles 


Pie per maund pot mile 

f 20/300 miles -t- .15 beyond 
-f .25/300 miles + -20 beyond 
-i .32/300 miles I- .23 beyond 
■f .31/150 miles f .17 beyond 
+ .38/150 miles -1- 24 beyond 
4- 28/300 miles + .18 beyond 
A- 28/150 miles + 15 beyond 
+ .32/150 miles +17 beyond 
+ .32/300 miles + -21 beyond 
+ 34/150 miles -!- 19 beyond 
-t- -35/300 miles + -23 beyond 
+ .34/150 miles H- .19 beyond 
1- .23/200 miles 4- -15 beyond 


2 
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56. The objects of the revision may be summed up briefly as follows :— 

Objects of the 1948 
rerisioii. 

(1) Simplification and rationalisation of freight rates on 

Indian Railways ; 

(2) re-orientation of railway rating policy along national 

lines; 

(3) the prevention of wastage of transport resulting from 

circuitous routing due to competitive reasons ; and 

(4) the securing at the same time of a modest increase in 

freight rates to match in part the increase in working 
cost. 


57. Simplification and rationalisation were achieved by the replacement of 
different rates such as flat class rates, exceptional class rates, schedule rates, ind^nite 
special rates via interchange junctions and adjusted class rates, by telescopic class 
rat^ and wagon-load scale rates on continuous mileage over all the Indian Union 
Railways and by the fixation of standard terminal and transhipment charges. Definite 
orders were issued preventing different units of the Indian Union Railways from 
quoting any exceptional class rates below or above the ordinary maximum or from 
adding to the wagon-load scales sanctioned by the Railway Board or including or 
excluding any commodities under such scales or transferring commodities from one 
scale to another. 


58. The second object, i.e., the re-orientation of railway rating policy along 
nationalistic lines, was largely secured by the introduction of throu^ telescopic 
rates and by the withdrawal of a large number of station-to-station rates, which had 
been quoted in earlier years under conditions which no longer prevailed. 

59. The prevention of wastage of transport was brought about mainly by— 

(i) cancellation of rating and routing agreements between different railways, 

(ii) stipulating that trafiic was to be carried by the shortest route at the cheapest 

rate, and 

(iii) introduction of standard minimum weight conditions applicable over all 

railways. 

60. Some of the anomalies and defects in the rating practices were sought to be 
remo' ed by reclassifying many commodities and by re-adjusting the difference 
between railway risk and owner’s risk rates. In some cases class rates as well as 
wagon-load scale rates were quoted only at railway risk. 

61. In order to meet the increased cost of operation, the level of charges was 
raised generally. 

62. So, after practically a ccntur>' of expwiments and differing practices, the 
freight structure of Indian railways was assimilated and a great step forward was 
taken in evolving a rationalised freight structure to serve the interests of the com¬ 
munity as a whole, 
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The reoort of the Indian Fiscal Commission (1950) contains some general 
63. Th po complaints 

References to ndlway industrialists and other parties concern^. The Comm ssion 
nittag In the report of sueeested that railways might examine the possibility of intro 

dufng concessions to assist- 

of stetion-to-stetion rates. ” 

Thev also recommended that the Railway Board might examine the question 
of simplifying and expediting the pr^ent procedure of quoting special rates by 
delegating powers to regional officers (para 249). 

64 The Taxation Enquiry Commission (1953-54) have also devoted consider- 

ReferencesfatheTaxa- able space to this subject in their report. 

tlon Ewiniry Commis¬ 
sion’s Report, 1953-54. 

65. ra.e ^ntro-, 

me-t oned. 

1955 and 1956. Among these are 

(i) the upward adjustment in the basis of class rates in the 1st leg of 300 rniles 
{i) ine yar^u^^^ adjustment in the 3rd leg of 601 miles and beyond. 

which was intended to afford the trading public a better ta^r of the 
telesconic scale In fact, the proposal meant a reduction in the frei^t 
SSnStayoiS 600 bfl 5 per cent and an increase m the 
rate for the first 300 miles by 10 per cent; 

(iO tte changes in the sUndard W^fc^aid WLfl 

rtf the telescooe in the wagon- oad scales WL/E, WL/O ana WJ-/i were 

brought taK with the legs of the class rates ; (b) the wagon-load 
scale^WL/Dfor grains and pulses was slightly reduced in the 2nd and 
leos • fc'l a new scale WL/BR was introduced for chemical manures, 
S?,& ‘-er JmSZl Wet in the 2nd and 3rd legt than the 
scale WL/8 previously quoted for chemical manures. 

The latter two steps were taken to afford some relief to agriculturists. 

66 Pnrther with effect from 1st April, 1955, a surcharge of 6i per cent on the 

rupee is being levied on all consignments weighing less than 20 ,? 

to discouraging uneconomical movements of commodities in smalls and 
inducing them to move in larger units m wagon-loads. 

67 More recently, with effect from 1st Apr'l 1956. a supplementary charge 
of an an^ in the rup^ on all traffic with the exception of gram 

manures (including chemical manures), khadi, 
to “=.0 introduce. The purpo« of Ihie levy .s '» 

Rs 50 crores between the earnings and expenditure during the h^nd nan period. 
With effect from 15th October, 1956, the terminal charges on coal h^e been 
uSiard to Sm to the general tevel of standardised terininal charges and the 
short distance charge, from^which coal was hitherto exempt, has been applied to it. 

2a 
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CHAPTER m 


THE GENERAL PATTERN OF THE REVISED RATES STRUCTURE 
AND ITS IMPACT ON PUBLIC OPINION 

68. The revision made in the freight rate structure in 1948 and the adoption 
The main features of j ® telescopic principle on the through distance, from start 


the 1948 revision—^teies- 
copic basis of rates and 
withdrawal of station-to< 
station rates—reaction 
of the public. 


to destination, irrespective of the number of railways involved 
m the movement, have been welcomed as a move in the right 
direction. The telescopic principle in rate-making, which 
secures a gradual tapering in rates with the length of haul, 
rt. I /-x XL X account of the twin facts that with increasing distance 

of haul (i) the cost of operation to the railway generally tends to be lower and (ii) the 
ca^city of traffic to bear more and more freight charge diminishes. The class 
and wagon-load scales are the standard rates and are of general application. Lower 
standard rates are sometimes found necessary to meet the ne^s 
of individual traffic. These lower rates are quoted for particular commodities and 
for movements between specific stations. These lower rates arc known as station- 
to-station rates. Numerous such rates were in existence before the revision 
of 1948, but with the revision, the necessity for quoting such rates for a large number 
of movements did not arise, as the class rates and wagon load scales became the 
actual and effective freight rates for a large sector of the traffic movement. 


69. It is necessary to emphasise that the revision of the freight structure made 
Object of 1948 revi- jP October, 1948 was mainly with the object of standardising 
don—operation and railway freight rates in the different parts of the 
financial integration of country, as Government had taken over the railways formerly 

Companies. The railway systems in 
Jetton of diversity of princely states were expected to form ultimately part of 

the mam railway system of the country. Even before the 
close of the Second World War, the company-managed railways had bren taken 
over completely by the Government of India and the need was felt for removing 
the wide divergences in freight rates for the same or similar commodities on different 
railways. These differences had grown largely as a result of competition between 
railways during the very long period when they were separate administrative and 
financial entities. With the complete operational and financial integration of the 
Indian railway system as a great government-owned and government-managed 
undertaking, it was neither desirable nor possible to continue the old-time diversities 
in freight rates. It was, therefore, found essential to have a standard and uniform 
freight rate structure throughout the country and to adopt the principle of carrying 
traffic by the shortest route as far as practicable, thereby preventing waste due to 
circuitous movement. In complying with the widely expressed desire for simplifica¬ 
tion, the new telescopic class rates and wagon-load scales were framed in a manner 
so as to become the effective rates generally. A consequential result was the with¬ 
drawal of a large number of old station-to-station rates, the justification for the 
continuance of which largely vanished in the changed conditions characterised 
by the financial oneness and integrated management of the entire railway system in 
India, \nother inescapable result was the complete cessation of unprofitable 
inter-railway competition. In retrospect, it now seems odd that although the railway 
system in India, by and large, belonged to the nation, its administration through 
different companies, with little capital contribution, should have led to int^ 
railway competition, a process which was further intensified by competition for 
traffic through different ports. Such intensive competition between different units 
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belonging to the same owners is unheard of in any enterprise, la the peculiar 
circumstances then prevailing, the endeavour understandably was to maximise 
profits on each system not only by diverting trafiic even where this meant long leads 
and circuitous routing, but also by pursuing an indiv'idualistic policy and adopting 
widely varying rate bases on the several railway systems. 

70. It may be recalled that there was persistent and longstanding criticism 

Old export Import railway rates structure in India had been designed to 

«ad other^preferentU benefit export and import trafiic and that those industries 
rates—generally removed, wh ch had established themselves in the port towns attracted 
by the preferential rates applying to them, enjoyed an advantage wh ch industries 
in the hinterland were denied. Indeed, it was urged that the latter industries had 
to pay for their non-competitive traffic higher rates in consequence of the competi¬ 
tive trafiic ^ing then carried at cut rates, and this affected their fortunes adversely'. 
The Industrial Commission under the Chairmanship of Sir Thomas Holland (1918) 
went fully into this question and as a result of their report, action was progressively 
taken and industries in the interior also started receiving greater consideration 
in regard to suitable rail freight rates. The adoption of a uniform and standard 
ratjs structure was in a way expected to remove the very special advantages that were 
being enjoyed by certain industries in the shape of low station-to-station rates. 
Differential rates existed not only on different railways which were engaged in 
competition with each other ; they existed also on the railways under the adminis¬ 
tration of the Indian princely states. The desire to locate industries in these princely 
states, irrespective of advantages or disadvantages of such locations, culminated in 
a great many concessions being granted to entrepreneurs. The granting of free 
land, absence of taxation on the level prevailing in British India, the low customs 
tariff in some of the maritime Indian states were among the attractions. The railway 
systems in these states were also utilised to promote industrial development and 
as a matter of fact, many states granted the industries facilities in the form of low 
and attractive station-to-station rates on their railways. 

71. In the replies received to our questionnaires, it has been emphasised again 

and again that the withdrawal of the low station-to-station 
The l^e nomlm of ^ates and their replacement by either the normal class rates 
rates had to * 0^10 tt* increased station-to-station rates which the railways can 
altered drcnnutaiices— quote under their rate reducing power, have led to a sharp 
no evidence that iadns- enhancement of the rates by, say, 200 to 300 per cent, or more 
tries conconed had any some cases. Increases of this magnitude have been referred 
set-back as a result. proof that they are unreasonable and that they have 

affected the working of the industries concerned. We have had no facts placed 
before us to suggest that the increases have affected the industries concerned. In 
point of fact, most of the industries concerned have been faring well, despite the 
increases made. It is, of course, not suggested that since the industries are paying 
hanHcAinf! dividends they cannot have a legitimate grievance, if certain increases in 
rates have bwn unreasonable. A basic consideration that has to be borne in mind 
in this connection is that under the unified management and financial control of 
Indian railways, which was taken note of in 1948 when the standard rates structure 
was adopted, the special treatment that certain industries were getting in the past in 
certain parts of the country due to competitive or other reasons referred to above 
could not be continued in most cases. The existence of many such special rates 
for the benefit of one industry in one part of the country would necessarily lead to the 
same treatment in other parts not only to the competing and allied industries but even 
to other industries. We consider, therefore, that in the changed circumstances, 
there was no alternative to a large scale withdrawal of old station-to-station rates 
and a reversal of the policy pursued hitherto in quoting such station-to-station rates 
for reasons of competition with other railways or for other considerations. 
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72 There is no doubt that the 1948 rev ision in freight rates which led to a larire 

tolv rates, resulted in^ 

countries. ^ substantial increase in the freight charges on all 

^ railways. A large number of these station-to-statinn 
were uneconomical and they had, as already said, been quoted on grounds of inter- 

7*^® ^‘®^0"tinuance of ihese uneconomical rates was inevitable' 
s in the new circumstances of an integrat^ railway system for the entire country’ 
mter-railway competition had ceased to exist. The monopolistil: cSntrol^^^^^^ 

hi Goverament and the consequential absence of competition does not 

s»"en.lly as Touhl be temS 


® with railways of other countries is not of much 

pactical import m view of the large differences in surrounding conditions it is 

U rlnH n 1938 39 over the Indfan 

U. S. and U. K. Railways in the rates charged per ton-mile side bv side with thA 
increases in the wholesale prices of all commoditS .- ’ ^ 

The figures are as follows :— 


Country 

Indices 

Indices of 
average rate 
charged per 
ton-mile 
for all 

commodities 

Indices of 
wholesale 
prices of all 
commodities 

India 

1938-39 

1954-55 

i 

1955 


Index = 100 

190.1 

355.4 

U.K. .. 

1938 

1955 

1955 


Index = 100 

244 4 

335 6 

U. S. 

1938 

1954 

1955 


Index = 100 

144 2 

216 6 


Source. —Railway Board’s Annual 
Report Vol. 1 and Monthly 
Abstract of Statistics of Covem- 
ment of India. 


Source Statistical Abstract of 
U. K. 1956. 


Source : — Statistical Abstract of 
U. S. 1956. 


f • hf ® j results, it is apparent that on the Indian railways 

freight rates were not stepped up as steeply, relatively to the increase in theSS 
pr.ee index, as was done in the U. S. and U. K. general 

74. The existing freight structure has 15 class rates for commodities and 13 
The existing structure wagon-load scales and a separate scale for coal The class 
rates rates on the whole seem to make more or less a regular 

toe^es-lts Short- pattern as between themselves with a fai^^^ 

1 e TT. • 1 . increase from one class to the other, except in classes 14 and 
15. There is, however, no relationship between the 15 class rates and the 13 wagon 
load scales. Moreover, the wagon-load scales suffer from internal inconsiSJ 
^ disharaaony. and some of the rates, which are lower than others in shorter iSd? 
^oine higher for longer I^ds. The very origin of the existing wagon-load scales’ 
IS partly responsible for this state of affairs. These wagon-load sdles had to ^e 
evolved out of the numerous and often conflicting schedule rates quoted for different 
commodities by individual railways till 1948. In constructing thl standard wS 
load scales for apphcation on the through distance over all the railways on thS" 
copic principle, care had therefore to be taken to see that on the one hand rail£?y 
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revenue was not seriously jeopardised and on the other hand, violent changes in the 
charges then being levied were not brought about. As a first step, the present 
wagon-load scales represent a half-way house, between the chaos existing till then 
and the orderly and rational scales which ultimately must prevail, and they, therefore 
register an important advance in the direction of simplification and rationalisation. 

75. One of the Chambers of Commerce, in its memorandum mentioned 

“ In the structural pattern there is such a lack of uniformity and evidence of 
opportunism that it is difficult to resist the conclusion that the whole 
approach to the rate making in the wagon-load field was empirical and 
inductive or in other words, designed with definite traffic in view rather 
than in consonance with any principle of uniformity of economic 
structuring.” 

This observation, while partially correct, does not take into consideration the 
situation as it existed before 1948. The freight structure adopted in 1948 was the 
most practicable in the circumstances then existing but the time has now come 
when a more logical and rational freight structure can be framed and when it is 
highly desirable that this should be done, 

76. The wagon-load scales, which are at present standard for all railways, 

A common taper is really assume the character of wagon-load classification and 

necessary for class rates in that view it is essential to place them in a logical and con- 
and wagon-load scales. sistent pattern by removing the internal disharmony as 
between themselves and the lack of harmony between them and the existing class 
rates. We bel.eve that this can best be done by fitting them in the general frame¬ 
work of ordinary class rates and that there is no special reason or justification for 
the adoption of a different taper for wagon-load rates as such. 

77. In the telescopic system for through distance, which was adopted in the 
The existing legs of the 1948 freight structure, the first and second legs are each of 

telescopes—criticisms— 300 miles in the case of class rates, with a third leg for distances 
need for revision. beyond. For wagon-load scales also there are three legs, 

but of varying distances, as described in the previous chapter. There is a case 
for revising both the length of the legs and the number of legs that form the 
telescope. It has been pointed out that the average lead on railways is within 
300 miles according to the annual reports of the Railway Board. A criticism has, 
therefore, been advanced that as most of the traffic moves within the first leg, both 
the leg and the rate were so designed as to get the largest amount of revenue from 
this leg. An analysis of the various commodities carried over the railways and the 
average distances that they travel shows that many important commodities travel 
over a far greater distance than 300 miles, and if “ smalls ” are excluded and 
wagon-load traffic is taken separately into consideration, the average lead is as high 
as nearly 400 miles. From the sample survey of traffic moving within different 
zones, which was carried out by the Statistical Officers of the various railways at 
our instance and to which we refer in more detail later in our report, we have found 
that the average lead for several commodities is very much higher than 300 miles. 
For instance, the average lead for Iron and Steel Division A, and Iron Pipes, is 
580 miles, for Tea over 600 miles, for Electrical Appliances 600 miles, for Paints 
about 600 miles, and for Asbestos Cement products, it is as much as 1,000 miles. 
It has been a feature of all industrialised countries that as industries develop, 
movement of goods is over longer and longer distances ; so that with the growing 
industrial activity in the country, the lead for most of the commodities may be 
longer than at present ; at the same time the regional development of industries 
may have an effect in the opposite direction. 



24 


78 . We, however, are of the ppinion that the first leg of 300 miles is too long 
and that appropriate shorter legs may be considered. Our recommendations on 
this subject will be found in another part, of the report. 


79. The freight structure of 1948, while providing a telescope over the through 
„ . distance, fixed the maximum distance, at 1,500 miles, beyond 

exSitK^oractlce.*^**'^ which no additional charges could be made on traffic 
moving at class rates and for two of the wagon-load scales. 
This involves the criticism that over a certain portion of the distance, over which a 
commodity is carried, it is carried free, of charge. Our examination of the com¬ 
modities that move over long distances,shows that a very negligible fraction of the 
freight is carried by the railways beyond T,5Q0 miles and the financial implications 
of this concession are not large for the railwaysi We shall revert to a consideration 
of this subject in a later part of our report. 


80. In the freight structure of 1948, there are other aspects of freight charges, 

some of which are of special importance, because of the 
Other aspects of freight criticism that they have evoked. It has long been the practice 
**** Indian railways to levy what is termed, a terminal charge 

' in addition to the haulage charge—a practice: which was 

copied from the British railway system. These terminal charges, prior to 1948, 
varied from railway to railway and in some instances, varied also according to the 
commodities carried. Most railways of the world, do not levy a separate terminal 
charge, as it is understood in India. The freight charge covers all the cost bf services 
rendered, both haulage and terminal services. The structure introduced ini ?48^ 
provided for a standardised terminal charge uniformly over all railways and 
irrespeetive of the nature of the commodity, vvith the exception of coal for which a 
separate standardised charge was prescribed. The minimum distance for charge 
was raised from 10 miles to 20 miles with the object of discouraging short-distance 
traffic . The short distance charge of 3' pies, which prevailed till 1948 on most 
railways, was raised to 6 pies and applied uniformly on all railways. The tranship¬ 
ment charge was also put on a standardised'basis,- The overall minimum charge 
levied for wagon-load consignments at the rate of Rs. 1-12-0 per ton on the carrying 
capacity of a wagon used for loadingj was a new charge introduced in 1948. The 
rationale for the charge seems to be that some of the very light commodities give a 
very poor load and this results in an inadequate return for the wagon used. 

81. We have referred to the wagon-load scales,introduced in 1948 on a through 

distance basis. It must, however, be stated that the 
Wagon-load scales. commodities to wjiich wagon-load rates apply were few in 
number, not exceeding about 100 out of a total fist of classified,cOmihodities of 
about 3,000. There has been a great deal of criticism about the small number of 
commodities to which the wagon-load rates apply and it has been pointed out that 
in other countries, wagon-load rates are prescribed for most commodities, We agree 
that the policy in this matter should be liberalised and we shall refer tb this later in 
ourSrecommendations. 


82. These are some of the more important aspects Of the principles that were 
adopted and the changes, big and small, that were introduced when the freight 
structure was revised in 1948. 

83. In the evidence before us, both written and oral, severe cpmment_ has been 

,. made on the revised freight structure of 1948, on the withdrawal 
of station—toir-station rates, pn the rigidity of the freight 
1948 stracture. Structure and on the effect that it, has had on the industrial 

development in various parts of the country. We shall deal with this criticism in a 
later part of our report and make our recommendations as to how far the grievances 
given expression to, need be remedied. 
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CHAPTER IV 


BASIS FOR A NEW FREIGHT RATE STRUCTURE 

84. In the last chapter we have referred to the criticism regarding the legs of 

„ , the existing telescopic freight structure and expressed the view 

legs! ***^***^ *^ pa era o though this criticism is not entirely justified, we are of 
the opinion that the pattern of t le legs should be revised. 
The revision that we recommend is intended generally to discourage traffic over 
very short distances, not to put too much burden on traffic which hroves over distances 
of 300 to 500 miles, and to provide for a comparative and progressive lightening of 
the burden on traffic moying over distances beyond. The railways are finding it 
difficult to cater for all the traffic: that is forthcoming and^as we examined the witnesses 
and the memoranda presented, we came to the conclusion that far greater emphasis 
was placed by the witnesses on the availability of railway facilities than on the 
burden of freight rates now charged. During the war, it was common experience 
that there was fierce competition among industrialists and traders to obtain wagons. 
Conditions are not very dissimilar at the present time and as the, tempo pf indus¬ 
trialisation increases under the Second Five-Year Plan, we think that, ini spite of the 
precautions that Government have taken and continue to take in securing more 
rolling stock and locomotives, there will be shortage of wagons. It must, therefore, 
be the deliberate policy of the authorities, to discourage as far as possible short- 
ffistance traffic by rail and to encourage alternative modes of transportation over ■ 
such distances. In the light of these considerations, we recommend the following 
common pattern of legs for traffic moving both in “ smalls ” and in wagon-loads :— 

Miles I— 25 

plus 26— 75 

„ 76— 150 -Vi- = 

151— 300 
301— 500 
501— 800 
801—1,200 

„ 1,201 and beyond 

85. It will be seen from the pattern of the legs suggested above that the first 
300 miles has been split up into four legs. The first leg of 1—25 miles has been 
designed with a view to avoiding, as far as possible, traffic over short distances. 
Over this distance, it is possible to move traffic either by motor lorries or, where 
good roads do npt existji by other means of transport. 

86. The next leg is 26—75 miles and fully covers the distance up to which at 
present a short distance charge is levied in addition to the ordinary fate. It, therefore, 
marks a well-defined zone of movement, which has all along been considered to be a 
zone of short distance movement. We think, in many parts of the country 
movement by motor lorries over this distance is possible. We are also^ aware that 
in other parts of the country this is not feasible, but we consider that a definite 
effort should be made by the authorities concerned to provide roads for movement 
by road motors. Witnesses, who appeared on behalf of road transport develop¬ 
ment organisations, strongly criticised Government for not encouraging motor 
transport and desired that such road traffic should be encouraged. We share the 
view that in the interest of national economy and having regard to the growing 
tempo of industrialisation of the country, transport by road, rail and sea should be 
developed and co -ord..n ated, and that the attitude that once prevailed among the 
railway diflinistratiftns.'.of. discouraging road traffic, because of its competitive 



26 


character, should be given up. The growing tendency to nationalise road traffic 
is a sufficient guarantee that there will not be a repetition of the conditions that 
prevailed in the “thirties” and that there will be better co-ordination between 
different systems of transport, 

87. The next two legs, taking the movement upto 300 niiles and the other legs 
we have recommended for distances beyond, are intended to give the benefit of teles¬ 
copic decrease in freight rates to many different commodities, which our examination 
shows move over varying, thou^ well-marked, distance ranges. During the oral 
evidence, scyeral intorests complained that the existing legs of the telescope did not 
take into account the needs of different commodities which moved over varying 
distances. It is not practicable to have different legs of telescopic structure for 
different conunodities, but we have tried to meet the criticism, as far as possible, 
by increasing the number of legs. 


88. Having established the legs for the telescopic system of freight rates, we 

have now to evolve a scale of rates to be applied to tb^ 
*"******** 1®SS- account the existing 

rates for classes and wagon-load scales and should mak^ an 
load integrated pattern embracing both. In the new structure, 

it is desirable that the scale of rates should be on a regular 
progressive basis from the lowest to the highest class. We consider that the simplest 
and most satisfactory method of achieving this increase would be to have one rate 
as a base and express all other rates as percentages of this rate. 

89, In this event, the existing numbered classes 1 to 15 and the lettered wagon¬ 

load scales WL/A, etc., will be replaced by a system of 
Pereentege class percentage classes. We have come to the conclusion that 

fates— rwlsed Boy a* would be most convenient if the present class 9, for which 
datoR reeowmeiided. ^ ^ 

300 miles, is fixed as the norm or the base rate and is styled the class 100 rate and that 
all the other classes above and below class 9, as also the wagon-load scales, be 
expressed as percentages of old class 9 or new class 100. The percentage 
of nomenclature gives one an idea of the level of rates in relation to the standard 
class 100 rate. The practical advantages and conveniences of the classification 
based on the percentage system is obvious. It makes for greater simplificat on and 
flexibility. It lends itself easily to the adoption of additional intermediate classes, 
as and when found necessary, without resort to such rough devices as new l®*^*"®^ 
interpolated between two consecutive numbered classes. We may add 
that our scheme of the freight structure is riot an innovation but that a similar 
practice obtains both in the United States and in Canada. 


90, Taking the basic scale of class 100, the percentage classes <»rresponding 
to the existing class rates and wagon-load scales would be as shown below— 


1. WL/A 

2. WL/AR 

3. WL/C 

4. WL/CQ 

5. WL/I 

6. WL/B 

7. WL/BR 

8. WL/D 

9. WL/E 

10. WL/CR 

11. WL/F 

12. WL/O 

13. WL/H 

14. Oass 1 


25% 

30% 

32.5% 

35% 

37.3% 


40% 

i 42.5% 
\45% 

'’47.5% 

55% 


15. Class 2 .. .. 60% 

16. Class 3 .. .. 65% 

17. Class 4 ., .. 70% 

18. Class 5 .. ., 75% 

19. Class 6 .. .. 80% 

20. Class 7 .. .. 85% 

21. Class 8 .. ,. 95% 

22. Qass 9 ,. .. 100% 

23. Class 10 .. ..110% 

24. Class 11 ,. ..115% 

25. Class 12 .. .. 120% 

26. Class 13 .. ; .. 130% 

27. Class 14 .. .. 150% 

28. Oass 15 .. .. 230% 
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91. In the present General Classification of Goods, separate lower classification 
for consignments tendered in wagon-loads, instead or in 
Classification of “ smalls ” has been provided for only 99 commodities out of 
“smalls” and wagon- ^ 3,000 commodities, and 17 of these 99 com- 

modities have lower'class rates, when moving in wagon-loads. 
The rest are covered by the standard wagon-load scales Apart from the 99 
commodities, the rest of the commodities numbering about 3,000 have at present the 
same rates applied, whether the consignments arc offered m smalls ^ 
loads There has been a general criticism that wagon-load rates should be available 
for a much larger number of commodities and it has been pointed out that in mos 
industrialised countries such wagon-load rates have been provided for most 
commodities. 

92 It is true that though some of these commodities move largely in wagon¬ 
loads, they are charged the same rates as when moving in “ smalls It is also 
true that others amongst these commodities move generally as smalls and very 
seldom in wagon-loads. Nevertheless, we recommend that for all commodities 
the classification should provide for two sets of rates : one for traffic moving in 
“ smalls ” and the other for traffic in wagon-’oads. 


93. For commodities for which only one rate is provided at present but which 
move largely in wagon-loads, the percentage rate corresponding to the existing class 
rate should apply to movement in wagon-loads and a correspondingly higher rate 
be charged for movement in “ smalls”. On the other hand, for the commodities 
which move largely as “ smalls ”, we consider that the percentage rates corres¬ 
ponding to the existing class rates should be taken as rates for ^ smalls and 
correspondingly lower rates quoted for wagon-loads. The pre^ription of such 
reduced wagon-load rates is likely to lead to combination and clubbing of consign- 
ments by various consignors, at least for movement to important consuming and 
retailing centres. 


94. There is a third group of commodities, the movement of which is both 
negligible and infrequent but which move both in “smalls” and in wagon-loads 
and are charged the same rate for either kind of movement. We have distributed 
these commodities between the two groups mentioned above on a consideration of 
each commodity individually. 

95. There will still be a small number of commodities like boats, carriages, 
motor vehicles, palanquins, etc., and explosives, for which dual rates will have no 
special significance. For such commodities, the corresponding percentage class 
rate will apply on any quantity basis (AQ). 


96. In making our recommendation that wagon-load scales should be prescribed 
for all commodities, we are not unmindful of the fact that there are several commodi¬ 
ties which, under no circumstances, will move in wagon-loads. Conditions, however, 
are rapidly changing, and with the intensification of industrialisation and the 
adoption of modern methods of packing and transportation in bulk, we feel that 
more and more commodities will move in wagon-loads. Taking a long range view 
of the possibility of traffic moving in wagon-loads, we have come to the conclusion 
that practically all commodities should have wagon-load rates. In view of this 
recommendation, it is necessary to examine the relativity that should exist between 
the rates for wagon-loads and “ smalls ” for different commodities. 
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^7 It IS patent ‘hat the cost of moving a commodity in “ smalls ” is greater 

Relativity between ““ , ® fmoving it in wagon-loads. Wagons carrying 
class rates and wagon- smalls necessarily move more slowly than fullv loaded 
load rates. t'han”'!!. in handling “ smalls ” is greater 

1 , 1 that of handling fully loaded wagons Fullv loaded 

bJ d^dn'at-^ Stations called repacking points, their contents unloaded and sorted 

traffic tLL-iJo ■ T i- ? generally lower than in the case of wagon-load 
fh I ,railways in India have not so far followed any consistent nolicv renardins 

nd"S“S trz “"’hT'’":” t-a^poSK w'agSo 3f 

ana in smalls . For commodities to which the wagon-load scales annlv the 
difference between the rates for “ smalls ” and wagon-loads is verrhioh ^^A the 

2 lowJ^clArs rateT^^^^^^^ wagon-load rates“are quoted 

as lower class rates, the difference between the rates quoted for “smalls” and 

The Auction in rates for wagon-loads, as compared wTth 
smalls, varies from about 60 per cent m the case of manures, to only about 
7 per cent m the case of Iron and Steel Division B. In this state of affairs we have 
what should be the relative rates for “ smalls ” and wagon-loads 
We have been considerably handicapped by lack of information regarding the 
comparative cost of transportation of a commodity in “ smalls ” and in wagon- 
ieaHv b " ^ Circumstances, we had no alternative except to adopt a rough ^and 

ready ba^s for fixing the relationship between the rates for “ small^’ and wagon¬ 
loads. We have, on such a basis, allowed an increase in the rates for “ smalls ” as 
compared with wagon-loads, to the extent of some 15 to 36 per cent S this 
purpose. It IS necessary to adopt certain additional percentage classes. We are 
recommending later that the classification of certain commodities be brought down 
® purpose also we are prescribing additional classes. The following 
IS the pattern for the classification of wagon-loads and ” smalls ” that emerges as 
a result of these two recommendations :— ° 

Classification 


Wagon-loads 

25 % 

27 . 5 % 

30 % 

32 5 % 
35 % 

37 5 % 

40 % 

42 . 5 % 

45 % 

47 . 5 % 

55 % 

60 % 

62 5 % 
65 % 

70 % 

75 % 


32 , 5 % 

37 , 5 % 

40 % 

42 5 % 

45 % 

50 % 

52 5 % 
55 % 

57 5 % 
60 % 
65 % 
70 % 

72 5 % 
75 % 
85 % 
90 % 
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98. In refixing the classification of commodities from their existing classes to 
corresponding percentage classes on the basis recommended above, and in prescribing 
wagon-load classification for all commodities on the basis of the relationship 
between “ smalls ” and wagon-loads, we have allotted the corresponding percentage 
class to a particular commodity either to wagon-load or “ smalls ” according as 
the commodity is reported to move largely in wagon-loads or largely in “ smalls. ” 
As a result, the same percentage class rate, expressed as percentage of the basic rate, 
will be applicable to wagon-loads for certain commodities and to “ smalls ” for 
others . 


99 . It will be noticed that whereas the present classification for “ smalls ” 
The number of classes involves 15 classes, the revised classification involves 24 classes 
recommended. for “ smalls ”. There is an equal number for wagon-loads 

for which there are at present 13 wagon-load scales and 6 class rates. As some of 
these are applicable to both, there are, in all, 31 classes, excluding coal and live-stock. 
Some of the Chambers of Commerce urged that the number of classes and wagon¬ 
load scales should be increased, while others were satisfied with the existing number. 
The number of classes we have fixed, in our opinion, is reasonable. Further, with 
the adoption of the system of percentage classes, it will be possible to introduce 
intermediate classes, as and when required. 


100. Our recommendation that wagon-load classification should be adopted 
. . for all commodities necessarily involves the prescription of 

co^i'tiOTs!” wagon-load weight conditions. The existing wagon-load 

scales have certain minimum weight conditions prescribed. 
It has been found in practice that these minimum wagon-load conditions are not the 
effective working load in present circumstances. The consignors, in view of the 
scarcity of railway wagons, load more than the present minimum weight prescribed. 
Moreover, the carrying capacity of wagons is rapidly increasing, as new wagons are 
being added to the rolling stock. The change is more marked in metre gauge 
wagons than in broad gauge wagons. Partly because of the change in the carrying 
capacity and partly because of the change in the trade conditions affecting the 
quantities that offer for moveme nt in wagon-loads, it has been suggested that revised 
wagon-load conditions should be prescribed for broad gauge and metre gauge 
wagons. The need for utilising wagon capacity, as far as possible, in the somewhat 
limited conditions of supply existing at present, should also be considered in 
prescribing new minimum wagon-load conditions. At the same time, some 
representatives of trade and industry while advocating an extension of wagon¬ 
load rates to cover most commodities, have suggested that the qualifying 
wagon-load conditions should not be fixed at very high levels. It has been urged 
that wagon-load conditions should not be fixed on the basis of the maximum weight 
of a commodity which a wagon can carry, and that if such a basis is adopted traders 
at smaller centres would not find it possible to offer their goods in wagon-load 
quantities. Wagon-load conditions, it was, therefore, argued, should be fixed on 
a reasonable basis, because even if wagons carry less than their full capacity, it will 
still be profitable to the railways to carry this traffic as light wagon-loads, rather 
than as several small consignments. 


101. For commodities for which weight conditions are in force, there is no 
question of lowering them. It has been found by actual experience that commodities, 
which now have wagon-load rates and which form a large proportion of the total 
traffic of the railways, mostly move in wagon-loads ; the proportion of “ smalls ” 
traffic in such commodities is not appreciable. On this basis and having regard to 
continued wagon shortage, it will be unrealistic to suggest any lowering of wagon-load 
conditions for these commodities at least. 
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102. As a Committee, we have found some difRculty to come to any conclusion 
on the question of a revision of the wagon-load weight conditions and to make 
suitable recommendations. Apart from the members of the Committee, with 
direct experience of railway administration, other members, while they agree 
that the wagon load conditions may be prescribed, are unable to enter into any 
detailed discussion on a matter so technical and, therefore, do not join in any 
specific recommendations thereon. 


103. We are unanimously of opinion that wagon-load conditions existing at 
present are on the low side, having regard to the increased loading capacity of new 
rolling stock and having regard to trade conditions, which have largely changed 
since 1948, and we recommend that wagon-load conditions should be examined 
afresh. What the new wagon-load conditions should be is a matter, however, on 
which the Committee as a whole has not got the necessary information to base an 
agreed and unanimous recommendation. We have had the benefit of the views 
of our colleagues, Shri. A. K. Basu, Shri. I. S. Puri and Shri. V. P. Bhandarkar, 
all of whom have experience of railway administration. Shri. Basu has drawn up a 
schedule of minimum weight conditions for the entire list of commodities, basing 
it on the analogy of the existing weight conditions and on such further information 
as he was able to collect. According to him, this schedule has been fixed deliberately 
somewhat on the low side, so that it may be revised later in the light of experience 
and so as to avoid the prescription of higher load conditions which in some cases 
may prove impracticable. Shri. Basu has also suggested that small inspectorate 
units be set up at three or four important centres like Bombay, Calcutta, Madras 
and Kanpur to carry out experiments in test weighments. Based on the results of 
such experiments, action may be taken to revise, where necessary, the minimum 
weight conditions for those commodities for which weight conditions have been in 
force hi therto as also to decide whether, in the case of commodities for which weight ■ 
conditions have been prescribed for the first time, any revision is necessary. 
Shri. Puri and Shri. Bhandarkar have approached this problem slightly differently. 
According to them, there is ample evidence on record that, in practice, the railways 
have been able to obtain from the consignor in many cases loads appreciably above 
the wagon-load conditions at present prescribed. But this result has been obtained 
only whenever the shortage of wagons resulted in some sort of a rationing in their 
allotment. Otherwise, there has been no incentive either for maximum utilisation 
of wagon capacity or for better packing or for processing. In this connection 
they refer to the example of jute. In the existing tariff there is a lower classification 
for machine-pressed jute. When this lower classification was fixed, it was done 
in the hope that jute would be pressed to certain specifications which the railways 
had in mind and which would ensure fuller utilisation of wagon capacity. As, 
however, no weight conditions were prescribed, jute bales were not pressed to these 
specifications and wagon space was wasted. Shri. Puri and Shri. Bhandarkar are, 
therefore, of the view that if wagon-load conditions remain on the low side as at 
present and no change is made therein till sufficient results of the experiments 
proposed above are available, which experiments will necessarily take time to com¬ 
plete, the resu’tant d.lay w 11 ii vo've loss both in railway revenue ard in transport 
capacity. They, therefore, recommend that, by and large, the weight conditions 
in force on 1st December, 1956 should be enhanced by about 20 to 25 per cent and 
that the weight conditions for the commodities for which wago’--load rates are being 
prescribed for the first time should be based on the revised weight conditions they 
have recommended. 

104. Shri. Basu’s schedule of minimum weight conditions for wagon-loads for 
all commodities has been incorporated as Annexure V of our report. In preparing 
this schedule he has adopted the revised General Class ficatron cf goods wh ch we 
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have recommended and shown against each of the commodities, their classificat'on 
as recommended by the Committee and the minimum weight cond tions as 
proposed by him. 

105. In the opinion of Shri. Puri and Shri. Bhandarkar it would be easier to 
reduce the weight conditions in any particular case, if experience shows this to be 
necessary, than to prescribe a generally low level initially and to make wholesale 
upward revision later. In any case, it wUI, in their opinion, take considerable time 
to make such a revision. They have prepared a schedule prescribing 

weight coMitions for commodities for which minimum weight conditions exist at 
present. They have not attempted to prepare an alternative schedule of minimum 
weight TOnditions for the entire list of other commodities in the tariff, but have 
included m their schedule those additional commodities which, while not eniovina 
^gon-load scales at present, are reported to be moving largely in waeon-loads 
shows what would be the wagon-load conditions for these 
commodities, if they were based on the revised conditions suggested by them for 
commoditi^ which are at present enjoying wagon-load scales. Their schedule which 
« pven at Annexure VI of our re^rt, however, deals only with broad gauge vragons 
They surest ttot the railway admimstraUons themselves should pr^are, on Sie 
basisof this schedule, revis^ wagon-load conditions for metre gauge and narrow 
gauge wagons in the light of information they have on the existing relationship 
between the wagons of different gauges as regards their loadability. ^ 

106. There are certain articles in the General Classification of Goods like 

Artkln chaiged on a prriages. Carts, Motor vehicles’, 

■nintaiiim weight per j^'^^Quins, etc, and also some commodities like Explosives, 
condgnnieat. for Which the classified rate is subject to a minimum weiaht 

... . charge for each consignment. As on the tosis of the 

present nunimum weight for charge in these cases, if the commodity moves more 

wagon-mile at the revised rates will be less 
than the cost ofhaulage. Shn. Pun and Shri. Bhandarkar have, for these commodi- 

AnniurevlT’ *Kch a™ 

107. The other members of the Committee are of ooinion that there chnni/i Ks a 

re-examination of the existing minimum weight conditioKid on tK 

ations mentioned herein, as well as on the experience ciathered and the infnrmaf * 
collected by the railways In the mwnwhile. Kp? if So avoM 
introduction of the revised classification, the minimum weight conditions as suesested 
by Shn. Basu may be introduced subject to such revised conditinn« * 

may adopt based on the alternative recommendations of our other two coIlesISn”* 

SiaM 

suggestion of some representatives of the 
Indian Chamber of Commerce, Calcutta, and some other Chambers that the ouallfv 
mg wagon-load conditions should not be fixed on the basis of the ^ 

of a commodity that can be loaded in a 4-wheeled wag^ bJt Should S 

to take advantage of the wagon-load scale of freight charges so that eveiflf Vh! 
wagons are not completely filled to capacity there will still h*. 
i. them to make it frofimWe for the SBy 
rather than at several ••smalls” consig„m4ts. 

wagon-load rates and which form a high proportion of the total trahteifThe'^Slwa™ 
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Loading and 
tag by owners in respect 
of wagon>load clarifi¬ 
cation ^ rates. 


moSijtTn f of wagon-load wcightconditions. The 

u *” smalls of these commodities is comparatively little There 
may be, however, commodities in regard to which lower wagon-loads mav be 

M”“^smanJ° instead of in driWets 

dLiee nf m,recommend that in regard to such commodities, the 
k Hu® alternative wagon-load scales may be adopted, one rate being 
quoted where the wagon-load condition prescribed is more or K ss equivalent to the 

iS mToSS 

109. In view of the recommendation contained in a later part of our report 
regarding terminal charges, we recommend that the wagon¬ 
load classification and indeed all wagon-load rates, should 
be subject to the condition that loading and unloading in 
such cases should be undertaken by the owners concerned. 
Mnnrtf I If*. "®wcver, for any reasons, the corsig-nor or consignee 

the loading or unloading of consignments, railways may peiform 
the operation themselves and levy such charges as may be not'fird in the tariff. 

.!A®' "fhere has been a certain amount of criticism about the minimum weight 
condition for through traffic, which involves transhipment from a metre gaSe 

Minimum mu gaugc wagon. Till 1948, the minimum 

metre gaaije to braad ^ the railway (broad or metre) where the commodity was 
gnige. booked and the ^me condition applied right through to its 

« 1 -.1 ^ tu - • ““‘™?^*<A®stination. In 1948, this rule was amended and it is 

now laid down that in booking from a narrower gauge to a wider gauge of railway 
the mimmum weight condition applicable on the wider gauge railway should apply 
from the start right through to the ultimate destination. This amendment was made 
with a yiew to securing better loading on the wider gauge, when the traffic moves 
from the narrower gauge to the wider gauge. It has been represented to us, however 
that in order to economise in wagon space on the metre gauge also, the practice 
has been to insist on traffic being offered in such multiples of the weight (W) conditions 
as would secure full wagon-loads in both gauges. Thus, the consignor, who books 
traffic from the metre gauge to the broad gtugc, has to offer 3 metre gauge wagon- 
loads at the booking end, so that they can be carried by 2 broad Eiugc wagons 
where transhipment to broad gauge wagons becomes necessary. We have received 
several complaints on this score and various kinds of difficulties seem to have been 
experienced This practice is neither fair nor just’fird. We, therefore, recommend 
that the old rule of the wagon condition of the forwarding railway applying right 
through be restored and that the practice should be in conformity with this rule 

111. We have also received various complaints regarding the bcokirg of live- 

transhipment through different gauges of railways has to take place. 
These difficulties have, to some extent, been overcome by some cons'g-ors bv 
rebooking: live-stock at the transhipment station, but this invo’ves the consignor 
be rerawed^ terminal charges twice over. We feel that th s hardship sheu'd 

112. In our review of the freight structure adopted in 1948, we referred to 

Other aspects of freight charges which are in addition to haulage charges 

charges—the termtaal a carry-over from the practice in the 

charge. United Kingdom. These terminal charges are fixed charges 

on the raaundage, applying to all commodities irres¬ 
pective of the distance of haul. The only distinction made is that in respect of 
wagon-load consignments a slightly lower terminal charge is levied. The coi^nsus 
of opinion of the witnesses is in favour of their abolition and of their being merged 



into the hnulage charge. The expenditure incurred on the terminal services can, 
in some respects, be considered in isolation from the rest of the cost of operation, 
and such expenditure on account of terminal services remains constant, irrespective 
of the distance over which the consignment has been hauled. This fact lends itself 
to some sort of separation of terminal and haulage cost and to that extent supplies 
justification for the present practice of levying fixed terminal charges for the terminal 
services at the forwarding and receiving stations, the haulage charge per iriaund 
varying with the distance. On most of the foreign railways, there is no separate 
terminal charge as levied in India, but the freight rate includes the cost of all the 
services rendered by the railway, and the haulage service is merely taken in continua¬ 
tion of the terminal service performed before the journey commences and is 
completed at the destination. Similarly, the terminal service performed after the 
journey is in continuation of the haulage service. Both haulage and terminal 
services are thus considered as inseparable parts of the total transportation service 
and are included in the total transportation charges. In the United Kingdom, for 
historical reasons connected with the ownership by different entities of different 
parts and services of the railway system, this practice of levying terminal charges 
has hitherto remained, but even there, it has been recommended that the charges for 
the terminal services should be dispensed with when the new Charges Scheme 
comes into effect, by which terminal charges will be absorbed in the conveyance 
charges with effect from the 1st July, 1957. 

113. Our attention has been drawn to a recent report by the Estimates Committee 
in which a reference has been made to the terminal charges levied by the railways. 
In its 26th Report for 1955-56, in para 45, the Committee says : 

“ The Committee understand from the Railway Ministry that the Railway 
Freight Structure Enquiry Committee are considering the question 
whether terminal charges should be imposed separately and if so, on 
what basis or whether it should be integrated with the regular freight as 
in the U. S. A. The Committee, therefore, do not suggest any modifica¬ 
tion of this charge at this stage, but would like the Railway Ministry to 
make a reference in this connection to some of the advanced countries 
to ascertain the procedure followed in those countries and to place all 
the material before the Railway Freight Structure Enquiry Committee 
for their consideration to evolve a rational system of charging terminal 
charges.” 


114. We have had the benefit of the information collected by the Railway 
Ministry in this regard through the good offices of the E. C. A. F. E, Much of the 
information had already been collected by us and confirms the conclusion that in 
western countries, there are no separate terminal charges as such, although some of 
them levy certain subsidiary charges for specific services rendered at some stations. 

115. We have carefully considered on what basis the terminal charges can be 
abolished. We are not unaware of the fact that the levy of these charges brought 
in one year to the railways a revenue of about Rs. 16 crores, or nearly 10 per cent 
of the total freight revenue of that year. If these charges are to continue during 
a period when traffic would increase, the total revenue obtained from these charges 
would be even more. We, therefore, come to the conclusion that the terminal 
charges as such should be abolished, but that this fact should be taken into considera¬ 
tion in evolving the revised rates structure. 


116. We have also received suggestions that short-distance charge now levied 
™ ^ . should be discontinued. It has been pointed out that the 

Thes ort istance charge, ^fjo^t-distance charge is, in a way, a repudiation of the teles¬ 
copic principle. We are of the opinion that transportation over short distance, 
where alternative modes of transportation are available, should not be encouraged and 
3 
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we have framed the rates schedule on that basis. We feel that this additional short- 
distance charge is an additional burden which is not justified. We recommend 
t^t it may be abolished. 


117. A transhipment charge is now levied at break-of-gauge junctions in view 
The transUpmeiit of the fact that extra direct expenditure is incurred intran- 
charge. shipping traffic from one ^uge to another. The tranship¬ 

ment charge has been the su^ect of severe criticism by the traders and merchants. 
It was pointed out that the break-of-gauge was not the responsibility of the mercl^ts 
and that if there was one gauge right through, the consignment would have been 
charged the same freight without a transhipment charge and delay and damage, 
which now take place at the transhipment points, and which mean, in any case, an 
additional expenditure to the merchants, would have been avoided. The statement 
that break-of-gauge was not the responsibility of the merchants concerned cannot, 
however, be accepted at its face value. It should be pointed out that at the time of 
construction of these railways, having regard to the resources available, it was a 
choice between the break-of-gauge and no railway transport facility at all and the 
merchants of the day were only too glad to accept the metre gauge (or even the 
narrow gauge), in preference to no railway at all. Nevertheless, we recommend the 
discontinuance of separate transhipment charges, specially as this will be in keepmg 
with itie policy of standardisation of freight rate throughout the country. 

118. The ghat charge is somewhat akin to the transhipment charge and is levied 

at river crossings on account of additional expenses in shifhng 
Ghat charges. connections at the crossing station from time 

to time. For the same reason as has been given regarding the transhipment charges, 
we recommend that separate ghat charges as such may be abolished. 

119, The Tptnimum distance for charge is at present 20 miles. The minimum 

distance was raised in 1948 from 10 miles to 20 miles with the 
Tte minimum distance discouraging short-distance traffic. While some 

for charge. witnesses have asked for the restoration of the low limit of 

10 miles, others have suggested an increase of minimum mileage to 40 or 50 mles, 
oarticularly in view of the growing motor traffic. Having regard to the fact that 
road development has not taken place to the same extent in all parts of the countiy, 
we recommend that the minimum distance be raised to 25 miles and charges levied 
on that basis. According to the present practice, the minimum distance applies to 
each railway, when in through booking the commodity is earned by more than one 
railway. It seems to us that this is illogical and we recommend that the minimum 
distance should apply only once in such bookings. 


120 The minimum weight of a consignment that is accepted for bookmg of 
goods traffic is at present 7 seers, while the minimum wei^t 
Hie mbdiiiiim weight chmge is 20 seers. This means that although consign- 

for acceptance and for ^ small as 7 seers are booked by goods train, they are 

charged as for 20 seers. From the replies we received on 
this issue it is seen that whUe a few suggest that no change be made, the majority 
of the witnesses recommend that the minimum weight should be 20 seers coirespond- 
ine to the minimum weight for charge and some go to the extent of suggesting that a 
consignment less than one maund should not be aewpted for carnage by go^s 
train Whichever suggestion is accepted, it means that consignments below the 
rffinimura weight should travel by parcel spices We recompnd that, to stot 
with the minimum wei^t for acceptance of a package by goods service should be 
20 seers and the charge should be based on 20 seers. 
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121. In the revision of the freight structure in 1948, it was provided that an 
The minimum charge overall minimum charge per v/ngon-ioad consignment should 
for wagon-load consign- be at the rate of Rs. 1 -12-0 per ton on the carrying capacity 
“6nts* of the wagon used for loading. The raison d'etre of the charge 

is that some of the very light commodities give a poor load and the wagons used for 
carrying these commodities do not earn an adequate return. We do not consider 
that the method of minimum charge prescribed is the best way to overcome this 
diffi culty. According to an old rule, it is provided that if bulky commodities cannot 
be loaded upto 120 maunds in a 4-wheelcd broad gauge and 80 maunds in a 
4-wheeled metre gauge wagon, the consignment will be charged as if 120 maunds 
have been loaded on the broad gauge and 80 maunds on the metre gauge. If, 
inspite of the operation of this rule, the commodity carried does not yield an amount 
equivalent to the bare cost of service, then there is a case for examination, whether 
the weights prescribed by the old rule should be raised or whether the commodity 
itself should be placed in a higher class than at present. We reconimend, therefore, 
that the overall minimum charge of Rs. 1-12-0 per ton should be abolished. 


for 


122. There is also an overall minimum charge of Re. l/-for “smalls,” irres¬ 
pective of both weight and distance. Some of us consider 
that as there is a minimum weight condition for the accep- 
^ ■ tance of a package, and a minimum distance for charge has 

been prescribed and as the rate for that minimum distance is quite high, it is not 
necessary or proper to prescribe a further overall minimum charge, which 
incidentally places an unjustifiable burden on “ smalls ” traffic. They, therefore, 
recommend that this minimum charge for “ smalls ” should be abolished. 


123. Under Rule 67 (4), Chapter 1 of the Goods Tariff, maxima and minima 
, rates per raaund have been laid down for all standard 

1 ^ M axima and mm telescopic class rates. The ma.xima are really the existing 

class rates and the minima are .16 pie per maund per mile 
for the 1st class and ,20 pie per maund per mile for the remaining classes. There 
uppers to be some misunderstanding on the part of the public about the purpose, 
significance and extent of this provision of fixing maxima and minima rates. 
The complaint has been made that the level of freight is high, as the actual rates 
are much in excess of the minima prescribed, which are presumed to apply both 
to class rates and wagon-load scales. In an earlier chapter, we have referred to the 
origin and method of prescribing maxima and minima rates. At present, the 
minimum applies only as a floor, i.e., the level below which individual railway 
administrations cannot quote station-to-station rates. As a matter of practice, 
there is an intermediate floor prescribed by the Railway Board, below which railway 
administrations cannot quote station-to-station rates. We are of opinion that 
neither maxima nor minima should be prescribed under existing conditions in the 
new structure, but that the Railway Board may fix a minimum below which no 
station-to-station rate can be quoted by the railway administrations. We shall 
refer to this later, whilst dealing with station-to-station rates. 
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CHAPTER V 


THE SCALE OF RATES, THE IMPACT OF THE SECOND 
five-year plan on ITS EVOLUTION—THE NEED TO 
KEEP THE FINANCIAL STABIUTY OF RAILWAYS IN 
VIEW WHILST EVOLVING THE SAME 


The flnt stage of 
cTOliitioB—knocking off 
existing disharmonies— 
its financial implication. 


124. It has already been pointed out that there are certain inconsistencies 
and disharmonies in the existing wagon-load scales and in 
their relationship to class rates for the commodities 
concern^. We have depicted on a graph, included as 
Annexure VIII to our report, what the existing scales 
look like relative to one another. In attempting to evolve a 
new scale, we have, in the first instance, constructed a revised scale of telescopic 
rates, which keeps as closely as possible to the existing rates structure and forms a 
regular arid integrated pattern of rates. In this revised scale, the telescopic rates 
corresponding to the existing class 9 would be as follows. Other classes and 
wagon-load scales would be percentages of this scale, as stated in para 89 in 
Chapter IV. The terminal, short-distance and other charges have been kept 
undisturbed. 


Miles 

1 — 

25 .. 

1.12 pies per maund per mile. 

+ 

26 — 

75 .. 

.. 1.10 

do. 

+ 

76 — 

150 .. 

.. 1.04 

do. 

T* 

151 — 

300 .. 

.. .967 

do. 

T 

301 — 

500 .. 

.. .85 

do. 

•T 

501 — 

800 

.. .733 

do. 


801 — 

1,200 .. 

.. .575 

do. 

f 

1,201 and over 

.456 

do. 


125. If this revised scale were to be adopted, there would be an increase of 
about Rs. 9 crores in freight revenue from general merchandise on an annual 
estimated return of Rs. 180 crores. If the coal scale is also suitably revised, then 
the total additional freight revenue from general merchandise and coal will be of 
theorderofRs.il crores. It is interesting to note that the aim of Government in 
levying a supplementary charge of 6^ per cent with effect from 1st April, 1956 was 
to secure an additional revenue of Rs. 11 crores which could equally well be 
achieved by the adoption of the revised scale, as suggested above. 

126. We are of opinion that a uniform supplementary charge on freight 

rates is not the most satisfactory method of raising addi- 
A antformfr^t d uiyc tional revenue and should bfe resorted to only in extreme 
—tadmethod afrauiiig emergencies, when quick results have to be obtained and 
when it is not possible to wait and work out increases in 
freight cates on the basis of the capacity of different commodities to bear the 
burden. The method of uniform supplementary charge on railway freight rates is 
not scientific any more than it is scientific on tariff rates on imported commodities. 
It may result in the movement of such goods becoming restricted. A uniform 
general increase in freight rates places much greater burden on the cost of 
manufacture of certain finished or semi-finished goods, since the increase affects 
the freight cost for each ofthe raw materials needed, as also the freight cost for the 
finished or semi-finished products which have to be distributed all over the country, 





37 


Where additional revenue may be required, the best method is to modify the scale 
of freight rates so as to spread the burden equitably and in degrees varying according 
to the capacity of different commodities to bear the burden. 


127. At this stage, it is desirable that we consider the Second Five-Year Plan 
P t, .... ^ proposed for railway expansion and development and the 
rare Ytarram provision that has been made for the Plan. A 

demand for transport century of railway development has carried India to the 
exceeds capacity. threshold of significant and large-scale expansion and to-day, 
^e is on the eve of great achievements in the industrial 
field. Continuing transport shortages and bottle-necks, which are being experienced 
during the post-war years, did not harass entrepreneurs in the past, except during 
short periods of busy seasons or at rare intervals, as during the first decade of 
the century or the First and Second World Wars. The succeeding phases of 
economic growth, which will be speeded up through the Five-Year Plans, will 
necessitate a large-scale development of railway facilities to meet the demand of 
intensified and rapid growth of traffic. It is expected that ultimately the contri¬ 
bution of the railways to the economic regeneration of the country will be much 
more impressive than during the previous century of its existence. This expecta¬ 
tion is, however, greatly subdued by the pervasive fear that unless the present 
capacity of the railways is substantially increased, and that rapidly, the industrial 
development, that is otherwise practicable, is likely to be jeopardised. In an 
ordinary laissezfaire economy, the failure to provide in time adequate transport 
may not be as disastrous as in a planned economy, which involves rationing of 
resources and dovetailing of one part of the economy with the other by the planners. 
This fine balancing is the very heart of planned economy. Ordinary forces of 
competition and entrepreneurial speculation, which is at once the price paid for 
and the self-acting corrective of free economies, may no longer have full play. 
In view, however, of the fact that the private sector will have an important place in 
the economy, the aim should be to provide adequate transport as quickly as possible, 
with a reasonable margin, so that, in the planned progress of the country, transport 
is not allowed to lag behind present and future development. The resources 
employed in providing some cushion in transport capacity should not be considered 
as wastage and should really be treated as an insurance against transport bottle¬ 
necks and an inducement to enterprise. We are unable to disagree with the view 
forcefully expressed in some quarters that far from providing the cushion, the 
Plan does not allocate adequate funds to the railways to enable expansion even to 
the minimitm extent necessary for dealing with the expected increase in traffic. 


128. According to the Second Five-Year Plan, the volume of goods traffic is 

._ . .f. expected to increase by 61 million tons (originating), i.e., 

million tons at the end of the First Plan to 181 
Ftre-Ycar Pbm. million tons in 1960-61, while the increased capacity 

provided for and the improved efficiency expected to be 
secured will not enable railways to carry ail the additional trafiSc anticipated or 
rather planned to be generated. More recent indications go to show that the 
estimate of 61 million tons of additional trafiBc expected is itself on the low side. 
Further, this does not take into account the increasing transport burden resulting 
from an increase in the lead of traffic, which generally characterises a period of 
rapid industrialisation. The prospect is, therefore, anything but re-assuring. 
Aj^inst the background of planned development, shortfall in transport will mean 
idling and non-utilisation of scarce resources. Several witnesses appearing before 
us expressed serious misgivings about the adequacy of additional transport capacity 
that is being provided by the railways. The apprehension that very real difficulty 
may be experienced in the execution of the Plan, owing to transport shortages, is 
widespread. 
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129. The primacy of iron and steel and other heavy industries in the indus¬ 
trialisation plan cannot be gainsaid. The very real doubt, v'hich needs to bo set 
at rest, is whether other deveIoi?ment plan.s, both in tiie private and pubiic sectors 
are hkely to be halted or greatly delayed for lack of transport. In such'an even-' 
tuahty, will it not be a waste of funds, re.sources and national effort to work for 
developments which cannot be completed in the- Plan period and to allot funds 
which will remain locked up in partial capital assets ? In an integrated plan, 
progress in one branch is linked with j)rogress in another. The danger to the 
economy from transport shortage, particularly when the economy is so carefully 
tailored and adjusted in minute detail, is real and cannot be wished awav. 


130. In this connection, we agree with the views of the Estimates Committee 

expressed in its 18th Report (1955-56) that the railways’ 
Anxiety of the Estimates estimate of requirement of additional rolling slock, which 
Committee about inade- takes into consideration the revised target of production 
quate railway capacity. m the case of certain basic industries, such as coal, iron 
and steel and cement and an overall 5 per cent, increase in 
. loading, is extremely conservative. We would further add that the demand for 
transportation increases much more rapidly than the increased production planned 
for, owing to supplementary and ancillary activities generated. 

131. Planning in this country is not totalitarian in concept. This funda- 

, , . . mental principle has been emphasised in the report of the 

ecoiS“*oeSs repeated in the Swond. A large 

transport capacity. fit.ld Oi development, though - controlled, has been left to 
the initiative of the private sect or. It is not only anticipated 
by the private entrepreneurs but it is imperative on the part of the railways that 
transport, far from proving a bottle-neck, should provide for some elbow room, so 
that the country is not denied the benefit that may be derived from the vigour 
and initiative of private enterprise. In a totalitarian economy, it may concci\^bly 
be possible to work to a much closer margin between transport need and transnort. 
capacity, without appreciably upsetting fulfilment of targets, than can be hoped 
for in' an economy where private enterprise is expected to play its part. In the 
fornier case, almost all freight movements can be covered by forecasts and 
programmes a good time ahead of requirement. In the latter case, it cannot be so 
fully taken care of in advance and adequate sp.are capacity will be needed to provide 
for it. It is essential to make allowances for and, indeed, to stimulate and bring 
out possible developments which are dormant in the situation and would come to 
surface only by providing necessary transport facilities and attracting entrepreneurs 
to exploit the natural resources of the country. A function of the Planning Commis¬ 
sion, in this context, w'ill apparently be to canalise such ventures on nationally 
important lines in coiformity with the general Plan Frame, but such possibilities 
will be out of question u/i'css spare transport capacity is there ready to be utilised 
for the purpose. The aim should, therefore, be to provide for a cushion of spare 
capacity. This cushion will be the price paid for the desired flexibility of transport 
requirements, and it will, in its turn, not only promote greater production, but also 
tend to lower the gcnera.l production cost. 


132. Norman M. Kaplan, in his contribution “ Capital Formation and Alloca¬ 
tion ” included in the volume “ Soviet Economic Growth, ” points out that “ in 
the United States the existence of an extensive railroad network was a prior condition 
to the development of an extensive market and, therefore, to the development of 
large-scale industry ; on the other hand, the U. S. S. R. could economise on railroad 
investment over time by pacing the growth in the railroad network to the growth 
in industry. ” In India, in a climate of mixed economy, the position should be some¬ 
where in between and a fair amount of additional capacity will be needed ahead of 
traSSe. 
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133. Further, at a time of shortage in railway capacity and expanding industria¬ 
lisation, there may be the danger that the public sector, in ito concern to achieve its 
targets, may utilise most of the railway capacity available and the private sector may 
suffer. The result would bo that private undertakings, planned according to the 
policies of and encouraged by Government, would be impeded in the course of their 
construction and may not come into full development, resulting in serious and 
grievous loss, not only to the private sector, but to the economy of the country 
generally. 

134. We have gone through the original Plan for development prepared by the 
Cut by the Planning Railway Board at an estimated cost of Rs. 1,480 crores and 

Commission from the have compared it-with the Plan costing Rs. 1,125 crores, as 
Railway Plan of approved by the Planning Commission. The cuts made by 
Rs. 1,480 crores. Planning Co.mmission are as follows 


1. Newlines 

Rs. 

129 crores 

(As against 3,000 miles of new lines, only 850 mil^ 
are now proposed almost wholly for the new iron 
and steel industries). 



2. Locomotives and rolling stock . . 

»» 

87 ., 

3. Track renewals 

»> 

25 „ 

4. Line capacity works .. 

»» 

29 „ 

5. Signalling works 

» 

20 „ 

6. Electrification 

»♦ 

50 ,. 

7. Safety works 

»> 

5 

8. Other items 

f* 

10 „ 


Tt will be seen that apart from the cut in the new lines, most of the other cuts 
will really affect railway capacity to carry additional freight and in view of what we 
have stated above regarding traffic potentialities, this is a matter which requires 
further consideration by Government. 


the 

of 

the 


135. Our terms of reference require that while suggesting modifications in the 
present railway freight rate structure, we should bear in mind 
the needs of a development economy and the necessity for 
maintaining the financial stability of the railways. We, 
therefore, propose to examine, in some detail, the probable 
financial picture of railways during the Second Plan period 
In doing so. we have not only to consider the requirements of expanding industry 
and trade, but also to keep in mind that development is necessary in the transport 
industry itself to meet such requirements. 


Examination of 
financial picture 
railitays during 
Second Plan pwiod. 


136. The witnesses, who have furnished memoranda to us and given supple- 
mentary oral evidence, have also devoted considerable 
T attention to this aspect of our enquiry and we are, therefore, 

way working. 


Public views on ^ 

finandal aspect of laU- ^ ' -v'*”"-' —r 

able to ascertam the considered views of responsible repre¬ 
sentatives of the commercial community in this matter. A 
few of the witnesses have no doubt emphasised that railways are a public utility and, 
therefore, the financial aspect of the railway administrations is not quite so important 
as the need to serve the public in promoting industry and in developing trade. In 
fact, these witnesses have made no secret of their opinion that railways may run at a 
loss but that the vital thing is to enable industries to develop and trade to increase 






40 


It is unnecessary for us to point out that any loss, that the railways may suffer, has 
to be made good, if not through increases in freight, by general taxation and that 
this will probably affect more adversely the prospects of industrialisation and of 
further expansion of trade. On the whole, however, responsible representatives of 
the commercial community are in general agreement on the main issue, viz., that 
railways should earn enough, not only to meet the current operating expenses and 
interest charges on the capital invested, but also to cover adequately the depreciation 
of railway assets and those improvements in railway technique, which will assist in 
meeting the demands of growing traffic. In pre-independence days, railways made a 
contribution to the Geheral Revenues over and above the interest on thecapital-at- 
charge, in terms of what is known as the Separation Convention. What is now 
called dividend to the General Revenues is only a little more than interest on capital 
loaned to railways, together with the charges for servicing the Government loan. 


137. We have obtained from the Railway Board their estimate of earnings and 
expenditure for the remaining years of the Plan period. So 
^ revenue is concerned, the estimate has been prepared 

cxpcndituK during the Ihe level of freights and fares in the year 

nan period. 1955-56, without taking into account the supplementary 

charge of 6 J per cent imposed in 1956-57. Account, however, 
has been taken of the additional traffic which railways will be able to carry during 
the Plan period, if the Plan envisaging an expenditure of Rs. 1,125 crores on railway 
development is implemented. 


1.38. In the course of their evidence, some of the witnesses, who spoke on behalf 
of some Chambers of Commerce, and other independent witnesses, have stated, with 
great confidence and emphasis that if Indian railways were more efficiently worked 
than they do at present, they would be able to carry a far larger volume of traffic 
with the same equipment and, therefore, at cheaper rates than even at present. 
This is an aspect of the question which we have also examined and we have dealt 
with the question of efficiency of operation by railways in a succeeding chapter. 
We may, however, state here that the Railway Board, in making their estimate of 
traffic, which railways will be able to carry as a result of the developments envisaged 
in the Plan period, have made such allowances for improved efficiency, as they 
consider possible to attain during that period. They have based their estimate on a 
10 per cent, improvement in the existing capacity by improved operational efficiency. 


139. In making their estimate of revenue during this-period, the Railway Board 
have assumed that the average distance over which the various commodities move 
at present will remain more or less constant. Present indications are that leads are 
increasing. This may be seen from the figures published in the annual reports of 
the Railway Board. They show that— 

in 1938-39, the lead was 250.8 miles, 
in 1948-49, the lead was 275.5 miles, 
in 1954-55, the lead was 300.4 miles, and 
in 1955-56, the lead was 316.2 miles. 

Another assunajption that the Railway Board have made is that the average earning 
per ton-mile wifi remain the same as at present. This is a somewhat optimistic view. 
During the Plan period, while heavy industries are being established, the additional 
traffic will largely consist of comparatively low-rated traffic like coal, ores, limestone, 
cement and agricultural produce and the proportion, therefore, of high-rated traffic 
and low-rated traffic will tend to be different from what it is at present. Notwith¬ 
standing this fact, we have, however, accepted the Railway Board’s figures. 
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140. Apart from this, we have also considered it necessary to review the Railway 
Our review of the Board’s budget on the expenditure side supplied to us and 

estimate of expenditure ^ome to the conclusion that this estimate has to be 

iSuwS Board! amended for the reasons given below, 

141. We assume that, in accordance with the resolution passed by the Lok 
Sabha regarding the period for which the Depreciation Fund should remain steady, a 
provision of Rs. 45 crores will be automatically made during the next four years. 
The declaration in the Budget Speech 1955-56 by the Minister of Railways and 
Transport in Parliament confirms this assumption. We. how’ever, feel that even 
this provision is inadequate. 


142. The practice adopted by railways generally is for the railways to build up 

a Depreciation Fund in such a manner that it may, in respect 
DeorMtatiM^Fund— bl each asset, accumulate an amount equivalent to the cost of 
past practice. replacement of that asset by the time its replacement falls due. 

The Depreciation Fund ob this basis consists at any time of 
the full replacement cost of an asset which is due to be retired, and calculated uptodate 
amount for depreciation in respect of assets which will be retired later. When the 
Depreciation Fund was instituted for Indian railways in 1924, no provision what¬ 
soever was made for arrears of depreciation, i.e., depreciation which the various 
assets had suffered upto 1924. Again, contributions in respect of depreciation 
assumed to have occurred in subsequent years were calculated with reference to the 
original cost and have no bearing on the replacement cost of the asset from time to 
time. Pricesincreasedsteeply, asaresult of the Second World War, and Govern¬ 
ment were faced with the difficult situation of having to replace assets at three or four 
times the original cost, without having accumulated, in respect of such assets, a 
Depreciation Reserve equal to even the bare original cost. 

143. In 1945, Government decided, on an ad hoc arrangement fbr three years 
only, to tide over this difficulty. Briefly, this arrangement was that all expenditure 
for the replacement of an asset, in excess of the original cost, should be charged to 
ordinary working expenses, while an amount equal to the difference between the 
accumulation in the Depreciation Fund in respect of the asset replaced and its original 
cost should be charged to the Railway Reserve. No attempt was, however made 
at that time or subsequently to recalculate the depreciation in respect of the 
assets which continued to exist, so as to bring the annual contribution to the Depre¬ 
ciation Fund in line with the rise in the level of prices. It is true that where the 
rise in the level of price is abnormally high, it has not been found possible even on 
ordinary commercial concepts to cover the whole of the high replacement cost from 
the Depreciation Fund, but in all well-regulated commercial concerns, it has been 
the practice to set apart for the Depreciation Fund an amount higher than that 
which would have been set apart, if it were based purely on the original cost of the 
asset concerned. While strict recalculation has not been made with a view to 
equalising the depreciation, set apart to the present cost of the asset to be retired we 
find that consideration has been given by Parliament to this aspect of the contribution 
to the Depreciation Fund and periodical readjustments have been made, after review 
of this question by Committees of Parliament. One of the Committees, which 
reviewed the subject, was the Railway Convention Committee, 1949, which found 
that the withdrawal from the Depreciation Fupd was running at’ the level of 
Rs. 30 crores a year, against the then normal contribution at the rate of Rs. 11.5 crores 
a year, and came to the conclusion that unless immediate steps were taken to alter 
the basis of contribution and strengthen the Fund very substantially, the Fund 
would be completely liquidated by 1953. The Railway Convention Committee 
however, felt that it was not possible for the railway revenues to make a contribution 
to the Depreciation Fund of the order of Rs. 30 crores a year and after taking into 
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ANNEXURE XVI—contd. 


Articles 

General Cktssi- 
fication 

j Minima weight 
; conditions 

applicable to 
wagon-load rates 

Remarks 


Wagon¬ 

loads 

Smalls 

B.G. 

M. G. 

N.G. 


Flasks, vacuum (if partly 
of Glass, e) .. .. P/22 

130 

ISO 

i ! 

1 

1 

j 



Floodlights and search¬ 
lights (if with glass te- 
flectors, e) .. .. P/22 

130 

i 

1 

i ISO 

i i 



Flooring patent.. .. P/24 

Includes— 

Flooring 

compositiorL 

60 

70 

! 

I 

i 

1 

i 

1 

j 



Flour .. .. • • P/6 

As under— 

Attah. 

Gram flour. 

Maidu. 

Self-niising flour. 

Soojee. 

37.5 

50 

t 

i 

i 

1 



Flour Mills refractions .. P/5 
Inclu(te— 

Cockle seed. 

Mill sweepings. 

Fluorspar, florite or 

fluorspar .. .. P/30 

47.5 

i 

60 

1 

I 

\ 

1 

i 



47.5 

60 





Fly paper . • . • P/22 

65 

75 





Fog signals, railway .. P ; d 

180 

-• 





Foods for live-stock, 

N. O. C.P/5 

Includes— 

Maize grit. 

47.5 

60 





Foods, N. O. C., including 
patent foods prepared 
from cereals and/or milk. P/22 

100 

120 





Formaldehyde .. .. P/26c 

130 

150 





Frames for Indian drums, 
wooden. 

80 

5)5 





Frames for piles, iron or 
steel. 

80 

95 





French polish .. .. P ! d 

80 

95 





Friction tuljes ,. .. P ; d 

180 

•• 





Fruit juices p'o*’ syrups, 
country .. •. P/24 j 

80 

f 

95 

i 
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ANNEXURE XVI—contd. 



Fruit juices or syrups, 
imported .. .. P/24 

Fruit preserves, country .. P/24 

Fruit preserves, imported.. P/24 

Fruits, dried .. P/7 

Fruits, fresh, N. O. C. p ; P/14 

Fuller’s earth .. .. P/6 

Fulminate of mercury .. p ; d 

Furniture, collapsed folded 
or unassemble N. O. C. P/20f 


(OR) (OR) 


Furniture, iron or steel 

P/20f 

80 


Furniture N. O, C. 

Includes— 

Boxes, wooden, 
ornamental. 

P/20f 

120 

140 

Furs ., 

e;P/22 

ISO 

180 

Fusel oil 

p;d 

150 

180 

Fuze lighters 

p;d 

180 

.. 

Fuzes, safety, igniters 

p;d 

180 

.. 

Fuzes for shells .. 

p ;d 

180 

• • 

Fuzes, safety, for blasting.. 

P; d 

180 


Galvanic batteries 

P/22 

1.30 

150 

Game .. 

p;P/8 

80 

95 

Garlic . 

P/6 

95 

110 

Garnet sand 

Gas appliances and fittings. 

P/6 

55 

65 

N. O. C. 

P/22 

30 

95 

Gas Carbon 

P/30 

60 

70 

Gelatine 

P/22 

100 

120 

Gelatine 80% strength .. 

p;d 

180 

.. 1 

Gelatine Dynamite 

p;d 

180 

1 

1 

1 

I 
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ANNEXURE XVI—contd. 


Articles 


General Qassi- 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B. G. 

M. G. 

N.G. 


Gelignite 

P 

180 

• • 





Gelignite, 62% N. G. 

p;d 

180 

•• 





Generators, lachrymatory 

p: <1 

180 

•• 





Geobel 

p:<i 

180 

•• 





Geobel No. 2 .. 

p; d 

180 






Geobel No. 3 .. 

P id 

180 






Geophex 

p ;d 

180 






Ghee .. 

p/24; 

S/2 

95 

110 





Ghooting 

P/30 

32.5 

42.5 





Ginger, green 

P/6 

80 

95 





Ginger, preserved 

P/22 

100 

120 





Glass, broken .. 

p:P/5 

47.5 

60 





Glass tarboys, returned 
empty 

e; P/20 

47.5 

60 





Glass, CTUshed or powdered 

P/22 

85 

100 





Glassgow Dynamite 

d 

180 

•• 





Glass silk or wool 

P/22 

130 

150 





Glass substitutes 

P/22 

100 

120 





Glassware Div. ‘ A ’ 

As under— 

Glass, N. O, C. 

Mirrors, N. O. C. 
Stained glass 

Triplex glass 

e;P/22 

150 

180 





Glassware Div. ‘ B ’ 
^imder— 

Glass sheets (plate or 
sheijt of thickness 3/16” 
and above silvered or 
unsilvered) 

e;P/22 

95 

no 





Glassware Division ‘ C ’ .. 
M urder— 

Ele':tric bulb, unassem¬ 
bled parts 

Glass carboys, empty.. 

P/20 

P/20 

65 

75 
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Articles 


Glasiwarc, Ohision ‘C’ 

—cuncM. 

Glass chimneys an<l 
iMobes other than 
iamoshatks .. 0-9 
Gimlisure or flowers 
insists.. .. P 20 
Glass inkpots ., p 9 
Glass sheets (plate or 
fhecti of tnickness 
below 3 ih^’MlvcreU 
or unsilveied .. p >22 
Glass rods, shells and 
tubes .PSA 

Glass tiles .. ;; p^ 

Glasswaie ptessed 

£ includin|{>dishcs, 
n and tumblers.. P.9 
rors, tin, wooden ••r 
celluioid framed, not 
exceeding 14 ins. in 
length or 10 ins. in 
breadth .. .. p ts 

Ribbed glass P 22 

Wired g!a» .. p 2 » 


lication ^ applicable to 
I wagi^load rates 

• Smalls ' B. G. ,.M. O. !n. O. | 


Remarks 


Closes, N. O. C. 

Glucose N. O. C. 

Glucose powder 

Clue. 

Glycerine crude.. 

Glycerine, other than crude. 

Goats* hair—articles made 
of-suehas ba^ beltings, 
strings, ropes, carpets or 
nigs and putties 

Goats* hair, fuU<pressed .. 

Goats* hair, half-pressed .. 

Coott* hair, loose 

Go-carts, subject to a mini¬ 
mum weight for charge 
of ZOseers per package .. 

Goggles (If of glass, ei 

Golden drink powder 


P22 

P.24 

P'22 

•P;5 

P.24 

P.24 

P,'22 

P/21; 

SI5 

P21; 

S'15 

P5; 

S/15 

PW 

P22 

P22 


130 


6S 


r 

1 

1 

1001 J20 

1 

i 

80 


i 

<0 « 70 

I 

1 

80 

95 

1 

85 

100 


80 

95 


100 

120 


130 1 

1 

150 

1 

1 

120 ! 

140 1 

1 

! 

150 ' 

180 { 

* 

95 ’ 

• 

110 •’ 

tmmmmm 


*P,’24willapplyfor 
! **Glueliquid.** 


48 


ANNEXURE XVI—contd. 


Articles 


. I Minima weight 
General Classi* i conditions 
ncation | applicable to I 

I wagon-load rates j Remarks 


in tins 

Golf kit 

Ooodak 

Goolkliand 

Gooro4x;band .. 

Grain fjtd pulses 
As under— 

Akri seeds 
Bajiee. 

Black gram 
Chsena 
Chawlee seeds 
Dhall 
Gnun 

Gram, parched 
Horse gram 
Indian com 
Jowaii. 

Khtsari. 

Milo (Millets) 

Mo<>ng. 

Mmsoor. 

Mult. 

Oor;d. 

Raggi 

Rice 

Rice, beaten. 

Rice, pounded. 

Toor. 

Wheat. 

Barley. 

Barky, pearl, N. O. C. 
Beans, N. O. C. 

Beans, parched. 

Chuiii (i.e. mixture of 
broken pieces, powder 
and hu^ of Grain 
or pulses.) 

Cow-pea, dry, 
Karamony. 

Oats. 

Padd;/. 



Wagon- 
1 loads 

■ 

Smalls 1 

or 

P/22 

100 

120 

.. p/22 

130 

150 

.. P/5 

80 

95 

.. P/24 

95 

110 

.. e;P/22 

150 

180 

.. P/6 

32.5 

42.5 1 


Rajgera. 

Sago, common. 
Tapioca globules. 


Note.— T h i s 
classification 
does not apply 
to proprietary 
varieties of 
Grain and 
pulses. c.g. 
Quaker oats 
packed in tins or 
bottles, which 
are chargeable 
as Foods, 
N.O.C.&C. 
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ANNEXURE XVI—contd. 


Articles 

1 General Classi- 
1 fication 

1 Minima weight 
j conditions 

i applicable to 

1 wagon-load rates 

Remarks 

j 

Sn»lh| 

1 

B. G. M. G. N. O. 



'I'lf piiiscs. N. O. C. P/6 

,|li()iies .. py22 

Miophone compo- 
■ !i parts of. 
iiiKiphone records. 

! hone needles or pins P/22 

.hone records. 


55 : 65 

I 

150 I 180 


100 i 120 


70 85 


N. O. C. 

■ lO't 

h.,ts, grass 
■ ''-i 
"I 

III stalks 

V 

hv 

oni 


■ s and rates for 
lorage booked 
a iiods of fodder 
'■e Cliaptcr III). 


■h-um jelly. 


42.5 55 

70 85 


. hand-lillcd 

p ; d 

180 


hand-filled (with- 
• nalors) 

P : d 

180 


h.iinl. for extin- 

s h I e , , 

P/22 

130 

150 

hand or rifle 

p: d 

180 


. rifle filled 

p: d 

180 j 

. , 

mills (stone) 


65 1 

75 

It'S 

p/22 

o 

GO 

95 

lories. 

Ntoncs. 


1 

! 

! 
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ANNEXURE XVI—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon- i 
loads 

Smalls 1 1 

i 

B. G. M. G. !> 

1 i 

■J. G. 


Groceries, N. O. C. 

P/22 1 

95 1 

no 1 





Ground-nuts with shells .. 

P/5 

75 i 

90 i 





Gum, crude .. 

Includes— 

Kudru. 

P/6 

60 

70 ! 





Gum, manufactured 

P/22 

80 

95 





Gun cotton 

p; d 

180 






Gun-metal ingots, sheets 
■ or slabs. 


70 

85 





Gun-metal scrap 

p/7 

65 

75 





Gun-metal ware 

P/22 

95 

no 





Gunnies 

Includes— 

Gunny bags. 

Hessian cloth. 

Hessian canvas 
(plain and uncol¬ 
oured). 

J ate twine. 

P/6 

85 

100 

1 




Gunny waste and cuttings, 
N. b. c. 

P/1 

55 

65 





Gunpowder 

P ; d 

180 






Gunpowder, schultze 

p;d 

180 






Guns .. 

(See Genl. Rule 49) 

p/23 

130 

150 





Guts, salted 

P/24c 

80 

95 





Guttapercha 

p/22 

100 

120 





Gyrrnastic apparatus 

P/22 

95 

no 





Gypsum 

P/30 

32.5 

42.5 





Haberdashery (miscellane¬ 
ous small wares) 

Includes— 

. Boot and shoe acces¬ 
sories 

P/22 

S/26 

100 

120 





Hair, horse 

P/22 

100 

120 





Hair, human 

P/5 

130 

150 




. 
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ANNEXURE XVI—contd. 


Articles 


General Classi¬ 
fication 

1 

Minima weight 1 
conditions j 

applicable to ] 

wagon-loSd rates | 

Remarks 



Wagon¬ 

loads 

Smalls 

B.G. 

M. G. j 

N. G. 


Hair oilsandhair dressing 
preparations .. 

Includes— 

Cocoanut oil, refined 
or perfumed, in bot¬ 
tles. 

Jessamine oil 

Pomades. 

P/24 

95 

110 

i 

1 


1 

1 

1 



Ham .. 

P/8 

100 

120 




j 

Hand blowers .. 

P/22 

60 

70 





Hand mills 

P/20f 

95 

no 





Hand trucks 

P/19 

95 

no 





Hardware, N. O. C. 

Includes— 

Suit case clips. 

P/22 

110 

130 

i 

i 

i 

1 

1 

1 


Harness and saddlery 

P/22 

100 

120 





Hats .. 

P/22 

110 

130 



1 


Healdsand reeds for looms. 

P/22 

85 

100 





Helmets 

P/22 

130 

150 





Hide fieshings, scrapings 
and trimmings 

P/30 

40 

52.5 





Hides, skins or pelts, 
common, dry .. 

As under— 

Camel. 

Cattle. 

Ooat. 

Horse. 

Pig. 

Sheep. 

P/1; 

s/4 

1 

i 

70 

85 


j 



Hides, skins, or pelts, 
common wet .. 
Asunder— 

Camel. 

Cattle. 

Ooat. 

Horse. 

Pig- 

Sheep. 

P/5; 

s/4 

70 

85 






4a 
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ANNEXURE XVI—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

1 

Remarks 


1 

Wagon¬ 

loads 

Smalls 

B. G. 1 

VI. G. ] 

SI. G. 


Hides, sdns or pelts, fine.. 
As under— 

Crccodile. 

Deor. 

Fox. 

Hires, skins or pelts, 
fine, N. O. C. 

Jacltal. 

Lamb skins for furs. 
Li 2 ird. 

Rabbit. 

Tijier. 

* P/22: 
s/4 

100 

120 I 




* P/5 will apply 
for “ Hides 

skins or pelts 
fine wet 

Honey, Imported 

P/24 

100 

120 





Honey indigenous 

P/24 

85 

100 





Hookahs, common, country 

P/5 

55 

65 





Hookahs, N. O. C. 

P/22 

100 

120 





Hops .. 

P/22 

100 

95 

120 





Horns, stag 

P/5 

110 1 





Hose, N. O. C. .. 

P/22 

100 

120 





Hosien', silk 

e; P/22 

150 

180 





Household 'eflfects of all 
kinds, bona fide, not for 

sale .. 

P/20f, 

S/9 

120 

140 





Howdchs, subject to a 
mini num weight for 
charge of 131- maunds 
each 

P/20f 

130 






Husks of grain, pulses, 
common seeds, oil seeds, 
N O. C. and seeds, 
N. O. C. 

P/5 

32.5 

42.5 





Hydraulic brake fluid 

p :d 

80 

95 





Hydrochloric salt 

P/24c 

55 

65 





Hydrogenated oils .. 

P/16 

95 

110 



i 


Hydrogen gas, compressed. 

p: d 

150 

180 





Hydro,{en/Nitrogen 

p ;d 

150 

180 
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ANNEXURE XVI—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 

1 applicable to 

wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B. G. 

M. G. 

N. G. 


Hydrogen peroxide solution 
exceeding 40 volumes 
strength 

p: d 

150 

180 





Hydrogen peroxide solution 
of strength 40 volumes 
and under 

P/29c 

100 

120 





Hydrosulphate or hydro¬ 
sulphite of soda 

p: d 

80 

95 





Hyposulphite of soda 

p/7 

55 

65 





Icc 

p ; P/12C 

45 

(OR) 

57.5 

(OR) 




RR rates will be 
20% higher. 

Idols, stone 

P/20 

95 

110 





Implements for games 

P/22 

95 

110 





Improved ballistite 

p: d 

180 

.. 





Incandescent mantles for 
gas and high power 
lamps, etc. 

p/22 

100 

120 





Incense 

P/22 

100 

120 





Incubators 

P/22 

80 

95 





Indigo .. 

P/22 

80 

95 





Indigo dust 

P/22 

55 

65 





Indigo seeds 

P/22 

55 

65 





Indigo sweepings 

P/22 

55 

65 





Industrial alcohol, dena¬ 
tured 

As under— 

Denatured mhowa 
spirit. 

Denatured spirit, 
ordinary. 

Denatured spirit, 
special. 

Methylated spirit. 

p; d 

95 

110 





Infusorial earth or 

diatomite 

p/30 

47.5 

60 





Inhibitor 

P/24c 

130 

150 





Ink 

P/24 

80 

95 
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AiNNEXURE XVI—contd. 


Articles 

Minima weight 

Generai Classi- conditions 

fication applicable to 

wagon-load rates Remarks 

Smalls B. G. 

loads 

M. G. j 

N. G. 

Insectcides (fluid) inflam- 





mable having a flashing 





point below 76° Fahr .. 

d 

55 65 



Insecticides (fluid) inflani- 





mable, having a flashing 





point at or above 76' 





Fahr. but below 200 





Fahr. 

d 

55 65 



Insecticides (fluid) inflam- 





malfle, non-dangcrous, 





having a flashing point 





at or above 200 Fahr. .. 

P/24 

55 65 



Insect icides, N. O. C. 

P/24 

55 65 



Instar taneous fuze 

p; d 

180 



Iron, aitrate of .. 

p; d 

150 180 



Ironorsteel—Division* A’. 


75 ! 90 



As jnder— 





y^.ncho^s 

P/IO 




2'.nghities or irc-n 





choolas .. 

p/19 




/.nvils 

P/F) 




liangles 

p/5 




Iieaters, cast 

P/19 




1 iell chairs .. 

P/19 




Iielt fasteners 

P/22 




licit lacini,: iron or steel 

P/22 




Brackets 

P/19 




Buckets 

P/1 

1 



Buckles 

P/22 

i 



Bungs and caps 

P;5 




Fables, chain 

P/19 




t. iables, wire 

P 1 




( Hastings, N. O. C. .. 

P/19 




(ihimneys .. 

P/19 

1 



Fisterns 

P/19 




t 'olumns, cast 

P/19 




Door-bolts .. 

P/8 




Door-mats .. 

P/19 




Doors 

P/19 




Dust bins .. 

P/19 




Hxpanded metal 

P/1 

i 



Fencings 

P/l 

1 



Forges 

P/19 




Dates 

P/19 

j 



Hammers .. 

P/5 

! 



Hangers 

P/5 




Hasps 

P/8 




tleels 

P/5 




Hinges 

P/22 




Hooks 

P/5 
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ANNEXURE XVI—contd. 


Articles 

Minima weight 

General Classi- conditions 

fication applicable to 

wagon-load rates 

Remarks 

1 VVagon- 
j loads 

Smalls i B. G. 

1 

1 

iM. G. 

1 

'n. G. 

1 


Iron or steel—Division ‘ A’ 


! 

i 




(Concld.) 



[ 




Horse shoes 

P/5 






Hydrants .. 

P/19 






Ladders 

P/19 






Lamp posts 

P/19 






Laundry iron 

P 19 






Measures .. 

P/5 






Mortars and pestles .. 

P/i9 






Nickeled steel bars .. 

P/1 






Pad bolts .. 

P/8 






Permanent way materi- 







als, N. O. C. 

P/19 





Piles, screw 

P/19 

-| 





Pulleys 

P/19 






Railings 

P/19 






Ridgings 

P/19 






Rollers 

P/19 






Rope, wire .. 

P/1 






Screws 

P/22 






Shoe tips 

« 






Shutters 

P/19f 






Spoons (iron) 

P/22 






Springs 

P/22* 





*P/22 will only 

Staples 

P/8 





apply when 

Tanks 

P/19 





each spring is 

Terminal boxes and 






under one seer. 

other iron castings 







not fitted 

P/19 






Tinned sheets 

P/1 






Troughs 

P/19 






Tyres 

P/19 






Valves 

Pill 






Vats 

P/19 






Weights 

P/5 






Well curbs .. 

P/19 






Window frames 

P/19 






Wine bins, wire 

P/1 






Wire fencing 

P/1 






Wire handles 

P/1 






Wire netting 

P/1 






Iron or steel—Division ‘ B ’ 


70 

85 



*P/31 will apply 

As under— 






when in wagon 

Angles 

P/19, P/31* 





loads and 

Axes 

P/1 





' loaded in 4- 

Axles, iron or steel .. 

P/19 





wheeler open 

Bands 

P/1 





wagons. 

Bars 

P/19, P/31* 






Beams 

P/19 






Bearing plates 

P/19 






Bolts 

P/6 






Channels .. 

P/19, P/31* 






Cooking utensils 

P/1 
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ANNEXURE XVI—contd. 


Articles 

General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 

Wagon- 

loads 

B. G. 

M. G. 

N. G. 


Iron or steel—Division ‘ B ’ 






(Concld.). 







Corrugated sheets 

.. P/1 






Cotters 

.. P/6 






Crossings .. 

.. P/19 






Crowbars .. 

.. P/1 






Falsricated structural 






steelwork N. O. C. P/19 






Fire-bars 

.. P/1 






Flatiron 

.. P/1 






Gibs 

.. P/1 





, 

Gilders 

.. P/19 






Gutters 

.. P/19 






Hoops 

.. P/19 






Hoop iron ., 

.. P/19 






Joi its 

..P/19, P/31* 






Laitice tower parts 

.. P/19 






Nails 

.. P/6 






Nuts 

.. P/6 






Packing case seals 

.. P/22 






Pans 

.. P/19 






Picks 

.. P/1 






Pipes 

.. P/19f 






Plates 

.. P/19 






Pole caps .. 

.. P/6 






Poles 

..P/19, P/31* 






Pols 

.. P/19 






Rails 

.. P/19 






Rh-ets, iron or galva- 






nized 

. P/6 






Rods 

.P/19, P/31* 






Shafts 

. P/19 






Sheets 

. P/19 






Shovels 

. P/1 






Sleepers 

. P/19 






Spades 

. P/I 






Squares 

. P/19 

1 





Stay rods .. 

.P/19, P/31* 






Steel sheet pilings 

. P/19 






Tacks 

. P/6 






Ties 

.P/19, P/31* 






Tu dngs 

. P/19 





*P/31 will apply 

Washers 

. P/6 





when in wagon 

Wleels 

. P/19 





loads and 

W1 eels for wells 

. P/19 





loaded in 4- 

Wire 

. P/1 





wheeler open 







wagons. 

Iron or steel Division ‘ C 

• 

65 75 





As under— 







Billets 







Blooms 


j 





Iron or steel dust 

.. P/5 

32.5 1 42.5 





Iron or steel scrap 

.. P/5, S/19 

40 1 52.5 
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ANNEXURE XVI-contd. 


Articles 


Iron, pig 

P/5 

Isinglass 

P/22 

Isoamyl acetate .. 

p: d 

Isopropyl alcohol 

p: d 

Itr. 

e ; P/22 

Ivory .. 

e ; P/22 

Jacquard cards .. .. 

P/22 

Jagree .. 

p/4c: 

Includes— 

s/13 

Rab 

P/24 

Shukkur (ground or 


powdered jagree. 


not sugar) 

P/6 

Jam, country 

P/24 

As under— 


Jams 


Jellies 


Marmalade 


Jam, imported .. 

• P/24 

As under— 


Jams. 


Jellies. 


Marmalade. 


Japannedware .. 

P/22 

Jeera seed, white 

P/7 

Jhaoo stalks 

P/1 

Jingles, N. O. C. 

P/22 

Joss, paper 

P/22 


Jute full-pressed 
Includes— 

Jute sliver. 

Jute half-pressed 
Includes— 

Jute sliver. 

Jute manufactured, 
N. O. C. 
Includes— 
Blankets, Jute. 
Jute matting. 
Jute, yarn. 

Jute webbing. 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Wagon- o ,, 
loads 

B. G. M. G. N. G. 


Remarks 
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ANNEXURE XVI—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B. G. 

M. G. 

N. G. 


Jute, impressed .. 

Includes— 

Jute sliver. 

P/1 

100 ' 

120 


1 

1 

i 



Jute Stick 

P :P/1 

55 

65 





Jute w: ste and cuttings, 
N. O. C. 

P/2 

65 

75 





Kaladaria 

P/6 

55 

65 





Kalijiri 

P/6 

65 

75 





Kalonjee seed .. 

P/6 

65 

75 





Kamela 

P/6 

55 

65 





Karvees 

P/6 

55 

65 





Keora water 

P/24 

80 

95 





Kernels, N. O. C. 

P/6 

05 

110 





Keys for locks .. 

P/22 

80 

95 





Kharad 

P/7 

55 

65 





Khas ta dies 

P/1 

S*' 

ion 











Khas water 

P/24 

80 

95 





Khuskhus, pressed 


55 

65 





Khuskhus, unpressed 

P/1 

80 

95 





Knife cleaning boards 

P/22 

80 

95 





Kokam 

P/24 

100 

120 





Kuthroots (kooth, kuth or 
kut). 

P/6 

100 

120 





Lac, crude or unrefined .. 
Includes— 

Dust lac. 

Gr tin lac. 

Lac refuse. 

Set d lac. 

Stii;k lac. 

Lacdye 

P/6 

P/22 

65 

65 

75 

75 





Lac, refined 

Inclu Jes— 

Bu [ton lac. 

Garnet lac. 

Shellac. 

P/6 

95 

no 
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ANNEXURE XVI—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B. G. 

M. G. 

N. G. 

• 

Lace, gold 

e ; P/22 

150 

180 





Luce, N. O. C. .. 

Includes— 

Cotton lace. 

Fringed lace. 

Insertions. 

Trimmings. 

e ; P/22 

130 

150 





Lace, silver 

e ; P/22 

150 

180 





Lacquered ware 

P/20 

130 

150 





Lacquers, nitrocellulose .. 

p: d 

150 

180 





Lametta 

p/22 

130 

150 





Lamp black 

p: d 

80 

95 





Lamp burners .. 

p/22 

80 

95 





Lamps, brass or tin (if with 
chimneysand/orglobes).. 

e ; P/22 

80 

95 





Lamps for motor vehicles, 
cycles, and carriages of 
all descriptions 

P/22 

130 

150 





Lamp shades of all kinds 
(if of china, glass, 
marble, silk; e) .. 

P/22 

100 

120 





Lamps, glass 

e; P/22 

130 

150 





Lamps, N. O. C. (if with 
cliimneys and/or globes; e) 
Includes—■ 

Incandescent lamps. 

P/22 

130 

150 





Lanterns, brass or tin (if 
with chimneys and/or 
globes; e) 

P/22 

80 

95 





Lanterns, N. O. C. (if with 
chimneys and/or globes; e) 
Includes—■ 

Incandescent lanterns. 

P/22 

130 

150 





Lathis wooden .. 

P/1 

70 

85 





Lawn mowers 

P/20f 

60 

70 





Lead for packing tea 

P/17 

65 

75 
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ANNEXURE XVI—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B. G. 

M. G. 

N. G. 


Lead foil 

P/22 

no 

130 





Lead ingots or slabs 
(See Gtsneral Rule 49) 

•• 

65 

75 





Lead ore 

P/30 

60 

70 





Lead oxii fi 

p: d 

100 

120 





Lead, pig 

(See General Rule 49)... 


65 

75 





Lead scrap 

(See General Rule 49). .. 

p/7 

65 

75 





Lead sheets 


70 

85 





Lead sulphate .. 

P/24C 

70 

85 





Leadware 

As under— 

Lead pipes. 

P/22 

95 

no 





(See General Rule 49) 

Lead tubes. 

Lead ware, N. O. C. 

Lead wool or yarn. 







Leather, artificial or imita¬ 
tion .. 

Includes— 

Leather cloth 

P/22 

P/2 

100 

120 





Leather bellies .. 

P/5 

65 

75 





Leather board .. 

P/22 

80 

95 





Leather goods, N. O. C. .. 
Include*— 

Gloves, leather. 

P/22 

120 

140 





Leather, N. O. C. 

P/22 

120 

140 





Leather pirings 

P/5 

65 

75 





Leather lefuse (unservice¬ 
able for use as leather) 
Includes— 

Clippings. 

Scrapings. 

Shavings. 

P/5 

40 

52.5 
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ANNEXLIRE XVI—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



1 

Wagon¬ 

loads 

Smalls 

B. G. 

M. G. 

1 

N. G. 


Leathers 

As under— 

Belting. 

Chamois. 

Coloured, i.e., any lea¬ 
ther which has been 
artificially coloured. 

Crocodile and other 
reptile. 

Enamelled. 

Morocco. 

Patent. 

Roller skins. 

Russian. 

P/22 

j 

. 120 

140 





Leather trimmings 

P/5 

65 

75 


1 

! 



Leather washers.. 

P/22 

85 

100 





Leaves, Indigo or Indigo 
leaves, powdered. 

P/22 

80 

95 





Leaves, mendhee or mendhee 
leaves, powdered or men¬ 
dhee flowers. 

Includes— 

Henna leaves. 

P/22 1 

80 

95 












Leaves, N. O. C. 

Includes— 

Bay leaves. 

Leaves, mandhar. 

P ;P/5 

70 

■ 85 

i 




Letter boxes, iron 

P/20 

100 

120 





L. G. Gelatine .. 

p; d 

180 






Life-belts 

p/22 

100 

120 





Life-buoys 

P/20f 

100 

120 





Lightload smokeless 

p; d 

180 

•• 





Lime and lime-stone 
Includes— 

Calcite 

Dolomite. 

Lime-shells. 

Magnesium lime 
stone. 

Linoleum.. 

p/30* 

p/6 

32.5 

110 

42.5 

130 




* P/16A will 

apply for “Un¬ 
slaked lime ’’ 
when booked 
as “ smalls ”. 

Linseed meal 

P/6 

60 

70 





Liquefied or compressed 
chlorine. 

p; d 

110 

130 
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considerable force m the view of the President of the Federation of Indian Chambers 
of Commerce and Industry, that trade and commerce “ should be taken into confi¬ 
dence in discussions ” in dealing with questions of classification. It is suggested 
that the Commercial Committee, while more or less working to the existing prcce- 
dure, should formally consult and discuss their tentative ideas with the represen¬ 
tatives of the Federation of Indian Chambers of Commerce and Industry and the 
Associated Chambers of Commerce and Industry across the table before making 
their final recommendations to Government. Even if this somewhat delays thfe 
final recommendations of the Commercial Committee, it will be more than compen¬ 
sated by the useful exchange of informed opinion that will be possible under the 
revised procedure suggested. This arrangement will, in effect, be not much different 
from the Standing Committee of the German Federal Railways to which our attention 
has been specially drawn by the Estimates Committee in their 26th Report. 


177. It has been represented to us that Urea, which is used in the Plastic industry-. 
Rates for Urea and is also used on a large scale as manure and Government are 
Gypsum moviiig foragri- trying to encourage the use of b’rca as manure at certain 
cunirai purposes. places. We have not changed the classification because of 

its alternative use and suggest that the feasibility of quoting; uitable station-to-staiicn 
rates for Urea, which moves for bona-fide agricultural purposes between a limited 
number of points, be examined. 

It has also been represented to us that in certain parts of the U. P. and Bihar, 
Gypsum is used as a fertilizer for Usar land and that the normal classification of 
Gypsum in wagon-loads at WL/C, corresponding class .^2.5 per cent, for wagon¬ 
loads and 42.5 per cent for ‘ smalls *, is too high. For such limited movements to 
specific points, we recommend that station-to-station rates be quoted under proper 
safeguards to ensure against any abuse. 

178. In the course of oral evidence, the President of the Federation of Indian 
Chambers of Commerce and Industry, referred to the practice 
before 1948 of quoting rates for jute on the basis of the degree 
of pressing which the bales underwent. On the old B. A. Railway, there was a 
sp^ial higher classification for jute, i.e., the old class 6. This usually applied to loose 
or unpressed jute. For partly pressed bales which were of the weight of IJ, 3^ and 
4 maunds, the railways used to give a 20 per cent, reduction off the basic late for 
loose or unpressed jute, provided the following volume limitations were observed ;_ 

li mds. Bales to be pressed to a volume of not more than 5.88 c. ft. which is equivalent to 
1/3.92 mds. or roughly i md. per c. ft. 

31 mds. Bales to be pressed to a volume of not more than 15 c. ft. which is equivalent to 
1/4.20 mds. per c. ft. 

4 mds. Bales to be pressed to a volume of not more than 16 c. ft. which is equivalent to 
J md. per c. ft. 


For full-pressed bales, which were of the weight of 5 maunds, the reduction given 
was 25 pet cent, off the basic rate, provided they were pressed to a volume of not 
more than lOJ cubic feet which is equivalent to 1/2.1 maiind per cubic foot. 

Unpressed jute is usually sent in drums or what are known as fettis. wcigl-ing 
about one maund each and having a volume of roughly about 8 to 12 cubic feet. 

This is equivalent to about 1/8 to 1/12 maund of impressed jute per cubic foot. 
This means that a 20 per cent, reduction was offered for jute when pressed to roughly 
about 1/2 to 1/3 of the unpressed volume and a 5 per cent, rebate was allowed when 
pressed to about 1/4 to 1/6 of its original volume. It will thus be seen that it was 
profitable to the railway to carry the 5 maund bales in preference to other bales or 
drums, even with a 25 per cent, reduction off the basic rate, because of the much better 
loadability of the full-pressed bales. 
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179. After the revision of the rates in 1948, the standaidiscd jatcs that were 
adopted provided separately for jute, unpressed in the 8th class at railway risk and 
jute, machine pressed, hand or power in the 7th class at railway risk the same as for 
the classification heading fibre, under which come flax, hemp etc. The difference 
between the 8 th and 7th classes works out roughly to 7 percent. The reduction that 
was offered for partly pressed or fully pressed jute by the old B.A. Railway was very 
much more than this 7 per cent. Moreover, this reduction of 7 per cent is given 
irrespective of the degree of the pressing of jute, which actually decides the weight of 
jute that can be loaded in a wagon. A few random checks made by our Inspectors 
go to show that the revised rating with the abandonment of the foimer measurement 
restrictions for the different kinds of bales, has led to neglect of pressing jute properly 
before despatch. If it has been widespread, it must have meant wastage of wagon 
space. 


180. There is no doubt that it is in the railways’ interest to ensure by their 
rating policy that there is always an encouir-gement of pressing jute to the maximum 
extent. The revision of 1948 failed to achieve this. We recommend that with a 
view to encouraging baling presses being established at important jute-bocking 
stations, there should be an adequate difference in the classified rates for unpressed 
and pressed jute, roughly equivalent to the difference formerly observed by the old 
B. A. Railway. Pressed jute should have a special condition attached to it, to indi¬ 
cate the minimum degree of pressing necessary for the application of the lower rate 
and the further reduction to be given for a higher degree of pressing. 

181. Accordingly, while unpressed jute in wagon-lead has been classified ICO per 
cent., half-pressed jute in wagon-loads is placed under class 85 percent. This means a 
reduction of 15 percent, as compared with the 7 percent, reduction now allowed for 
jute and other fibres. Full-pressed jute in wagon-loads is classified 70 per cent, which 
will mean a reduction of 30 per cent, on the rate for unpressed jute and 18 per cent, 
on the rate for half-pressed jute. This, it is hoped, will give an incentive to the 
setting up of mechanical presses, and more and more jute will be offered as full- 
pressed bales. A special condition S/31 has also been attached to jute to differentiate 
between unpressed, half-pressed and full-pressed jute. The case of other fibres may 
also be scrutinised to find out whether there is scope for a more reasonable differ¬ 
ence in the classified rates for pressed or unpressed fibre, so that there is encourage¬ 
ment given to the fibres being fully pressed when offered for transport. 


oils. 


182. The question of relativity in the classification of oilseeds and oil is imporf- 
Rates for Vegetable from time to time in the past this question has been 


considered. The Railway Rates Advisory'Committee also 
investigated the matter in 1939. In this connection, the 
Bcng.al Oil Mills Association have made specific complaints, to us that the relativ¬ 
ity of rates as a result of the 1948 revision is working in favour of the crushers in 
the U. P. and has placed the local crushers at a disadvantage. They have, there¬ 
fore, asked for restoration of the relativity adopted as a result of the recommend¬ 
ation of the Railway Rates Advisory Committee. The Bombay Oilseeds 
Exchange have also urged a proper relationship between freight rates for 
groundnut oil and groundnut seed to enable crushers in Bombay to compete on 
feir terms with upcountry crushers. 


183. Oilseeds are at present charged at WL/H rate and the corresponding 
percentage class is 47.5 per cent. Oils Division ‘D’ are at present fixed in the 
3rd class and the corresponding percentage class is 65 per cent. If the corresponding 
percentage classes are assigned, the relativity ia the freight rates between oilseeds 



60 


and oil will be 100 : 136. In the existing structure the relativity varies between 
100 : 113 to 159 over distances ranging from 50 to 1,500 miles. The problem is 
what should be the relativity between oil and oilseed in the new structure and hence 
what should be the classification for oil. 


184. There are two alternatives before the Committee in regard to the classifica¬ 
tion for oil. 


1H5. One suggestion is that taking the different vf.rieties. of seeds and the relative 
rating in the pre-war years, the classification should be fixed at 75 percent, for wagon¬ 
loads ;o as to maintain a fiur relativity for purposes of general classification between 
rates for oilseeds and oils, and that oil-crushing may function without impediment 
both in the preducing and consuming certre.s. particularly in the light of Government’s 
policy to decentralise crushing of oil for edible purposes in village shanis. It is 
pointed out that the revision in freight rates made in 1948 affected theVld relativity 
between the rates for oilseeds and oils to the detriment of crushing in the distant 
consuming centres. It is further pointed cut that it makes no difference to the 
burden on transport whether the seed is crushed at tlie producing centres and the 
oil and oilcakes are sent to the consuming centres or the oilseed is rail-borne to the 
consuming centres and crushed there. If the 75 percent, class is prescribed, instead of 
65 per cent, the relativity will be revised to ICO : 157, uniformly over all distances. 


186. The other suggestion is that the classification of Oils, Division D, should 
remain at 65 per cent, corresponding to the existing class rate 3, and that if the 
relationship between the rates of oils and oilseeds is varied, it should be after a very 
detailed enquiry. It is pointed out that after the revision in 1948, the Bengal Oil 
Mills Association made a certain representation in this behalf and a departmental 
committee of senior officers was appointed to investigate the matter. As the interests 
concerned did not produce before this Committee relevant facts and figures, tlie 
committee was unable to make any recommendation but it is understood that in a 
confidential communication to Government, the committee suggested that further 
investigation should be made into the relativity of the rates charged for oils and oil¬ 
seeds. It is further explained that if the corresponding percentage class is retained 
for oils, the actual quantum of difference between the freight rates for oilseed and oil 
for distances upto about 800 miles will not be reduced, instead it may be widened 
for certain distances. At present, oils move considerably within the 800 miles 
limit. Our colleagues in favour of this suggestion hold the view that without a 
very detailed enquiry, the existing relation between the freights on oils and oilseeds 
should not be disturbed. 


187. We are forwarding both the suggestions to Government. 


188. We shall now deal with the classification for coal, coke and patent fuel 
Rates f: .r Coal, coke & commodity has all along been treated differently from 

patent fuel. general merchandise m the matter of rating. From 

early years, coal in wagon-loads from the Bihar and West 
Bengal iekls was charged according to a telescopic scale of rates on the through 
distance ! when the scale of charges for other ge.ieral merchandise was on a flat scale. 
Even with the introduction of the telescopic scale on the through distance for all 
commocities in the revised rates structure of 1948, coal was differently treated and a 
separate scale was prescribed for coal. The old pattern of legs was continued, thereby 
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deviating from the other patterns adopted for gei’crai 
as follows - 

Af owner’s risk 

gooes. Tl 

!:e CO 

1 to 200 miles 


. 30 pic per 

miuini 

plus 201 to 400 miles 

. . 

-10 

do. 

plus 401 to 1,000 miles 


.08 

do. 

plus all distances beyond 

At railway risk 

.07 

do. 


The rate per mauiid will be 20 per cent higher than the owner’s risk rate, exclusive of terminal, 
transhipment and other extra charges, except for traffic in bulk involving trimshipment 
en route due to break-of-gaugc or ferry, for which class 1 rate only is chargeable. 


189. Until late in the course of our investigation, the terminal charge fer coal in 
wagon-loads was less than the standardised terminal cliarge for other general mer¬ 
chandise and no short-distance charge was levied. Since 15th October, 1956, hovve-ycr, 
this position has been altered and coal in this respect is no v treated in tlie same 
manner as other general merchandise. 


190. We accept the principle of quoting specially low rates for coal, wliich is in 
keeping with the treatment accorded to tliis commodity generally on railways the 
world over, but we are of the opinion that the existing coal scale, with a sudden and 
precipitate drop from .30 to .10 after 200 miles and a further decrease to .08 for 
the next 600 miles and down to .07 for distances beyond ignores the ‘ cost of service ’ 
principle and is not quite realistic under the present conditions. It is pointed out 
that beyond 1,000 miles at present coal pays only 7 pies per maund for every 100 miles 
of haul. The price of coal has increased by almost 400 per cent, as compared to 1939, 
the freight on coal is only 70 per cent, higher than that charged in 1938 -39. The 
low freight rates particularly over longer distances must be causing the railways 
increasing loss. Moreover, with the much steeper sea freight prevailing on coastal 
routes and with the rapidly increasing demand for coal movement, more and more 
coal has to be handled by railways over long distances and we consider that some 
at least of the transport capacity utilised for coal movements could be better used 
for other important traffic waiting to be lifted. 


191. It is, therefore, necessary that the coal rates are rational and realistic. 
Whilst we are unanimously of this opinion there are two proposals regarding the 
manner in which the coal scale may be modified. 


192. One view is that in the context of the complete standardisation and rationa¬ 
lisation of the freight structure and the considerable degree of flexibility that has been 
secured in it, there is no justification for keeping coal out of the general rates structure 
and the time is opportune to assimilate coal into it and prescribe a su'table classifica¬ 
tion within this structure. With this assimilation in view, it is suggested that coal in 
wagon-loads may be classified 25 per cent, and 32.5 per cent, in “ sma Is.” This 
classification will apply at o'wner’s risk. At railway risk, the rates tvill be 20 per 
i?eat. higher. 
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193. The resultant freight rates under this proposal will be higher over all 
distances than the rates prevailing when we started on our investigation. Compared, 
however, with the enhanced rates introduced from 15th October, 1956, consequent 
on the adoption of the revised terminal charges and the new imposition of the short 
distance charge, the rates under this proposal will be slightly less for distances upto 
50 miles. In the opinion of our colleagues favouring this proposal, this does not 
constitute a serious objection. The rates for coal have all along been held to be 
paying for the lower leads and the position before 15th October, 1956 was considered 
satisfactory. For important industries, which are situated near the coalfields for 
the reason that they require very large quantities of coal, the burden of freight 
rates should not be enhanced further and might even be justifiably slightly lower 
than that imposed as a result of changes introduced on 15th October, 1956, parti¬ 
cularly as an additional freight burden is being imposed generally on all industries. 
If it is felt that the proposal involves sharp and sudden increases for coal moving over 
long distances, it is suggested that as a first step towards complete rationalisation 
and integration of rates, a ceiling on rates for coal may be placed for the present at 
about 800 miles or even 1,000 miles instead of the general ceiling of 1,500 miles. 

194. Chambers of Commerce and Trade Associations in their oral evidence 
have ex])ressed a fear that an increase in coal freight rates particularly for long 
distances will adversely affect industries depending on coal fuel or thermal electricity. 
The percentage of cost of fuel, whether coal or thermal electricity, on the e.x-factory 
cost of product has been worked out in respect of some 28 industries in the same 
manner as had been followed in working out such cost in the Report of the 6th 
Census of Indian Manufacture, 1951, on the basis of coal freight rate of 1951 and 
the proposed freight rate. Both on the 1951 freight rate and on the proposed 
increased freight rate, the cost of coal entering into the ex-factory value of the product 
is comparatively very small, except in the case of certain industries, i.e., iron and steel, 
cement and ceramics. It was also pointed out to us at Kanpur that the increase in 
freight rates for hard coke, would affect the iron foundries scattered throughout 
the country, but it is considered that the changes that are proposed are not likely to 
affect these industries also. 

195. It is suggested that if there be a few industries in which the increased fuel 
costs affect them adversely and they are confronted with real difficulty as a result of 
the revision in the coal scale, suitable reduced rates in the shape of a rebate may be 
granted in such cases but the decision to grant such rebates must be taken by the 
Ministry of Railways and not by individual administrations. 

196. The other view is that undue importance should not be given to the desira¬ 
bility of assimilation ignoring other considerations. Coal has always been treated 
differently in respect of freight rates and it should not necessarily be in accordance 
with the percentage scheme accepted for all other commodities. It is, therefore, 
suggested that it would be more realistic to fix the coal scale independently of the 
scheme of percentage rates and it is proposed that the following scale be adopted at 
owner’;, risk ; the railway risk rates will be 20 per cent, higher. 

IN PIES PER MAUND PER MILE 


First 

25 miles 

For the 
next 50 
miles 

For the 
next 75 
miles 

For the 
next 150 
miles 

For the 
next 200 
miles 

For the 
next 300 
miles 

For the 
next 400 
miles 

j For distances 
beyond 

(1-25) 

(2&-75) 

(76-150) 

(151-300) 

(301-500) 

(501-800) 

(801-1,200) 

(1,201 and 

j 







beyond) 

1.10 

.36 

.32 

.24 

.15 

,10 

.07 

1 ’ .os' 


. ” ' MU 'I I n 
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It is further pointed out that if the increase on the long distance traffic on the basis of 
the percentage rate proposal can be considered insignificant, the increase on the 
short-distance traffic under this proposal cannot be considered as unduly burdensome 
to industries nearer the coalfields. Those in favour of this proposal are also opposed 
to any rebate given to any industries on the ground of undue hardship caused by 
the increased freight on coal and they point out that under the scheme that they 
have proposed no need at all would arise for any rebate. 


197. The present and proposed freight for representative distances under each 
of these proposals are as below : 

Coal, Coke and Patent Fuel 

(in wagon loads) 


198 


i 

Existing rates per ton 

Proposed rates per ton 

Representative distances 
miles 

Prior to 15 th 
October, 1956 

From 15th 
October, 1956 

Under 25 per 
cent class of 
the general 
structure 
with ceiling 
at 800 miles 

Under the 
separate 
coal scale 
proposed 


Rs. 

A. 1 

Rs. 

A. 

Rs. 

A. 

Rs. 

A, 

25. 

2 

3 

3 

13 

3 

5 

4 

0 

50 

3 

3 

4 

13 

4 

9 

5 

4 

75 . 

4 

5 

5 

1 

5 

11 

6 

9 

100 

5 

5 

6 

1 

6 

13 

7 

11 

200 

9 

9 

10 

5 

10 

13 

11 

11 

300 

10 

15 

11 

11 

14 

8 

15 

1 

400 

12 

6 

13 

2 

17 

10 

17 

3 

500 

13 

8 

14 

4 

20 

9 

19 

5 

600 

14 

10 

15 

6 

23 

0 

20 

12 

800 

16 

15 

17 

11 

27 

15 

23 

9 

1,200 

21 

3 

21 

15 

27 

15 

27 

9 

1,500 

24 

2 

j 24 

14 

27 

15 

29 

11 


We are submitting both the proposals for consideration of Government. 


199. There is another problem concerning the coal freight rates and this is the 
disparity between freight costs for long distance movements by rail and by coastal 
steamers. The difference in the rate per ton for movement to Madras, Bombay, 
Ahmedabad, etc., from the coalfields is significant. We have already mentioned 
the need for encouraging such movements by coastal steamer. We recommend, 
with a view to achieving this purpose, that rail freight rates from the collieries to 
Calcutta and from the receiving ports to centres of consumption be calculated at 









64 


the through telescopic basis. In this connection we have also received frona the Coal 
Consumers’ Association, Calcutta a copy of their letter No. CCA/T-1 (b)/56/318, 
dated 31st July, 1956 to the Transport Minister, in which they urged the importance 
of equalising the freight burden on coal from the Bihar-Bengal coalfields to places in 
western and southern India over the all-rail and rail-cum-sea routes by the grant of a 
suitable subsidy to those consumers who are obliged to avail of the dearer coastal 
route. Shri D. C. Driver, President of the Association, during his evidence before 
the Committee laid special emphasis on the importance of such subsidisation. At 
present the gap between the two rates is so high as to make the grant of a subsidy 
not a practical proposition. The suggestion to calculate freight rates on the railway 
portions of the rail-cum-sea route on the basis of the combined distance from the 
collieries to the port and from the importing port to destination points narrows 
down the difference in the overall freight burden between the two routes. We have 
already referred to the fact that w th the rapidly increasing industrialisation of the 
country, the demand for coal movement over long distances by rail will increase and 
that it is desirable that as far as possible a good portion of this coal should go by the 
sea route and it is in the interest of the railways that such alternative route is availed 
of to the maximum extent possible. If the concession that we have recommeiided 
above is not found sufficient to bring about this result, it is for Government to consider 
whether any other concession may be granted. We are, however, quite dear that 
any linancial burden of such a concession should be borne by the general revenues 
and not by railway revenues. 

200. In the light of these several recommendations that we have made about 
. . ^ the classification of commodities, we have prepared a revised 
‘ General Classification of Goods ’ which forms Annexure 
XVI of our report and is printed separately as Volume I, 
Part II of the report. 



65 


CHAPTER VII 

INDUSTRIALISATION AND RAILWAY POLICY 

201. The Committee has heard from Chambers of Commerce strong criticism 
R- -d-t f fh about the policy regarding railways, which, though public 

freijt structure of 1948 services, have not responded adequately to the growing 

—complaints examined, industrial requirements in the country. There is a wide¬ 
spread feeling among these interests that while adopting the 
standard rates structure in 1948, the railways have gone too far in the direction of 
introducing flat uniformity and that they have taken generally a rigid attitude 
towards requests for station-to-station rates, which deserve sympathetic considera¬ 
tion. It has been repeatedly urged before us that the flexibility which characterised 
the previous rating practice on Indian railways has virtually been abandoned 
since the integration of the railway systems under one monopoly management. 
We have already referred to the methods adopted by certain railway managements 
in the past when special concessional rates were granted so as to attract traffic from 
one route to another and, indeed, from one natural and short-distance route to even 
an unnatural and long-distance route. It is inevitable that where the competitive 
character has been abolished after the integration of railways into one system, there 
would be a shift in this policy. We have, moreover, examined the applications 
made to each of the railway managements after 1948 for concessions or station-to- 
station rates and we find on a rough analysis that a fair percentage of these requests 
have been sanctioned. Nevertheless, we have reason to believe that in administering 
the revised freight structure, the Rates Officers of different railways have developed 
a somewhat negative attitude towards such requests. How far this attitude is 
due to the fact that a Finance Officer has now to scrutinise cases where such conces¬ 
sions may be given and how far it is due to the reluctance of the individual railways 
to quote reduced station-to-station rates owing to the disinclination on their part to 
create awkward precedents not only for the particular railways but for others as 
well, it is difficult to judge. We are, however, left with the feeling that there is 
considerable reluctance on the part of the railway officials to quote station-to-station 
rates. The principle which, they feel, they should adopt is that it must be in the 
interest of the railways to quote such rates and that this interest can be serVed, and 
quotations justified, only if the concession rates lead to more and continuous traffic 
between the stations concerned. It follows naturally that at a time when railway 
transport capacity is limited and there is an over-abundance of freight to be moved, 
the case for quoting station-to-station rates does not appear strong to the railways 
concerned. 


202. Taussig, in his book “ Principles of Economics,” states :— 

”.a railway is not economically advantageous to the 

community unless it pays its way. This conclusion is not in accord 
with the common opinion. It is often said that a railway or other 
means of transportation may bring gains to the community though it 
be not profitable to its owners. Similarly, it is often argued that a 
Government, in operating a railway, may accept with composure a 
financial loss, because the people as a whole have gained something 
that offsets such loss. The contrary view seems the just one. No 
gain comes from carrying a thing from one place to another unless 
it can be produced at the first place so much more cheaply that it can 
afford the cost of carriage to the second place. Ability to stand the 
transportation charge is the test of the utility of the carriage.” 
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203. It is argued that subsidy by means of reduction in rail freight rates is a 
dangerous method, as it will be a hidden subsidy and if 
rates'‘’bdor standard ^irticular industries need assistance in the larger interest, 
rates. Government should give it by means of a straight or direct 

subsidy, if necessary. It is further held that railways are 
not ijualified or equipped to take a decision on such a vital question as to which 
industry deserves a subsidy and for what period by way of reduction in rail freight 
rates. We consider that this proposition is too broadly stated and that in actual 
practice even where great rigidity is alleged to prevail at present, reduction of freights 
is not altogether abandoned. Tiie more difficult problem that faces the railways, 
to w'uch our attention has been drawn by some Chambers of Commerce and indus¬ 
trialists, is the effect which concessions by way of station-to-station rates or otherwise 
to a particular industry will have on other industries in other areas. This question 
cannot be simply answered by stating that the Railway Rates Tribunal can judge on 
any .indue preference given or discrimination shown by the raiiwavs. We have 
looked into the judgments of the Railway RalesT ribunal on such matteV.s and we find 
that the Tribunal had necessarily taken a strict view of what legally constitutes undue 
preference or discrimination. There are far wider repercussions on industries of the 
same character or on industries which are dependent on those enjoving station-to- 
station races and these repercussions cannot possibly be taken into' consideration 
by the Railway Rales Tribunal under Sections 2H and 41 of the Act as constituting 
undu; perference or discrimination, it has been pointed out to us further that a 
new lactor has arisen, which should be taken into consideration and which 
constitutes a grave danger to industries in the private sector. It has been 
stated that the Central Government has entered into the field of industrialisation to 
an extent and on a scale which was not contemplated in the past and that this policy 
may involve demands from departments concerned for large concessional rates from 
railways. It is feared that these demands at inter-departmental levels of the Central 
Government may not be resisted v/ith the same force with which they may be 
resisted if requests come from private industrialists, nor would they be considered 
to constitute undue preference or discrimination by tribunals specially if direct 
competit'o-i betvve.'n industries in tac public management and industries in the 
privai " m i;)ag;;me,u could not be proved. The lesson that we draw from the 
conai- tiug opinions is that on the one hand station-fo-station rates must be quoted 
even under our proposed rates structure as a justifiable method of evening out hard¬ 
ships which cannot be foreseen at the pre.sent time and that, on the other hand, 
gr''at caution has to be used by the railways in, granting these rates. The public 
cannot, therefore, look forward to a time vrhen station-lo-station rates would be 
quoted in abundance. One reason why the necessity for such rates should be more 
restricted is the fact that we have quoted wagon-load scales for all commodities which 
will definitely ease the position so far as requirements for conveyance of raw materials 
or of finished goods by large industries are concerned. Another reason is that the 
flexibi’ ty of the scale tlnU wc have proposed may be invoked in case existing rates do 
not he p particular commodities moving in large quantities. 

201. .An incidental point to which we should like to refer is, that, where railways 
. quote station-to-station rates from their point of view to 

stadon-tilXionTates encourage greater development and movement of goods or 
from the point of view of the private industrialist to enable 
him to establish a nascent industry, consideration should be given to the period 
during which this concession should last. The Tariff Commission, when it proposes 
a protective tariff, normally fixes a period which may be extended by Government, 
having regard to the development of the industries concerned. When the railways 
give concessional rates, we see no reason why a limited term should not be fixed, 
Object, of course, to review and extension of the term according to the needs. In 
an interim recommendation which we have made at the request of the Railway 
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Ministry, we have suggested the cancellation of such concessional rates for the carriage 
of raw materials and finished products for the established iron and steel industry— 
a proposal which is justified on more than one ground. The iron and steel industry 
was given this concession for nearly five decades. The industry has grown and 
established itself and moreover, the tariff protection that was given to the industry 
for several years was discarded by it nearly fifteen years back as being unnecessary, 
and we feel that in such circumstances, the railways are not justified in losing their 
norma! freight income from an industry which does not need this artificial protection. 

205. While we have stated that the necessity for quoting station-to-station rates 

will be of a limited character in view of the changes that we 
wiKSo-station^’ freig'’*! siructure and the flexibility that we 

rates. have introduced, we realise that the demand for such quota¬ 

tions will be on the increase as the pace of industrialisation 
develops. We note, in this connection, that the Estimates Committee has considered 
this aspect of the problem and has proposed in their 26th Report that a Director in 
the office of the Railway Board should perforin the function of deciding on what 
station-to-station rates should be quoted and what concessions in freight charges 
should be made in such quotations. WItile wc have great respect for the views 
of the Estimates Committee, we consider that this particular suggestion will only 
tend to centralise the responsibility for quoting station-to-station rates, will neces¬ 
sarily involve in delays and will not meet the requirements of the commercial public. 
The Estimates Committee’s suggestion is obviously based on the desire to have some 
uniform basis for the grant of such concessions over different railways. We consider 
that this subject can be tackled by other means, and that the danger of creating 
precedents which can be invoked by the commercial community for adoption of such 
concessions on other railways can be avoided. Having regard to all these 
considerations, we recommend that individual railway administrations should have 
the power to quote station-to-station rates and grant concessions upto a percentage 
below the standard rate. The limit of tiiis percentage may be prescribed by the 
Railway Board for all railway administrations and any general directive in this 
matter may also issue from the Railway Board from time to time. In this limited 
sphere, the task of co-ordination w'ili be easier and may be properly undertaken 
through the Commercial Committee for Interchange. If a concession is required 
beyond the limit prescribed by the Railway Board, w'e consider that the matter should 
be decided by the Railway Board itself. If, in any case, the Railway Board decide 
to quote station-to-station rates they shall ordinarily obtain the opinion of the 
Railway Rates Tribunal in its advisory capacity before sanctioning any greater 
percentage reduction than what the Railway Board have prescribed for individual 
railway administrations. 

206. A strong plea has been made by certain commercial interests that railway 

. freight rates in India should be so framed as to give an 

^*^*^*"** 3 ^^.^* advantage to the country’s own products so that they can 
tance for competition in foreign markets. The advocates of 

shipping. this view have referred to certain practices in some countries 

which give special freight concessions to manufactured 
products or raw materials exported out of the country and sometimes if the 
commodity concerned is carried by the national shipping of that country. The 
Indian National Steamship Owners’ Association has suggested that this method of 
giving encouragement should be adopted by Indian railways and that they should 
quote reduced rates for traffic carried by ships on the Indian register to and from 
Indian ports. The Association has stated in its memorandum that several foreign 
countries have resorted to this practice from time to time to enable the national 
shipping to comoete with foreign shipping and that some countries have even 
made legal provision to this effect. 

5a 
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207. We are unable to accept the suggestion of the Association partly because 
It IS impracticable to carry out the suggestion and partly because of the complication 
that may arise in the Conference of Shipping Companies to which Indian Lines are 
a party. A suggestion which does not bear directly on Indian shipping but embraces 
all shipping has been put before us in the interest of enabling export of Indian 
products abroad which requires our careful consideration. It has been urged bv 
many witnesses both through memoranda and through their oral evidence that 
railways should promote export trade ot the country and grant freight concessions 
to products moving into ports so that India may be in a position to compete in the 
intermUional markets of the world. It is true that railways can play an important 
and etfective role m the development of export trade of the country and we have 
before us examples of countries, which, through freight concessions, have stimulated 
the export trade of their respective countries. The rapid industrialisation of the 
country will reduce the need tor import of many products. At the same time, it 
will enable the country to export more and more products abroad. This export 
will m It merely consist of raw materials or products of agriculture or mines alone 
but wdl include a variety of manufactured goods. The need for earning foreign 
exchange so as to balance our foreign trade is also becoming increasingly important. 
In fact, Government have recently set up an export committee to recommend 
measures for the promotion ot exports and the question naturally arises what part 
railways can play in assisting such export drive in the ultimate interests of the country 
It IS clear that to meet competition in foreign markets railways will also have to 
make ewtam concessions in freight rates. While such concessions will usually be 
justified on strict commercial principles, railways, if left only to themselves, will 
often land it difficult to ascertain when to grant a concession and the extent and 
duration of the concession. As railways will only be one of the departments, which 
will be called upon to make such a concession, it will also be necessary to examine 
whether other Ministries of the Union Government or of the State Governments, 

export drive by giving such concessions as will 
mateiially help the export of the products concerned. A general percentage reduc- 
a nt" rnay fall short of what is required and may. therefore, be ineffective 

and at other times the concession may not be needed, at all, in view of the conditions 
m the international market. It is clear, therefore, that some authority should be in 
a piuiion to assess the situation from time to time and decide upon whether a 
cOiKCj.sion IS needed, and if so, to what extent it is needed so far as the railways are 
concerned. We recommend that a small permanent Committee be formed by the 
Government of India for this purpose and wc suggest that the Committee may be 

representative of each of the Commerce and Industries 
Minist.y Finance Ministry, Railway Ministry and such other Ministries as may be 
concerned m promoting the export drive of the country. This Committee will also 
examine the concession that may be required to be made, apart from the railways, 
departments or Ministries of State Governments so that the common 
objecti |e of stimulating the export drive will be achieved. The Committee would 
natural y consider in the light of the international market, the extent to which trade 
and industry can make a sacrifice by waiving overheads in part or in full. The 
Commi tee may function with a small Secretariat specially constituted for the 

PLll*pOS'U, 


that may receive the special consideration of the Committee 
suggested above is the ^ovision of priority transport for export needs. The 
recommendations of the Committee in this behalf should be carefully considered 

and the priority granted should ensure quick move¬ 
ment of the traffic by the railways by having a continuous watch during transit 
through several marshalling yards. In fact railway staff should be encomaged to 
become export-minded and the export traffic intended for direct shipment should 
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through. Thf spe3 amn 

British Railways through the introduTtil of 

of purposive action which is needed in the interest of the expori drla 


209. While on the subject of promotional or development rates by wav of 
Tariir Commission ^tation-to-stdtion quotations or otherwise, we would refer 
recommendations. the many cases m which the Tariff Board in recent ve' 

requests for rate reducl'ns 0 ™''^^ m^ini^^ consideration' ‘of 

parties concerned should make direct representations suggested that 

suggestions and recommendations hav^ a s.-H ^ These 

embarrassment to the railways as the narties fi ^ ^ a’« considerable 

if not even directions to he nii w^v adm nk/rn^^ recommendations 

like the Tariff Commfiin! S £y fS ^“thority 

10 th= suggestions or rocomm-ndi^lion, TSt 

suggest for consideration of the Tariff Commission ilv,f ^^^Pcctfully 

or the quantum thereof, they may ^assume the existino*'? ‘ the protection 

to the parties to make or not to make requests to the Railwav B^oarH^f* 

Sion that they may require. ^ Kailway Board for any conces- 


210. We have dealt with the requests of industries for concession rates for 

Concessions for back- ako'Tceled"'" railways. We 

ward and under-develop- received requests tor such concessions on a sliehtlv 
ed areas. different ground both for large-scale industries and for coftave 

u , . industri^es. It has been forcefully argued before ns ! ^ 

are many backward and under-developed areas in the roimtr^; , f • 
development is urgently needed to raise the standard of living of the^Se' 
one method of ensuring this development would be by giving a t!nn,?us of ^ ' 

freight rate concession to such industries. These requLf Imvc sSS^v f 
Assam, Rajasthan, the Malnad areas, the eastern districts of Hn-r p a J''®’” 
some other areas. It is pointed out that the poEy of G^vernmenris 
centrate development of industries in any particular areas iST vast n 
India, but to distribute and regionalise industries, so that the advantanes 
triahsation may accrue to the people in different parts of the country^ It^ *"*^*^if 
known that State Governments have placed particular emphasis on regio'mJV^ T ' 
ment of industries and the Planning Commission has takeVnote of thf J 

part of both the people and Governments concerSS 

both the need and desirability for such development in' backvi^ard nr 
areas, the question that arises is how far the railways are oSalTfied tn 
play a part in this development through freight co' ceLions ti rnU^ 
grant such concessions, it is obvious that they cannot be the judge', of IStr'v V 
these concessions should extend. They cannot define which are th^ hpr-i 
areas or undeveloped areas, and it is necessary that this^eckion 
by an authority other than the railways. Indeed a planned oropr imm. 
ment of industries should be available to the railways, so that^tC mav 
granting the concession. Otherwise, the railways wfil lay themsdves on. f' f'' 
charge of favouring particular areas when they do not g'ant conce^siOT to mi 
areas similarly situated. In this connection, our attention has Sn dm to other 
practice of the Canadian Government which grants low concessionirrat‘^ r " J 
moving from certain territories, the value of the concession heW u 
railways by the Federal Government of Canada We would cornmenffth-”'^*^^ 
to the Government of India for assisting backward parts of the country." 
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211. We have referred lo the plea that the Assam Government have strongly 
put forw’iird for certain concessions in railway freight with a view to developing 
industrial activities of that far off border State. We must confess to a considerable 
amount of sympathy for the request put fos ward by the State Government. Assam 
was connected directly with t'lc great import and export market of CalculUi before 
the paUiliOn of the country, and the distance., from tne port to places ot imports 
in Assam were comparatively muen less by this direct route. The partition of the 
country- fm;. clianged the iine of communications with Assam. The present route 
for several movements is much longer and roundabout. It is argued that for no 
fault cf Assam, traflic has lo i-)e carried over titis iong distance, and it has been 
suw'cs ed that this distance shoii'd be treated the same as the old shorter-roule 
disTanee for purposes of calcuiatmg tire freight involved. We consider that there is a 
very s’lecia! case so far as .Assam is concerned. Either the possibility of treating the 
distance the same as over th.t Jireci short route lliat exi.sled before the partition 
or a v.ti'iant of it, which meets the situation at least hali way may be devised. This 
concession can be limited to a period during which the industrial development of 
Assam can be expedited. 

1;, titis connection, we tiiid tiru for the traflic which passes over the Sakrigali-- 
Manii arighat ferry, the ferry charges are levied separately at the different rates 
applic iblc to the commodities concerned as for a distance ot 33 miles. This means 
that tiiC ferry charae is calculated on the basis of the first leg of the telescopic scale. 
This rractice dearly goes against the principle of charging on continuous mileage. 
For other ferries the ferry mileag. is added to tne mileage lor charge and tlie traffic 
passing over the ferry gels tlic^hepcfil of the telescopic reduction. The different 

practice for Sikrigali.M:!nii.;i-ighai ferry is not jti-iiricd and we recommend that 

die feiTy mileage be added to titc total nniicage as in the case of the other ferries. 
Tnis will also go to mitigate, to some extent, the heavy burden of freight on Assam 
traffic as a result ot partition. 

212. Wc have received .several rciine.it:. for the grant of rail freight concessions 
to vilUice anil hand industries. It has been urged that 
Concessions to cotinsc j-aTways'should also play ilicii part in thisdirection and should 
and hand industries. adjust their policy so as to b'g in iine with the Government 
in their general policy ofnssisimy the development ofcoitage industries. The terms 
“ villa -'c'and hand industries ” cover such a d^-verse variety of goods that it is hardly 
nracti'"able for railways to grant concessions without the possibility of their being 
abused on a wide scale ; blit this does not moan that no step should be taken to 
m''ct he requests : any such st.’ps shoidd, however, be under certain prescribed 
comdil ions." The desire for a concession for goods produced by cottage industries 
i.s understandable and deserves very sympathetic consideration. In most cases, 
the cc'SU of prod.iciion of these hand or-oclucts is higli and perhaps for that very 
reason, these articles cannot stand the addition of even the normal transport charges, 
if they have to meet competition with goods made through macliines. Ip the 
existiri" rail'.vav freight structure, only handloom products, including khadi, not 
oress-| 5 acked, have been given some concession in that they are charged at present 
jQ R,—9 6. R. (as for press-packed mill products) instead of 13 R. R.—12 O. R. 

rates'which would otherwise have been applicable. This concession has not been 
considered adequate. There arc other hand-made products, forming the bulk of 
cottarc industries, which equally deserve concoission. It has been argued that these 
cotta''e industries have a very important place in the economy of the country, that 
work^Ts many times the number of those engaged in organised machine industries 
find employment in these cottage industries and that the rural economy of the 
country is being graduaily weakened because of the handicap in selling these products 
in fair competition with other machine-made products. Railways have been urged 
in the general public interest to render to them all assistance possible. We 
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recommend that to start with, a concession of 25 per cent, of normal freight rates 
be granted to the products of village and hand industries or cottage industries, when 
these products are booked by recognised co-operative societies on the authority of a 
certificate issued by (i) the All-India Khadi and Village Industries Board, (ii) the 
All-India Handicrafts Board, (iii) the Directors of Industries of State Governments, 
and (iv) such other bodies as are recognised by the Union Government for this 
purpose. 

213. Another form ol concession to enable raw materials to move over long 
Freight Pool, distances or even manufactured goods to move over similar 

distances has been made by some of the witnesses before us. 
It has been suggested that for some essential commodities basic to the life of the 
people or for the development of industries in the different regions of the country, 
there should be a rail freight pool, the object of which will be to ch.arge the same 
standard equated freight for all movements of goods irrespective of distances over 
which they have been carried. It has been stated that industries in proximity to 
certain raw materials are at an advantage over industries remote from that ccntic, 
and that if the policy of Government to regionalise industry should be effective, the 
same advantage or disadvantage should apply for all industries in connection with 
the carriage of raw materials or of finished products. This has been strongly 
emphasised by industrialists in South India, who arc away from coal-fields. I he 
collieries are concentrated in certain areas in Raniganj, in Jhtiria and in parts of 
Madhya Pradesh. Industrialists in close proximity to these collieries have certain 
advantages and entrepreneurs find it diffieuit to establish similar industries elsewhere 
owing to the cost of the carriage of coal. On the other hand, it has been argued 
that the natural geographical advantage with reference to any raw material or to the 
sale of a finished product in an existing market should not be w'hittlcd down by these 
artificial methods and that it would be unfair if industrialists, who had the vision 
to see that these natural advantages should be taken advantage of, are now' to be 
penalised by the greater freight which they will have to ptiy under a system of pooled 
freight, so that new industries and new' entrepreneurs may be benefited. Th.c 
economy of the existing industries, whether they are industries near the collierie.s 
in case where coal is the main consideration for the development of the industry 
or in big ports like Bombay, Madras or Calcutta, where facilities for sea and rail 
transport, exist, would be seriously disturbed if the system of pooled freight were 
adopted. Though at first sight, a pooled freight looked attractive, on a further and 
more detailed examination of the question, we have come to the conclusion that this 
method of encouraging certain areas where industrial development is needed is not 
justified. 
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CHAPTER VIII 


MISCELLANEOUS 

214. We have dealt with the general conditions under which commodities may 
be carried, their classification, the levels of rates that should 
General remarks. apply to different cla.sses, the loadability factor which should 
be taken into account when commodities move in wagon¬ 
loads, the exceptional cases of commodities for which both railway risk and 
owner’s risk rates may be quoted and other allied topics. We have received 
some specific complaints and suggestions with respect to carriage of certain com¬ 
modities, the conditions under which they are carried, the rates to which they are 
subjected and other matters connected with the loading and unloading of 
commttdities. In this chapter, we propose to refer to these miscellaneous matters. 


215. Goods move not only by freight trains but also through parcel services— 
Pared rates need parcel express trains and even in passenger 

revision trains. The rates for this freight do not come under our 

review and we have confined ourselves to goods which move 
by goods trains, but it would be obvious that the reconstituted freight structure 
that V e have recommended will have a bearing on freight that moves through trains 
other than goods trains. There arc ai present movements at full parcel, half parcel 
and quarter parcel rates. It is obvious that the present relativity between goods 
and parcel rates will have to be maintained if too much diversion to parcel service 
is to be avoided. We have not gone into the structure of parcel rates, but we 
recommend that the parcel rates be reviewed in the light of the freight structure 
that we have recommended. 


216. The need for the development of road traffic is obvious. Carriage of 
„ .... goods through other forms of mechanical transport than 

of*thoTSnce'nXc" railways is increasing, in course of time, when the pressure 
to road services. can iage of goods trafiic by railways eases, railways may 

have to take serious notice of this competition, as, indeed, 
they were called upon to do so in the years before the last war. In the meanwhile, 
having regard to the heavy demand for transport of good.s by rail, a suggestion has 
been made that railways should decline to carry traffic over short distances. We have 
examined this question both from the point of view of the commercial community 
and that of the railways and lastly from the point of view of advocates of speedy 
road development. We are opposed to making any change in the statutory obliga¬ 
tion of the railways which have to carry all trafiic offered to them for transport. In 
evolving the new freight structure, however, we have kept in view the desirability 
of encouraging diversion of short distance traffic from rail to road, but have at the 
same time ensured that the railway rates do not become burden-some. 


217. There is another kind of freight to which our special attention has been 
stock reference to which certain grievances have 


Rates for live 
and other animals 


been put forward. 1 his is the question of rates which should 
be applicable for live-stock and other animals. Although 
the principle of the telescopic rates structure has been generally adopted on Indian 
railways, the rates for live-stock form an exception and these are quoted on a flat 
basis irrespective of distance. The present rate at owner’s risk, except for Camels, 
Elephants and Elephant calves, is 9 annas per 4-wheeled wagon per mile on the 
broad gauge and 8 annas per 4-wheeled wagon per mile on the metre gauge. The 
number of animals that can be carried in each of these wagons is prescribed. In 
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the light of our recommendation that railway risk rates should apply for all commo¬ 
dities with a few exceptions—and we do not consider that live-stock should come 
under these exceptions—we recommend that only railway risk rates should be 
charged for live-stock and other animals. The following all-inclusive wagon-load 
rates are recommended for :— 


(a) (i) pigs, sheep and goats in wagon-loads ; 

(ii) low-priced horses, ponies, mules, donkeys, horned cattle and other animals 
(iii) wild animals in cages. 

(Per mile per 4-wheeled 
wagon) 


B. G. M. G. & 

N. G. 






Rs. 

A.'Jp. 

Rs. 

A. 

p. 

1 — 

25 miles 



1 

2 

0 

0 

15 

0 

26 — 

75 ,. 



. . 0 

13 

0 

0 

11 

0 

+ 76—- 

150 „ 



.. 0 

11 

0 

0 

9 

6 

151 -- 

300 „ 



.. 0 

10 

0 

0 

9 

0 

-i- 301 — 

500 „ 



.. 0 

9 

6 

0 

8 

6 

-1- 501 — 

800 „ 



.. 0 

9 

0 

0 

8 

0 

i- 801 — 

1,200 „ 

, . 


.. 0 

8 

9 

0 

7 

9 

1,201 and beyond 



.. 0 

8 

6 

0 

7 

6 


(b) for elephants, elephant calves and camels, the following all-inclusive rates are recom¬ 
mended :— 

For the For every additional animal 
first loaded in the same wagon 

animal and despatched by same 

per mile sender to and from the 
same station 





Rs. 

A. 

p. 



1 — 

25 miles 

1 

8 

01 


-P 

26 — 

75 „ 

1 

4 

0 


-i- 

76 — 

150 „ 

1 

3 

0 



151 — 

300 ,. 

.. 1 

2 

0 

-50 per cent of the rate for 

-i- 

301 — 

500 

.. 1 

1 

0 

the first animal. 

-f 

501 — 

800 „ 

.. 1 

0 

0 


-f 

801 — 

1,200 „ 

.. 0 

15 

0 


■+ 

1,201 and beyond 

.. 0 

14 

0 



No separate terminal charge will be levied. 

In through booking between different gauges, the rate 
applicable at the forwarding station will apply through to 
destination. 


218. It has been suggested by various Chambers of Commerce that consignees 
are put to a great deal of loss by the fact that the arrival of 
Notice of arrival of ^^gon is not notified in time to the consignees and demurrage 
is levied without the consignees having an opportunity to 
make timely arrangements for the discharge of their goods from the wagons. The 
Indian Merchants’ Chamber, Bombay, has suggested the introduction of the proce¬ 
dure of notifying the arrival of wagon-load consignments to traders in advance, e.g., 
from the last marshalling yard. That would be of great assistance to the consignees 
and would materially contribute to the early release of and quicker turn-round of 
wagons. They have quoted the examples of other countries where modern methods 
of tele-communication have been widely adopted in this matter with profit to the 
trade and to the railways. We note that in November, 1948, the Railway Ministry 










issued a directive to all the railways that with the object of fecilitating consignees 
taking early delivery of their goods, notices of arrival should be sent out to all such 
consignees as are not regularly represented at stations bv their agents It was also 
then suggested to the railways that the system in vogue, in the past, of posting details 
of arrivals in a prominent place at tiie stations might be re-introduced. From the 
evidence betore us, it appears that though these instructions were notified to all 
individual railways, some ot them have not strictly complied with them. While 
we would stress the necessity of ensuring that at all important stations, the instruc¬ 
tions already in force are rigidly adhered to, we feel that this would not’be sufficient 
for the object in view and that the suggestion of the Indian Merchants’ Chamber 
Bombay, should be further seriously examined. It seems to us that it is feasible to 
introduce this procedure at least at large goods sheds so as to obtain advance 
information of the probable date of the arrival of the consignment and communicate 
it to the consignee at destiiiLition when his address is known so that he mav make 
preliminary arrangement for unloading the vvagons. 

219. The condition under wliich salt in bulk is carried by rail, particularly for 
chemical works, Ins also been brought to our notice. Salt for 
Salt in iiulk. consumption would normally and naturally be bagged, because 

it is in that form that transportation from the station to the 

market can take place, .but where salt is taken to chemical works it is 

suggested that the condition to bag salt is unnecessary and involves great expense 
to the iiidustiy. It has, tn,_r‘...lo!C, be*-.! pleaded that railways should not insist on 
bagging salt but carry it loose in wagon-loads. We have examined this pro¬ 
position and find that the railways’ objection to such carnage is because of the 

corrosive: effect of salt on the steel plates of wagons. We have considered the 
method by which such bulk cargo of salt is carried in ships and we find that 
where s ilt is carried by ships, the hold has a coating of red lead and the sides 
are first .given a thick whitewash and are further protecled by bamboo matting on 
the floor on which salt is loaded. After unloading, the hold is washed with caustic- 
soda and water. Ships carry salt for a much greater number of days at a time than 
do the railways and the process of corrosion has, therefore, less time to take place' 
than in t he case of ships. Even .so, it will not be diflicult to adopt the methods that 
have been adopted in ships for the carriage of salt as ballast cargo. It may be laid 
down as a rule by the railw.ays th-at where a consignor wishes that the railway should 
bulk salt ill wagons, he should prepare the wagon m the same way as the hold of a 
ship is prepared by giving it a good coat of whitewash and bv providina a bamboo 
matting for the floor of the wagon, and that at destintition,' the consignee should 
perform the same service for cleaning the wagon with caustic soda and water so 
that no salt remains therein. The consignor and consignee must make special 
arrangements to complete the operation within the free time normally allowed. It 
may incirlentally be pointed oat that even if salt is loaded in bags in wagons, a certain 
amount of seepage and sweating is inevitable and that this may also have the effect of 
corrosion on the plates over a period of time. Taking all these factors into 
consideration and having regard to the considerable saving which the consignor 
and the consignee will effect in having salt carried in bulk, we recommend that the 
method proposed above may be tried by the railways for salt booked to private and 
assisted sidings. 


220. It has also oeen represented to us that the rate charged for motor cars by 

Movement of Motor trains is excessive. Freight rate for motor cars has 

jvement assumed some importance in view of the flict that in conso- 

^ CT j- "‘'‘"^^^with the policy of indiistrialisalion adopted by the 

Government of India, manufacture of motor cars, particularly of pleasure cars has 
been undertaken in different parts of the country. Having regard to the fact’that 
the user of cars has got his own ideas of preference, cross-country movement of 
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motor cars cannot be avoided and the zonal distribution of such cars does not seem 
to be practicable. The present high rate is due to the fact that whether the car is 
rarried in a covered wagon or in an open truck, virtually only one car can be loaded 
in a wagon. On the cost of service principle, the present rate for cars may be 
considered low. Having regard to both these facts, viz., the freight rate is high 
from the point of view of manufacturers and the cost of carriage is high from the 
point of view of railways, we come to the conclusion that some method must be 
found to avoid the incidence of this cost from either point of view. Our attention 
has been drawn to the method adopted in Europe and the United States, where 
manufacture of special trucks is undertaken on a large scale for carrying these cars 
by rail. A picture of such loading of cars adopted in a foreign country appears at 
Annexure XVII of our report. The construction of the trucks is such that more 
than one car can be loaded either horizo dally or vertically. We have indicated 
in a very general way the special arrangement that can bb made for loading two or 
more cars in a truck. We feel that railways can materially help in this matter by con¬ 
structing suitable trucks for this and other connected purposes. 


Special 
and trucks. 


221. The Indian Chemical Manufacturers’ Association has urged very strongly 
that railways should provide tank wagons for the carriage of 
type ot vans caustic soda lye, liquid chlorine, acids and other chemicals. 

Similarly, representatives of The Maize Products Ltd., 


Ahmedabad, have pleaded for the provision of tank wagons for liquid glucose, 
which is the by-product of that factory and which is required in large quantities 
by the Peniciilin factory. It has been pointed out that in other countries like the 
United States, tank wagons are provided for each of these purposes. If these things 
are to be packed in special containers by consignors, it would be a costly process, 
involving heavy burden both to the producers and to the consumers. In the interest 
of the development of these essential industries, we consider that the cost involved in 
railways themselves providing for different kinds of special types of wagons to meet 
the modern needs should be accepted by railways. These special types may include 
improved motor vans, tank wagons and containers, and the interest and other charges 
involved in providing capital for the construction of these special types may easily 
be available from appropriate rates levied for carriage of these commodities. 
Similarly, special covered hopper trucks may be provided by railways for movement 
of cement, wherever possible. The Bhakra-Nangal Project has made a large saving 
in hessian bags by building a fleet of such hopper trucks for carrying their cement 
from the factory at Surajpur to the site of the dam. Few private enterprises can 
afford the luxury of having their own special types of wagons for the carriage of 
such materials. It has been no doubt pointed out by the railways that traffic may 
not justify the expenditure involved and it may possibly be argued that only when 
traffic has developed sufficiently, railways may consider it a reasonable facility to 
provide such special trucks and tanks and other kinds of wagons for new traffic. 

222. There have been complaints that commodities carried in open wagons 
are not protected against weather conditions and that greater 
wagons Z7'^ms “for wagons and flat trucks could be made if necessary 

protection against theft arrangements are made for such protection. In some foreign 
and rain. countries, steel covers are used for open wagons and collapsi¬ 

ble tops in flats. In modern ship-building, what are called 
Megregor type of covers are fixed for holds, so that if rain comes suddenly, while 
the hold is under operation, these covers may be laid on within a couple of minutes 
by mechanical means. Such protection on open wagons or flat trucks will serve 
the double purpose of protecting the commodity from weather conditions and of 
securing it against thefts and pilferages. Such thefts and pilferages have become 
more common during the last few years than ever before and a device of this kind 
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will enable the railways to get over the legitimate complaints of consignors that 
railways are not discharging their duties properly. We strongly recommend that 
railways should contmue to experiment to a much greater extent than in the past 
with tlie development of designs for wagons and trucks which could meet the varying 
needs of traffic and Government should be free in allotting funds for the various 
experiments. It is of the highest importance that Indian railways should keep 
themselves abreast of all the developments going on in different railways all over 
the world, and if necessary, prototypes can be obtained from different countries for 
experi ment in India. In these and other matters, Indian railways should in fact 
make a positive contribution by experimental provision in cases where there appears 
to be a chance of developing a traffic. 

Similarly efforts should be made for developing transport of perishable goods in 
refrigerated cars. In such matters instead of waiting for the development of the 
traffic, railways should provide the facilities in anticipation of it. In the absence of 
refrigerated transport in the country, perishable commodities have tended to be 
utilised at the growing centres, thus depriving the growers.of the benefit of distant 
marke s as well as the consumers in distant places. We strongly urge that facilities 
of this kind may be provided by the railways as a legitimate method of developing 
traffic. We consider that such investment by railways, to a reasonable extent, are 
within the normal functions of the railways and they should in the initial stages be 
prepared to lose in these experime/its. 

223. Some of the witnesses have referred to the difficulty in obtaining cranes for 
g . , handling heavy lifts at stations. It is stated that in minor 

upp y 0 cranes. Stations particularly, cranes are not available and that wagons 
have tt) be detained till the crane comes from the main stations at which they are 
located and that the cost of transporting the crane is also charged to the consignees. 
Demurrage charges have to be paid by the parties concerned inspite of the fact that, 
through no fault of theirs, the arrival of cranes is delayed. We have already referred 
to the suggestion that advance notice may be given to the parties concerned for the 
arrival of their goods. If this is done and the consignor notifies the Station Master 
of the forwarding station when a crane is required at the destination station, it may 
be possible to avoid this demurrage charge, and if, inspite of that, there is delay in 
the supply of cranes, the demurrage charge should not be realised from the parties 
concerned. We understand that railways have ordered supply of a large number of 
cranes. Even so, we realise that it is not possible to have crane facilities at all stations 
and that they can naturally be available at particular stations and can move to other 
stations where the need for the supply of cranes arises from time to time. A sugges¬ 
tion has been made that crane charges may be avoided altogether or at least the 
transport charge of cranes should not be levied on consignee. It has been pointed 
out that, it is through no fault of his that the crane is not located at the station where 
his commodities arrive and that he is placed at a disadvantage over his rivals whose 
commodities arrive at big stations where normally crane facilities are available. It 
has been urged that transportation charges for cranes should be removed altogether. 
Inspite of the apparent logic in this criticism, we feel that it is impossible to place 
all stations in the same footing and to avoid the haulage charge for cranes. The 
only remedial measure that can be adopted is by so increasing the number of cranes 
that the distance to be hauled is comparatively short. It has further been pointed 
out to us that there is no standard rules for the supply of cranes and that charges 
levied for them differ from railway to railway. We consider that standard rules 
should be provided and standard charges levied for the supply of cranes, no doubt 
taking into consideration the lifting capacity of these cranes. Some of us consider 
that the crane charge should be an all-inclusive uniform charge per ton of goods 
lifted irrespective of the distance from which the crane is obtained or its liftingcapacity. 
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ANNEXURE XVI—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B.G. 

M. G. 

N.O. 


Paperware (other than 
Stationery), N. O. C. .. 
Includes— 

Drinking straws. 

Paper capsules. 

Paper cups. 

Paper dishes. 

P/22 

95 

no 

1 




Paper waste and cuttings, 
N. O. C. 

P/5 

47.5 

60 





Papier-mache 

P/22 

95 

no 





Papundkar (potash) 

P/6 

60 

70 





Paraffin wax 

P/6 

100 

120 





Parchment 

P/22 

100 

1 

120 

1 





Pastes, adhesive 

P/24 

80 

93 





Patterns for castings 

P/22 

100 

120 





Paulini.. 

P/6; 

S/5 

80 

95 





Pedal, vehicles, children’s 
N. 0. C. subject to a 
minimum weight for 
charge of 1 maund per 
package 

P/20f 

130 

150 


1 

j 

i 

1 

1 


Peel Oemon, orange and 
citron) raw .. 

P/5 

55 

65 





Pencils 

P/22 

100 

120 





Pcntachlorophenol dissol¬ 
ved in selected petroleum 
oils .. 

d 

60 

70 





Penthrite (P. E. T. N.) .. 

p ;d 

180 

•• 





Pepper, in tins, bottles, or 
jars .. 

p/22 

100 

120 





Perambulators, collapsible, 
subject to a minimum 
weight for charge of 
20 seers per package .. 

P/20f 

130 

150 
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CHAPTER IX 


STATISTICAL INFORMATION 

229. At a very early stage of our enquiry we were faced with the problem of 
obtaining statistical information, which would enable us to examine the effect of Ae 
freight rate structure existing at present, and the possible 
Regular compilation effect on the movement of traffic of any revised structure 
of zonal statistics by that we may propose. The statistics now compiled by the 
commodities. Railway Board are found in Volume il of the Railway Board’s 

annual report. The information given in this compilation 
on revenue statistics could not enable us to collect information on certain 
vital aspects of the movement of traffic in commodities. The information looked 
for was in respect of ton-miles of traffic moving over different distances to enable 
us to make recommendations on the freight structure which would govern the move¬ 
ment of these commodities. We, therefore, called a meeting ot the Statistical Officers 
of various railways and discussed with them the nature of the statistical inforrnation 
that could be collected, in the limited time at our disposal, from the date already 
avaik ble with the railways. Tlie method adopted necessarily involved, having 
regani both to time and to the staff that could be diverted to this work, making a 
comprehensive sample survey rather than a total survey. It was resolved that this 
sample survey should be made by taking 1/ 12th of the total invoices dealt with during 
each of the twelve months, October 1954 to September 1955, in respect of certain 
impo-tant commodities, 71 in number, carried by the Indian railways, from which 
about 85 per cent of the revenue of Indian railways accrues. Figures werecompiledindi- 

catini'the extent of traffic in wagon-loaos and in smalls and the earnings obtaining 

therefrom for each of the commodities within zones of 25 miles, 26 to 50 miles, 
51 to 75 miles and 76 to 100 miles and thereafter for every additional 100 miles upto 
a maximum of 1700 miles. In collecting this statistical information, certain assump¬ 
tions had necessarily to be made in respect of the measure of wagon-load and ‘ smalls ’ 
consignments. We have to acknowledge the invaluable assistance which we received 
from all the railway administrations in this regard; wc have checked the results so 
obtained with the total audited ligures available and have assured ourselves that the 
sample statistics did in a very large measure reilect and were in conformity with the 
general statistical information compiled by the railways. 1 he detailed information 
about the movement of 71 commodities that we collccied through a sample survey 
has been obtained for the first time on Indian railways and has proved invaluable in 
formulating our proposals. As has been mentioned, the 71 commodities for which 
special statistics were compiled contribute about 85 per cent of the revenue earned 
by tlie railways and the information has been obtained from invoices and coded 
card', already available with the railways. We recommend strongly that zonal 
figures of important commodities on the basis of zones suggested above may be 

compiled as a permanent annual feature of the statistics published by the railways. 

We believe that full compilation and not barely sample analysis can be made with 
very little additional cost and effort. During the period of high tempo of develop- 
menral economy, when heavier and heavier load will fall on railways and the pattern 
of movement will also change, these figures will be of great practical assistance not 
only to the Commercial and Rates Officers but also to the Operating Officers. In 
the rapid industrialisation of the country with new industries'springing up in different 
regions, there will be changes from time to time in the nature of commodities moving 
and the distance to which commodities will be carried. A regular study of the 
pattern that will emerge periodically is, therefore, of the highest importance. 
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230. Apart from full compilation of statistics for certain purposes, the method 
of compiling statistics by sample surveys may usefully be 
Continuous sampling adopted in right etirnest. In recent years, the development 
analysis of way-bills. of sampling statistics in particular has received very consi¬ 
derable attention in some foreign countries. Contrary to 
forecasts, such sampling statistical methods have been fairly accurate for all practical 
purposes. We have been greatly attracted by the practice adopted by the Interstate 
Commerce Commission, of having a continous sampling of way bills. This sampling 
method has been utilised (i) in showing special distributions of the rail tonnage 
on a geographical basis; (ii) in estimating the revenue effects of proposed class rate 
scales ; (iii) in comparing the average charge on wagon-load traffic ; (iv) in 
comparing revenues with costs for various commodities and for different territorial 
movements; (v) in determining the relative proportion of each type of vehicles used 
for various commodities, and for other purposes. It will easily be understood that 
with appropriate modifications, sample statistics may usefully be collected on Indian 
railways for a variety of purposes. We recommend, therefore, that early steps be 
taken to introduce this method of sampling analysis of figures, so that valuable 
information may be available to the railways in studying the difficult problems 
that will be confronting them, particularly in the very near future. 


231. It was also found that figures of quantity moving in wagon-loads and 
of traftic ‘ smalls separately, are not available. In view of our 


Figures 
movement in “ smalls 
and “ wagon-loads 
necessary. 


recommendation that virtually for all commodities both 
wagon-load and ‘ smalls ’ rates be fixed, it is essential that 
figures of quantities moving in wagon-loads and ‘ smalls ’ 
separately for all important commodities should be readily available. 


232. We have referred earlier in this report to the inadequacy of cost studies 
. . , on Indian railways, and have drawn attention to the valuable 

Coststndyvn India. connection in other countries. The cost 

figures that are available give the division of total overall expenditure between the 
goods and coaching traffic by gauges and show the earnings, the cost of hauling 
and the profit on working a train one mile. 


233. In view of the sizeable portion of railway expenditure which is incurred 
jointly for different kinds of services, the Railway Board have had to allocate the 
elements of joint and combined costs as reasonably as possible between coaching 
and goods services. The methods are more or less the same as adopted by the 
United States and some other foreign countries. We give below as a matter of 
interest, the results of working on the railways during the four years ending 1955-56 
as extracted from these statistics:— 

COACHING 


Net earaing in rupees, of working a coaching train one mile 


Railway 


1 

I 

Year j 

i 

Broad Gauge 

Metre Gauge 

Excluding 

interest 

Including • 
interest 

Excluding 

interest 

Including 

interest 


r 

1952 53 ; 

2 25 

0.50 

3.60 

2.51 

Central 


1953-54 ' 

1.77 

0.03 

3.19 

2.12 


j 

1954-55 

3 49 

1.80 

2.12 

1 04 


f 

1955 56 : 

2 93 

1.20 

0.62 

—0.61 


r 

1952 53 i 

0 59 

—0.74 

.. 


Eastern 

1 

1953-54 1 

0 23 

—1.11 

. . 



i 

1954-55 i 

1.24 

—0.14 

. . 



_1 

1955-56 

0.86 

—0.70 
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COACHING—€oncld. 


Net earning in rupees, of working a coaching train one mile—concld. 



1 

1 

; 

Broad Gauge 

Metre Gauge 

Railway 


Year j 

1 

j 

Excluding 1 

Including 

j 

Excluding , 

Including 



1 

interest j 

interest 

interest | 

interest 


f 

1952 -53 

2.21 

0.69 

2.40 ! 

1.54 

Northern 

1 

1953-54 

2.93 

1.83 

0.43 1 

—0.71 

1954-55 

2.56 

1.28 

0.71 i 

—0.10 


1 

1955-56 

2.67 

1.41 

1.15 

0.30 


r 

• • \ 

1952-53 

2.80 

1.50 

0.96 

0.02 

Southern 

1953-54 

1.67 

0.40 

—0.14 

—1.07 

< 

1954-55 1 

1.07 

—0.30 

0.30 

—0,65 


1 

1955-56 i 

2.00 

0.50 

—0.04 

—0.98 


r 

• • j 

1952-53 

6.55 

4.78 

2.37 

1.29 

Western 

1953-54 

4.93 

3.25 

1.44 

0.43 


1954-55 

5.66 

4.00 

1.42 1 

0.39 


L 

1955-56 

; 6.38 

4.64 

2.08 ‘ 

1.04 


r 

••j 

1952-53 



—0.18 

—1.59 

North-I astern .. 

1953-54 



-0.51 

—1,93 


1954-55 



—0.96 

—2.43 


L 

1955-56 


. . 

—1.50 

—3.10 




GOODS 





Net earnings in rupees of working a goods train one mile 





Broad Gauge 

Metre Gauge 

Railway 


Year 




Including 


i 

Excluding 

Including 

Excluding 



1 

interest 

interest 

interest 

interest 


..f 

1952-53 

7.25 

5.10 

1.30 

—0.50 

Central 

1953-54 

6.84 

4.72 

0.45 

—1.24 


1954-55 

5.62 

3.47 

1.32 

—0.50 


L 

1955 56 

7.20 

5.00 

2.80 

1.20 


r 

■ • 1 

1952-53 

6.99 

4.12 



Eastern 

1953-54 

7.90 

' 5.00 




1954-55 

7.33 

i 4.57 




1 

1955-56 

8.11 

5.32 


•• 



1952-53 

3.76 

1.20 

i —2.19 

—3.32 

Northern 

1953-54 

0.27 

i —2.79 

—1.62 



1954-55 

2.96 

; 0.40 

1 0.77 

—0.40 


L 

1955-56 

5.45 

1 2.71 

1 —0.03 

—1.16 


r 

1952-53 

5.00 

1 2.80 

1 —0.40 

—1.90 

Southern 

1953-54 

5.30 

3.10 

—1.70 

1 —3.30 


1954-55 

5.30 

i 3.20 

0.20 

—1.40 


i 

1955-56 

5.60 

3.20 

—0.20 

1 —1.70 


r 

1952-53 

8.46 

1 5.69 

! —0.50 

S —2.12 

Western 


1953-54 

8.77 

! 5.91 

j 0.53 

1 —1.16 

-< 

1954-55 

9.76 

! 6.92 

2.64 

! 0.89 


1 

1955-56 

14.1 

! 11.4 

0.38 

—1.56 


r 

■ ■ 1 

1952-53 

j 

i 

—1.68 

—3.70 

North-Eastern ,. 

1953-54 



—4.24 

—6.39 

<; 

1954-55 



—2.93 

—5.35 


1 

1955 -56 

” 

: 

j —3.00 

1 

1 —5.24 
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longer every day, substantial additional transport capacity would be had even with 
the present equipment. We understand that there is a determined drive to achieve 
better results in this direction which is already bearing fruit, and we are well-assured 
that all the necessary steps will be taken to effect more and more improvement in 
this direction. The results that will be achieved in this direction depend greatly 
not only on the efficiency of operation of railways, but also on the surrounding 
economic and business conditions and the patterns of traffic. 

240. The figures of net ton-miles per wagon-day are, however, very satisfactory 
during the last several years indicating better loading of wagons, due in part to 
chronic shortage in wagon space. 


241. It is interesting to find that were a comparison to be made between the 
increase in equipment and the increase in the service which is obtained from that 
equipment the results indicate that there has been an improvement in the standard 
of efficiency. The capital-at-charge has increased by about 13 per cent since 1952-53, 
which represents only about 3 per cent increase in the quantum of equipment. With 
this increase in the quantum of equipment, railways have been able to lift more 
than 17 per cent of tonnage and obtain 26 per cent increase in net ton-mile. 


242. There is no doubt that a steady improvement in performance as a result 
of increasing efficiency in different aspects of railway working will pay a rich dividend. 
The task of advancing operating efficiency must be pursued vigorously and conti¬ 
nuously with the object of reducing the cost of transport. This becomes all the 
more necessary, as, with the rapidly increasing density of traffic, there will be a 
natural tendency for movements to slow down, which must be actively counteracted. 
While there is scope for improvement, we consider that if the railways are to carry 
out their plans for expansion to meet the need of trade and industry and fulfil their 
roll in the Second Five-Year Plan of the country, additional revenue by way of 
increase in freight is necessary. 


243. In connection with this question of operating efficiency, we have come 
„ .to the conclusion that the time has come to consider the 

beSdeV^'Ste? question whether smaller zones of say 3000 miles or so will 
of urgency. conduce to better control and operating efficiency. The 

Ministry of Railways initiated the process of delimitation 
in 1955 when the Eastern Railway was divided into two separate systems and it was 
expected that this would be followed up by similar dehmitation on other railways. 
We understand that the question of introducing the divisional organisation 
generally on the railways with a view to improving the efficiency of performance 
is being actively pursued. We consider, however, that such organisational efforts 
as may be needed to meet the challenge of heavy increase in traffic will not solve 
the numerous difficulties that have been created by the formation of large zones 
in 1952. In the high tempo of traffic during the Second and Third Five-Year Plan 
periods, these large zones will prove a severe handicap and will most seriously affect 
the efficiency of performance on railways. It is imperative that a bold attempt is 
made to rectify as quickly as p^sible whatt done in 1952 by the creation of 
the large zones. 
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CHAPTER X 


EFFICIENCY 


General 

remarks. 


236. In no phase of the evidence that was given to us by the various Chambers 
of Commerce and by individuals has there been such unanimity 


introductory criticism advanced regarding the efficiency of opera¬ 


tion of railways in India. This criticism has been voiced 
not merely by individuals not fully conversant with the technique of railway working 
required to evaluate the efficiency of operation, but even more by those who had 
been associated with the administration of railways and who are presumably in a 
posit ion to judge the efficiency of railway operation. They have forcefully expressed 
befo"e us that if the operating efficiency improves, there would be no need to increase 
the i'reight to cover the additional depreciation and interest charges in respect of 
capital expenditure programmed in the Second Five Year Plan and other charges 
to which we have referred in an earlier chapter. While we feel that operating 
efficiency can be further improved, we must point out that conditions in 1939 are 
almost totally inapplicable to conditions wliich existed soon after the attainnrent 
of Independence of the country and to the altered state of affairs in the last few years. 
Our terms of reference do not involve an examination of the operational efficiency 
of railways, nor are we called upon to make any recommendation in this behalf. 
The remarks that we have to make on this question are confined to seeing how far 
the (,'riticism made against the operational efficiency with a view to combating any 
proposal for raising freight rates is justified. 


Operating ratio. 


237. The operating ratio of Indian railways, i.e. the working expenses measured 
as a percentage of gross revenue, was 81.74 per cent during 
the year 1954 -55 ns against 85.02 in 1953-54 and as against 
66.48 in the pre-war year of 1938-39. It has come down to 81.93 during the year 
1955 -56. The comparison of the figure of 1938-39 with the present operating 
ratio is hardly appropriate in view of the completely different circumstances which 
prevailed then and which prevailed in the post-partition period. Operating ratio 
is a function of both expenditure and revenue. Even taking into consideration the 
increased rates that came into existence by the revision of the freight structure in 
1948, and, therefore, the increase in the earnings of gross revenue, the comparison 
would still be out of focus as the cost of maintenance, repairs, fuel, staff, etc. has 
increased quite out of proportion to the increase made in the rates and ffires. 


238. Our attention has been drawn to the fact that the speeds of goods trains, 

. ' both on the broad gauge and the metre gauge, have fallen 

tistic™* operating s a- considerably. This is in part attributed to the heavy increase 
in the density of traffic. The train-miles per running track 
mile during 1955-56 as against 1938-39 have increased on an average by about 
33 per cent on the broad gauge and 11 per cent on the metre gauge, but on most 
of the cross-country trunk routes and on several other sections carrying the great 
bulk of the traffic, the railways are working to saturation conditions. Further, 
several works of improvements in line capacity during the last two to three years 
have necessitated speed restrictions on many sections, with consequent slowing 
down of traffic. ■ 

239. The figures of wagqn-rniles per wagon-day are also not wholly satisfactory, 
but there are prominent indications of a rapid improvement in this respect, which 
show promise of much more satisfactory results. During oral discussions, some 
of th.c witnesses sufgcsted that if the railways in India keep their wagons moving 
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longer every day, substantial additional transport capacity would be had even with 
the present equipment. We understand that there is a determined drive to achieve 
better results in this direction which is already bearing fruit, and we are well-assured 
that all the necessary steps will be taken to effect more and more improvement in 
this direction. The results that will be achieved in this direction depend greatly 
not only on the efficiency of operation of railways, but also on the surrounding 
economic and business conditions and the patterns of traffic. 

240. The figures of net ton-miles per wagon-day are, however, very satisfactory 
during the last several years indicating better loading of wagons, due in part to 
chronic shortage in wagon space. 

241. It is interesting to find that were a comparison to be made between the 
increase in equipment and the increase in the service which is obtained from that 
equipment the results indic.ite that there has been an improvement in the standard 
of efficiency. The capital-at-charge has increased by about 13 per cent since 1952-53, 
which represents only about 3 per cent increase in the quantum of equipment. With 
this increase in the quantum of equipment, railways have been able to lift more 
than 17 per cent of tonnage and obtain 26 per cent increase in net ton-mile. 

242. There is no doubt that a steady improvement in performance as a result 
of increasing efficiency in different aspects of railway working will pay a rich dividend. 
The task of advancing operating efficiency must be pursued vigorously and conti¬ 
nuously with the object of reducing the cost of transport. This becomes all the 
more necessary, as, with the rapidly increasing density of traffic, there will be a 
natural tendency for movements to slow down, which must be actively counteracted. 
While there is scope for improvement, we consider that if the railways are to carry 
out their plans for expansion to meet the need of trade and industry and fulfil their 
roll in the Second Five-Year Plan of the country, additional revenue by way of 
increase in freight is necessary. 


243. In connection with this question of operating efficiency, we have come 
to the conclusion that the time has come to consider the 


Railway re-grouping 
be considered as a matter 
of urgency. 


question whether smaller zones of say 3000 miles or so will 
conduce to better control and operating efficiency. The 
Ministry of Railways initiated the process of delimitation 


in 1955 when the Eastern Railway was divided into two separate systems and it was 


expected that this would be followed up by similar delimitation on other railways. 
We understand that the question of introducing the divisional organisation 
generally on the railways with a view to improving the efficiency of j^rformance 
is being actively pursued. We consider, however, that such organisational efforts 
as may be needed to meet the challenge of heavy increase in traffic will not solve 
the numerous difficulties that have been created by the formation of large zones 


in 1952. In the high tempo of traffic during the Second and Third Five-Year Plan 
periods, these large zones will prove a severe handicap and will most seriously affect 
the efficiency of performance on railways. It is imperative that a bold attempt is 
made to rectify as quickly aS possible what Was done in 1952 by the creation of 
the targe zones. 


Sa 
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CHAPTER XI 


THE LIABILITY OF RAILWAYS FOR GOODS 
TENDERED FOR DESPATCH 


244. Our second term of reference requires us to examine whether the statutory 
provisions dealing with the responsibility of Railways as 
carriers need any, and if so, what modification ; and in the 
light of the modification proposed whether any adjustment in 
freight rates is warranted. 


The second 
reference. 


term of 


245. In the paragraphs that follow, we propose to examine the statutory provi¬ 
sions that govern the responsibility of railways as carriers, 
viskms ** governing*^^ ran- According to Section 72 of the Indian Railways Act, 1890, 
ways’liability as carriers, the liability of railways as carriers is that of a bailee. The 
section reads as follows ;— 

“ Responsibility of Railway Administrations as carriers ”. 

“72. MEASURES OF THE GENER.AL RESPONSIBILITY OF A RAIL¬ 
WAY ADMINISTRATION AS A CARRIER OF ANIMALS AND 
GOODS— 

(1) The responsibility of a railway administration for the loss, destruction 
or deterioration of animals or goods delivered to the administration 
to be carried by railway shall, subject to the other provisions of 
this Act, be that of a bailee under Sections 151, 152 and 161 of the 
Indian Contract Act, 1872 (IX of 1872). 

* * * 

(3) Nothing in the common law of England or in the Carriers Act, 1865 
(III of 1865), regarding the responsibility of common carriers with 
respect to the carriage of animals or goods, shall affect the respon¬ 
sibility as in this section defined of a railway administration.” 


246. Under Section 151 of the Indian Contract Act, in all cases of bailment, 
the bailee is bound to take as much care of the goods bailed to him, as a man of 
ordinary prudence would, under similar circumstances, take of his own goods, of 
the same bulk, quality and value of the goods bailed. Section 152 specifies that 
the bailee, in the absence of any specific contract, is not responsible for the loss, 
des truction or deterioration of the thing bailed, if he has taken the amount of care 
described in Section 151. Section 161 makes it clear that, if, by the default of the 
bailee, the goods are not returned, delivered or tendered at the proper time, he is 
responsible to the bailer for any loss, destruction or deterioration of the goods 
from that time. 

247. Section 72 of the Indian Railways Act is the basic section in respect of 
liability of railway administrations as carriers. Sections 72(a) to 78 of the Act 
contain further provisions in this respect and deal with the following 

“ 72A. Execution of forwarding notes in respect of animals or goods carried 
on a railway. 

“ 73. Further provision with respect to ihe liability of a railway administra* 
tio® 8fi a carrier of aniraals. 
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“74. Further provision with respect to the liability of a railway administra¬ 
tion as a carrier of luggage. 

“ 74A. Liability of a railway administration for goods in defective condition 
or defectively packed. 

“ 74B. Liability of a railway administration for goods carried in open 
vehicles. 

“ 74C. Liability of a railway administration for animals or goods carried 
at owner’s risk rate. 

“ 74D. Burden of proving misconduct where goods carried at owner’s risk 
rate are not delivered to the consignee or are pilfered in transit. 

“ 74E. Liability of two or more railway administrations for through traffic. 

“ 75. Further provision with respect to the liability of a railway administra¬ 
tion as a carrier of articles of special value.’ 

“ 76. Burden of proof in suits for compensation. 

“ 77. Notification of claims to refunds or overcharges and to compensation 
for losses. 

“ 78. Exoneration from responsibility in case of goods falsely described ’’. 

248. Among these, Section 74 C is of special importance. It provides that 

railways may limit the bailee’s liability when animals or 
Owner’s risk rates goods are charged for conveyance, under what are called 
f/mp owner’s risk rates which are’lower than the normal rates 

r<.gard, at railway risk. The railway administration in such cases 

is not responsible for “ loss, destruction or deterioration 
of or damage to goods from any cause whatsoever,” except when it is proved that 
such loss, destruction, deterioration or damage was due to negligence or misconduct 
on the part of the railway administration. 

249. The word “ negligence ” was added to and included under the Indian 
Railways Amendment Act, 56 of 1949. Previously, a railway administration was 
liable when goods were conveyed at owner’s risk rates, only in proven cases of 
“ misconduct”. 

250. In the Act, as originally framed, a railway administration was permitted 
to limit its responsibility as bailee under special contract with the consignors, but 
such a contract in accordance with Section 72(2) had to be in writing and in a form 
approved by the Central Government. The special contracts, which were in force 
until 1950, were known as Risk Notes, and their main effect was to make the consignor 
assume a greater portion of the risk in the carriage ot consignments. Under such 
contracts, the responsibility of the railways was extremely limited though not com¬ 
pletely eliminated. For instance, by signing Risk Note ‘ B in consideration for the 
special reduced or owner’s risk rates charged, the consignors undertook to hold 
the railway administration— 

“ harmless and free from all responsibility for any loss, destruction or deteriora¬ 
tion of, or damage to, the said consignment, from any cause whatever 
except for the loss of a complete consignment or of one or more 
complete packages forming part of a consignment due either to the 
wilful neglect of the railway administration or to theft by or to the 
wilful neglect of its servants provided the term wilful neglect be not 
held to include fire, robbery from a running train or any other unforeseen 
event or accident.” 
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Thus, when Risk Note ‘ B ’ was executed the railways were, for aU practical 
purposes, absolved of all responsibilities. Any apparent protection given to the 
trader was illusory, because the onus of proviiig wilful neglect was on him, while the 
explanation of the loss or injury was within the exclusive knowledge of the railway. 

• * so obviously unjust that on representations from trade 

interest.;:. Risk Note B form was revised in 1924. The word ‘ misconduct ’ 
was substituted for wilful neglect and in addition it was provided that in the following 
CESCS— 


(a) Non-delivery of the whole of the consignment or of the whole of one or 

more packages forming part of the consignment.where such non¬ 

delivery IS not due to accidents to trains or to fire. 

(b) Pilferage from a package or packages forming part of the consignment.... 

the railway administration was bound to disclose to the consignor how the consign¬ 
ment was dealt with throughout the time it was in its possession or control and 
if necessary, to give evidence thereof before the consignor was called upon to prove 

^l^fonduct on the part of the railway administration 
or Its seiwants could not be fmrly inferred from such evidence, the burden of proving 
such misconduct from such further facts as might be adduced was to lie upon the 
consignor. ^ 

the disclose the manner in which 

f ^ m K ^ custody, lightened the difficult task of the 

consignor, and the substitution of the word 
misconduct for the word wilful neglect ’ lessened the burden of proof further. 

until 1949, when, in view of mounting protests 

InTthe SpH fnr the cumbersome procedure of executing risk notes 

and the need for a statutory provision of the terms contained in the risk notes the 
Act was amended What had been a contractual obligation in the past was converted 

the resMn^hilfiv°nf I°" °u always and the amendments defined 

the responsibility of the railways in this behalf. It was further enacted that the rail- 

d-truoS “ 

Sp’nrL ® ^ ®U‘=h,loss, destruction, deterioration or damage could 

S ?nv iff fi^’^ervant^ “h ^ to misconduct On the part of the railway administration 
rJuufX • f ^ to negligence. It v/as also provided that the 

deS wit^whiif ifwil consignor how the consignment was 

orTnrSrrof I ' Possession or control if the goods were not delivered 
or any part of the consignment or package was pilfered in transit. If negligence 
or misconduct on the part of the railway administration could not be fairly mferred 
from the disclosure made by the administration, the burden of proving such negli- 
gence or misconduct then lay on the consignor. Thus, what wTKally fm 

reduced Ses^Trffi^p n all liability for injuries to goods carried at 

?f resmms ffilitv as ^he same level 

ot responsibility as in the case of goods booked at railway risk rates. 

254. Although the amendment of the Indian Railways Act in 1949 has led to 
Recommendation assuming virtually the same responsibility 

oS^"isk“ LThe the freight is carried at railway risk or owner’s risk! 

future. , ^ Pmsent there are only about 300 commodities for which 

,... . lower rates exist under owner’s risk condition While these 

commodities may form a very large proportion of the total traffic S!ne bv the rail 
ways, thousands of commodities are now charged only at JSay risk rates Wc, 
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therefore, consider that the general policy of the railways should be to quote rates 
at railway risk and we recommend that, with the exception of the few commodities 
listed below, the classified rates in the revised rates structure should be applicable 
at railway risk only and that station-to-station rates quoted for such commodities 
are also to be invariably at railway risk.— 


Betel leaves 
Curds 
Fish, fresh 
Fish spawn 
Faiits, fresh 


Bentonite 
Bone dust 
Bone meal 
Bones 

Bone sinews 


Ice 

Meat, fresh 
Milk 
Onions 
Plants 


Chalk, including calcium carbonate, chalk 
prepared or precipitated 
Charcoal fuel 
Cinders 
Clay, china 


Potatoes 
Potatoes, svvcet 
Vegetables, N. O. C. 
Asbestos, crude 
Ballast 


Fireclay 

Firewood 

Sand 

Tiles, common, roofing 
Coal, coke and Patent Fuel 


Similarly, with reference to livestock, vve have recommended that the existine 
pcticeot providing alternative railway risk rating upto the limits in value fixed 
u 73 of the Indian Railways Act shou'd be discontinued and the traffic 

should be carried only at railway risk. For giving effect to this recommendation 
no amendment of the Indian Railways Act is needed. ’ 

255. Having briefly traced the developments in the statutory provisions dealing 
Railways’ claims With the responsibility of railways as carriers, we shall now 

., . , . , consider the main aspects of the railways’ claims position, 

m the light of which we have to suggest what changes may be made in the provisions 
governing the liability of the railways as carriers. 


256. Figures showing the value of compensation claims paid for each vear 
from 1938-39 to 1955-56 are as follows :— ^ 


Years 

Number of 
claims 

Value 1 Years 

Number of 
claims 

Value 



Rs. 1 


Rs. 

1938- 39 

1939- 40 

34,574 

34,679 

4,28,757 III 947 48 

5,40,886 11948 49 

1,10,603 

1,60,724 

1,31,41,892 

2,26,56,836 

1940- 41 

1941- 42 

42,808 

59,300 

7,27,859 61949-50 

10,15,266 |l950 51 

1,86,454 

1,60,985 

4,08,10,298 

3,32,61,713 

1942- 43 

1943- 44 

62,913 

84,253 

18,21,842 !|951-52 

44,72,324 81952-53 

s 

81,02,929 S1953-54 

1,44,97,301 il954-55 

90,33,649 |l955-56 

1,81,825 

1,85,548 

3,15,75,406 

3,14,08,745 

1944- 45 

1945- 46 

1946- 47 

85,851 

1,31,124 

85,681 

1,98,792 

2,10,279 

2,40,179 

2,86,69,650 

2,68,00,489 

2,90,85,116 


Even after making full allowance for the sharp rise in prices in recent years th^s 
figures reveal a serious state of affairs. It will be seen that the increase commenced 
in 1940-41 and mounted steadily during the war years. With tlie cessation of war 
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there was a fall in 1946-47, but with the partition of the country and acute shortages 
in some commodities, the figures mounted rapidly till they reached the maximum 
level in 1949-50. Thereafter, there has been a sloW and steady decrease. This 
decrease is attributed by the Railway administrations to some important remedial 
measures which they have adopted. Amongst these mention has been made, in 
particular, of periodical observance of “Stop rough handling” and “Packing, 
Labelling and Marking” (“P. L. M. ”) check up weeks, spot checks at stations, 
marshalling yards, goods sheds and parcel she'ds, insistence on dunnage in respect 
of despatches of sugar and foodgrains, improved methods of loading foodgrains 
to avoid loss due to “ bleeding” and more extensive use of Ellis Patent Locks on 
wagons containing valuable commodities. The strengthening and re-organisation 
of the Watch & Ward Force also has had, according to them, a very considerable 
effect ;n the prevention of claims. This Force has now been designated as the Rail¬ 
way Protection Force, and by a recent Bill introduced in Parliament, the duties 
allotted to this Force and its jurisdiction are sought to be extended. This, it is hoped, 
will make the Force a really effective one. 

257. The Railway Board publish annual statements railway-wise, showing the 
numb.;r of claims received in respect of goods damaged, lost or overcharged and 
the average time for settlement. They also publish another statement showing the 
number and value of claims paid on account of various causes like goods lost, goods 
stolen, goods damaged by wet, goods damaged by fire, goods damaged by breakage 
and other causes. We have studied the statements issued by the Railway Board 
and we note that claims paid are the heaviest on account of goods lost and the next 
heaviest on account of goods stolen. These losses, are, in many cases, attributable 
to thefts, though not so recorded, as they are not detected in time ; it is in this respect 
that neasures for the prevention of theft assume great importance. 


258, We have had the benefit of reports prepared by Committees or individuals, 
who have dealt with the question of claims. In 1954, 
References in other g jq Mullick, 1. P., Director, Intelligence Bureau, 

cla^s*position Ministry of Home Affairs, was specially deputed to enquire 

into and report on Compensation Claims on Indian railways. 
Earlier, departmental investigations were conducted and a report was submitted 
by Shri A. A. Brown. Recently, the Railway Anti-Corruption Enquiry Committee, 
after an exhaustive enquiry, has dealt with the subject at great length and put forward 
various useful recommendations. 


259. Chambers of Commerce and individual witnesses on behalf of the public 
. . ,, have, both in their written replies, and in their oral evidence, 

ways’ -laimsposition^^ " showed a unanimity of opinion on the subject of claims. No 
other aspect of railway administration has been subjected 
to such critical evaluation as the causes which lead to claims, the manner in which 
they are dealt with and how they are settled. Whether the goods are booked at 
railway risk or at owner’s risk, the attention paid by the railways in the matter of 
handling of these goods seems to be the same. Loss of goods, damage to goods, 
pilferage at booking or receiving stations and theft while the goods are in transit 
are all stated to be not abnormal circumstances connected with the carriage of goods 
by railways. It has further been alleged that at least in some instances, and some 
witnesses even go to the extent of saying in many instances, some of the railway 
staff are directly connected with these losses or pilferages or thefts cither by being 
parties to them or by conniving at them. Making allowance for exaggeration 
in some cases or warped imagination of a consignor or a consignee who has lost 
his goods, we consider that losses through thefts have assumed such proportions 
that radical remedies are required to deal with the situation. 
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264. There is no doubt that if railways are to take Over additional liability 
and virtually become insurers of property, the railway-users will be relieved of a 
worry and uncertainty. The assumption of additional liability will mean that 
railways will have to pay additional compensation claims. But, this fact will 
necessarily oblige them at all levels of the administrative machinery to tackle the 
matter of pilferages or thefts, careless or wilful mishandling of goods etc more 
energetically and effectively than they have done so far. We are of the opinion 
that it is inevitable that the railways at some stage or other must come in confor¬ 
mity with the railway administrations of other countries and must accept the res¬ 
ponsibility of common carriers. We have little doubt that such a bold step will 
be the only satisfactory means of solving the problem. We are not unaware of 
the difficulties in assuming this responsibility. The assumption of common carrier 
risk may mean not only paying out additional sums by way of compensation claims 
but also paying them promptly. There will be an increased burden of work on 
railways in regard to claims settlement, and at the present period of unpreceden¬ 
tedly rapid development of railway capacity and very heavy demands on the 
entire railway organisation, this additional work may put a severe strain oreani 
sationally and administratively on the railways. We have given serious conside 
ration to these major problems that will arise if common carrier liability is 
undertaken by railways. Nevertheless, having given due consideration to all 
aspects of the question as presented by the railway administrations and bv the 
public, we are decidedly of the opinion that this responsibility of common carriers 
must be taken by the railway administrations in India. 

265. In the course of the evidence, we have been struck by the testimony of 
more than one Chamber of Commerce and of individuals that what the consignors 
and consignees are most anxious about is not so much the rate of freight charge 
as the timely and safe arrival of goods at destination. Hence, we have reason to 
believe that the public would derive much satisfaction from a radical change from 
bailee s liability to that of a common earner, as this is bound to tone up the adminis 
trative machinery of railways in respect of effective prevention of transit losses and 
will thus compensate, to some extent, the increase in freight rates recommended 

266. With due realisation of the administrative difficulties which will orespnt 
themselves to the railways in organising the necessary staff required to deal with 
the situation we have come to the conclusion that this assumption of resnonsihi- 
hbes by railway administrations of a common carrier can and should be given 
effect to within one year after the coming into force of the new railway frdeht 
structure which we have recommended. Some of our colleagues feel doubtfu 
whether the necessary administrative and organisational reforms can be brought 
about within this period for the railways to assume the responsibility of a comSi 
carrier. The rest of us, whi e appreciating the task before the railways in this resnect' 
conHdently believe that railway administrations are resourceful enough to risrto 
the occasion and put through the necessary reforms within the time suggested It 
wil be noticed from an earlier paragraph that departing from the two distinct 
systems of rates owner s risk and railway risk rates, we have recommended tEft 
practically all the commodities carried by the railways should be at railway risk 
only. A few exceptions have, however, been made where alternative risk rates 
have been permitted on account of the nature of the commodities We have S 
this recommendation also, m view, to a certain extent when we recommended thp 
revised scale of rates for different commodities carried by railways When thE 
railways assume the coinmon carrier liability, they should not be permitted to limit 
such liability except for the very few commodities for which owner’s risk rates hSe 

‘kbeen retained in our recommendation. Even the extent to which the liability 
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261. Itis apparent from the information that we have received from the railways 
and from the trade that the question of claims prevention boils down largely to 
one of preventing crime in the shape of thefts and pilferages, whether inside the 
railway premises or outside. We are informed that a large number of people are 
apparently earning their livelihood by regular and organised thefts of goods either 
in the custody of or belonging to the railways, and in our opinion, adequate atten¬ 
tion has not been paid to this aspect of the question. As Shri. Mullick has pointed 
out in his report, there is a great deal to be done by the railways themselves in tight¬ 
ening up the procedure and providing better supervision and facilities for checking 
thefts and pilferages. We have pointed out already in this connection, how rail¬ 
ways are addressing themselves to this task through re-organisation of their Watch 
and Ward Force and through other preventive measures. But, there is another 
side to this problem and that is the responsibility of the State Governments. We 
have no doubt in our mind that if crime on railways has to be successfully scotched. 
State Governments have to play their part, and in our opinion, this matter should 
be zealously pursued by the Ministry of Home affairs, so that the States are per¬ 
suaded to carry out with expedition the changes suggested by Shri. Mullick in the 
police organisation connected with railways. The present unsatisfactory position 
regarding thefts on railways appears to be dismissed as a minor matter concerning 
the railways and their staff and, therefore, of the Union Government. The social 
irapiicat on of the crime is overlooked. Fundamentally, it is a law and order 
problem and cannot be solved finally without the actual and ultimate intervention 
of the Slate Governments. 

262. Against this background of widespread and unchecked thefts on railways 
Our conclusions re- and the heavy incidence of claims, it is not unreasonable 

garding railways’ liabi- that the business community should desire railways to accept 
lity position. the liability of a common carrier , i. e., virtually that of an 

insurer instead of that of a bailee. We find that in most other countries, like U. K., 
U. S. A., Canada and France, the liability of railway administrations is that of a 
common carrier. 

263. The Railway Board, in their reply to our questionnaire, have stated that— 

“ It would not be expedient for the Railways to take on themselves the 
liability of an ‘ insurer ’ or ‘ common carrier ’ to cover what properly 
is the responsibility of the State Government unless there are clear 
indications that this responsibility will be effectively discharged. 
Particularly in the present context of continued heavy thefts and 
pilferage of goods in transit by rail over the Indian railways, the present 
time, in any case, is singularly inopportune for the railways to assume 
the liability of a ‘ common carrier ’ or ‘ insurer ’ of goods instead 
of that of a bailee. Other factors, which are peculiar to the Indian 
railways and should also be taken into account in this context, are 

(i) greater incidence of damage (particularly damage to perishables 
etc.) at the transhipment points because of various gauges, there 
b hng a considerable number of such points over the Indian railways ; 

(ii) the standard of packing of the goods in India not being of a very high 

order as is in the more advanced countries where the liability of the 
railway is that of a ‘ common carrier ’ ; 

(iii) the wide variations in climatic conditions ; 

and 

(iv) the comparatively long hauls with greater hazards in respect of delay 

in transit. 

In all these circumstances, it is felt that no change should be made at this stage.” 
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one of preventing crime in the shape of thefts and pilferages, whether inside the 
railway premises or outside. We are informed that a large number of people are 
apparently earning their livelihood by regular and organised thefts of goods either 
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ening up the procedure and providing better supervision and facilities for checking 
thefts and pilferages. We have pointed out already in this connection, how rail¬ 
ways are addressing themselves to this task through re-organisation of their Watch 
and Ward Force and through other preventive measures. But, there is another 
side to this problem and that is the responsibility of the State Governments. We 
have no doubt in our mind that if crime on railways has to be successfully scotched. 
State Governments have to play their part, and in our opinion, this matter should 
be zealously pursued by the Ministry of Home affairs, so that the States are per¬ 
suaded fo carry out with expedition the changes suggested by Shri. Mullick in the 
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regarding thefts on railways appears to be dismissed as a minor matter concerning 
the railways and their staff and, therefore, of the Union Government. The social 
implicate on of the crime is overlooked. Fundamentally, it is a law and order 
problem and cannot be solved finally without the actual and ultimate intervention 
of the State Governments, 

262. Against this background of widespread and unchecked thefts on railways 
Our ccinclusions re- and the heavy incidence of claims, it is not unreasonable 

garding railways’ Uabi- that the business community should desire railways to accept 
lity positioa. the liability of a common carrier , i. e., virtually that of an 

insurer instead of that of a bailee. We find that in most other countries, like U. K., 
U. S. A., Canada and France, the liability of railway administrations is that of a 
common carrier. 

263. The Railway Board, in their reply to our questionnaire, have stated that— 

“ It would not be expedient for the Railways to take on themselves the 
liability of an ‘ insurer ’ or ‘ common carrier ’ to cover what properly 
is the responsibility of the State Government unless there are clear 
indications that this responsibility will be effectively discharged. 
Particularly in the present context of continued heavy thefts and 
pilferage of goods in transit by rail over the Indian railways, the present 
time, in any case, is singularly inopportune for the railways to assume 
the liability of a ‘ common carrier ’ or ‘ insurer ’ of goods instead 
of that of a bailee. Other factors, which are peculiar to the Indian 
railways and should also be taken into account in this context, are :— 

(i) greater incidence of damage (particularly damage to perishables 
etc.) at the transhipment points because of various gauges, there 
biing a considerable number of such points over the Indian railways ; 

(ii) the standard of packing of the goods in India not being of a very high 

order as is in the more advanced countries where the liability of the 
railway is that of a ‘ common carrier * ; 

(iii) the wide variations in climatic conditions ; 

and 

(iv) the comparatively long hauls with greater hazards in respect of delay 

in transit. 

In all these circumstances it is feltthsumn to which 'the liability 
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may be limited in these cases should also be clearly laid down. In this conne 
tion we would like to refer to the practice in America in respect of what are calk 
“ released valuation rates.” These released valuation rates unlike the presei 
owner’s risk rates on Indian railways, do not exonerate American railways from tl 
resDoasibility for loss or damage, but they limit the extent of the claims. Tl 
released valuation rates have very limited application and require the prior approv 
of the Interstate Commerce Commission. 


067 As the railways are called upon to assume additional risk of transpoi 
it would be necessary to enforce more rigid conditions b 
Packing conditions. packing so that more and more commodities should con 
under what are known as compulsory packing conditions. 


268. The question of packing conditions has been examined by us in some deta 
At the time when important changes were introduced in respect of the procedu 
relating to the acceptance of goods and parcels traffic, in order to bring it in In 
with the amendments to certain Sections of Act IX of 1890 passed in 1948, packir 
conditions were for the first time prescribed for all commodities carried by railway 
oth »r than those carried loose or in bulk. The scope of compulsory packii 
conditions was also enlarged. We feel that with the advance of industrialisatic 
in this country, the time has come to review both the packing conditions general 
ami the list of commodities for which compulsory packing conditions may 1 
applied We see welcome signs of packing industry developing in this countr 
Railways can incidentally assist in fostering and developing this industry by layii 
down improved packing conditions. Hence we recommend that the prese: 
packing conditions be reviewed. Having regard to the fact that our recommend 
tion contemplates railways assuming responsibilities of common earners with 
one year after the coming into force of the revised freight structure, we recommei 
that revised packing conditions, where necessary, and also compulsory provisit 
of packing conditions in respect of a larger number of commodities may be pre 
cribed and brought into effect simultaneously with the assumption by the railwa 
of the liability of common carriers. Industrial progress of the country to a ceita 
extent is determined by the degree of care in which commodities are transport! 
from place to place and we have no doubt that industries would respond to tl 
conditions to be laid down by the railway administrations. 


Significance of the 

terms ” loss ” and 

“ non-delivery ” and 

need to amend the 

statute in this regard. 


269 We shall now refer to certain minor difficulties which shippers cor 
across in regard to claims. The responsibility of railw; 
administrations has been laid down in terms of loss, de 
truction or deterioration. These terms have been t 
subject of a good deal of discussion and many Judici 
decisions. The question has been debated whether t 
term ‘ loss ’ refers to the physical loss of a consignme 
or loss by the result of non-delivery. It has been argu 
that non-delivery is different from physical loss to which alone Sections 151, 1 
and 161 of the Indian Contract Act apply and that in regard to non-delivery as sue 
the responsibility of the railway administration should be as stipulated in Sectn 
160 of the Indian Contract Act, in accordance with which the bailee is held respo 
sible for non-delivery. This position may be suitably amended through speci 
inclusion of the term ‘non-delivery’ in the Act. 
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270. There is also the question when the responsibility of the administration 
ceases. Whether it ends once the goods reach the destina- 
When does respon- tion station and a reasonable period is allowed thereafter, 
sibility cease ? for taking delivery by the consignee . In other woi ds is 

the reasonable time synonymous with w'hat is commonly 
known as ‘free time’ for delivery and whether the administrations need not 
hold themselves responsible for any damage or loss occurring subsequently. The 
complaint made was that railways had, of late, adopted the praedee of rejmdiating 
claims on account of damages to consignments not removed within the free time 
after unloading. We are not sure that railways cease to be bailees automatically, 
once the free time for wharfage is over. This matter needs sympathetic exami¬ 
nation. 


271. It has been suggested to us that suitable amendments may be made either 
to the Indian Railways .\ct or to the Evidence Act providing 
for certified copies of Forwarding Notes and entries in 
standard books and registers used at stations, like Receipt 
and Delivery Books, Number Takers’ Hand Books, Seal 
Memo Book, etc., being admitted as evidence without the 
originals being produced, except when either party challenges 
the correctness of any of the certified copies. The Banker’s Book Evidence Act 
contains a similar provision and we agree that if this is done in respect of Forwarding 
Notes or of entries in the books maintained by the railways in the usual course of 
business at stations, it will avoid hold-up of railway records in most cases and help in 
the speedier disposal of claims. 


Need for providing for 
certified copies of 

Forwarding Notes, etc., 
being produced as 
evidence. 


272. In terms of Section 75 of the Indian Railways Act, 1890, railways do not 
undertake the normal bailee’s liability at railway risk for 
Excepted articles. certain articles of special value, when packages containing 
such commodities tendered for despatch exceed Rs. 300 each, unless the contents 
and value of the packages are declared at the time of booking and a “ percentage 
charge” (usually called ‘insurance’ charge on Indian railways) on the declared 
value is paid in addition to the freight charge at railway risk. By paying the 
percentage charge, the consignors are assured that the railways have taken the full 
liability of a bailee under the Indian Contract Act in respect of such consignments. 
In view of the fact that it has been proposed that railways should, in most cases, 
assume the full liability as a bailee for articles tendered to them for transport and 
that the existing practice of quoting owner’s risk rates be discontinued except for a 
few commodities, we consider that the list of excepted articles, as given in Schedule 2 
to the Indian Railways Act, 1890, should be reviewed, so that, some of the items 
may be deleted from the list. We feel that while articles, like Gold and Silver, 
should correctly come under excepted articles, silk should be deleted from the list. 
Silk apparel can hardly be considered of very high value, and it was represented to 
us that there are other costlier wearing apparel which does not come under the 
excepted category. The practice of all articles of glass, china and marble being 
treated as excepted articles should also be dispensed with. Glass is not an expensive 
material to-day and it enters into so many uses for the ordinary consumer that it 
can hardly be considered as an article of special value. In such cases, the fragile 
nature of the articles has been taken into consideration in describing them as excepted. 
In the United Kingdom also, breakable articles like glass have to be separately 
declared, when above a certain value. But not so in the United States and Canada. 
As for the fragile nature of the commodity, the obvious solution is to lay down 
stricter packing conditions, if necessary. Electric bulbs, etc., which are made of 
glass, are so welI-T»ackwJ iwwadays that they generally stand the hazards of transport, 
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The present entry “ Art pottery and all articles made of glass, china, marble,” 
the Committee suggest, may be revised to “ Art pottery and works of art made of 
glass, china and marble. ” Similarly, we consider that Musical and Scientific 
instruments should no longer find a place in the list oi’excepted articles. If necessary, 
to cover the additional risk, stricter packing conditions may be imposed. 


273. We have received complaints that the procedure outlined in Sections 77 and 
140 of the Indian Railways .Act, 1890, for the notification 
notice— Qp claims sometimes causes liardship and leads to rejection of 
claims on a technical pi si of improper notice. We 
recommend that a notice of claim served on the General Ma.nager or the Chief 
Commercial Superintendent of a railway should be valid in law and tlie necessary 
amendments in Sections 77 and 140 of the .Act shouk! b; carried out. 


Serving of 
amendment to Act. 


274. Under Section 72-A of the Indian Railways Act, we find that Forwarding 
Notes are required to be executed for carriage of goods by 
Forwarding Notes for trains other than goods trains when tiie goods comprise 
animals tendered for articles carried at owner’s risk rates, those of perishable 
than^j'oods tra'ins— nature, those mentioned in the second schedule, those 
amendment to Sec- defectively packed or in defective cop.dition and goods 
tlon72-Aof the Act. coming under the category of “explosives or dangerous” 
consignments. There is, we find, no mention in this Section 
of the need for execution of Forwarding Notes when ani mals are tendered for carriage 
by tra ins other than goods trains, although, in view of the provisions of Section 73 
of the Act, it is necessary that the value of such animals be declared. This, we 
consider, is a lacuna in the law and may b; removed by making a suitable provision 
in Section 72-A in regard to the execution of Forwarding Notes, when animals are 
tendered for carriage by trains other than goods trains. 
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CHAPTER XII 


RAILWAY RATES TRIBUNAL 


275. One of our terms of reference requires us “ to examine what changes, if 
any are needed in the existing constitution, jurisdiction and 
third term of i.’_ _r_i_Unt.,,. nri-;K.<nQl cn tuot (i,» 


The 
referenee. 


ailjj ai^ 111 VIIV^ J 

rules of procedure of the Railway Rates Tribunal, so that the 
Tribunal might be a more effective and expeditious instrument 
for adjudication of railway freight matters at a reasonable cost to the litigant.” 


276. The Railway Rates Tribunal is a body established by Act 65 of 1948 and 

came into being with effect from the 4th April, 1949. Ihe 
Existing statutory pro- powers of the Tribunal are defined by Sections 41 and 42 of 
visions regarding Railway Railways Act, 1890, as amended by Act 65 of 1948. 

Rates ri una . Tribunal consists of a President and two other members, 

appointed by the Central Government and ail the members are chosen from those 
who are or have been, or are qualified for appointment as. Judges of a High Court. 
The Tribunal has the aid of assessors in coming to decisions on any matter 
referred to it. 

277. Before examining the evidence received by the Committee from various 

organisations and individuals regarding the working of the 
Early developments m j^^ilway Rates Tribunal, it is desirable to review in brief the 
regard to the tribunal. circumstances which ultimately led to the appointment of 
the Tribunal. 

278. In the early days of railways in this country, the need for detailed control 
by Government was not felt. As more railways were established and more 
railway companies were formed, there was a growing desire that Government should 
have a check on the rating policy of the companies to safeguard the interest of both 
the railways and the public. By a resolution of the Government of India, of 12th 
December, 1887, it was laid down, amongst other principles, 

“ that, although in the interests of the public, Government should abstain 
from direct interference in the matter of rates and fares, yet there are 
certain ruling principles which Government, as the guardian of public 
interests, must see complied v/ith by the railway administration. 
There should be no undue preference, in other words, railway adminis¬ 
tration ought not to be permitted to make preferential bargain with 
particular persons or companies, such as granting them scales of 
charges more or less favourable than those granted to the public 
generally. Again, in cases where the traffic offering is sufficient to 
justify these arrangements, railway administration must give reasonable 
facilities for public traffic between any two railway stations, each 
railway administration being contented to receive for its share of the 
through rate, less than its ordinary local rate.” 

This principle, so well-enunciated at the time, remained, however, rnostly a dead 
letter for Several decades thereafter. 


279. The Indian Railways Act IX of 1890 . was passed in that year and the 
question of safeguarding the interest of the public having been brought prominently 
to the notice of Government, provision was made in that Act for the appointment 
of a Commission styled a Railway Commission, to which could be referred certain 
complaints regarding the railway administration. The Commission was to consist 
of one Law Commissioner and two Lay Commissioners. They would take 
cognizance of such cases as might be referred to them by the Governor-Geaeral"in» 
Couhcil, The nature of the ohsos, whidb might be refSpred to the Comarigrtoiren, 
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was defined by Section 28 of the Act. Section 42 of the same Act nrcsrrih^t 
duties of the railway administration to arrange for receivhm and forwirdim’ tnffic 
without unreasonable delay and without partiaiity, and Sect' on 43 deal w h uSe 
preference in case of unequal rates for like traific or service All hese m mrs 
could be investigated by the Railway Commission. The Railway tfomm ^of 
however was never set up and the law remained a dead letter for ovcfohrcrfoca h-s’ 

were made in the th. n Imperia! Leeislative 
Council by Sir Vithaldas fhackersey in I9l2and Mr. Mohanvned Ah J''nnali''in 1917 
for the appointment of a Committee of Enquiry to investipa ,e ai wly 

rates with a view to eliminate undue preferener or .'arti'iHiK m ml o/ «)iway 
rates Finally in 1920, the Government of India appointed !1 e AcworthCfommlttee 
which was required, amongst otlier things, to report whetirer the then system of 
control by Government of rates and fares and the machinery for deciding 
between railways and traders was satisfactory, a<fo if not to advise what f 

t,o„s were desirable^ The Commh.ee. aftS a„ exiSiWiv ' 

following recommendations on this term Of reference ^ 

“ We have found a unanimous readiness on both, sides to accept the consti- 
thP Tnbiinal practically identical with that nx-ommended 

fo, the same duties by the Rates Advisory Committee constituted 
under the English Ministry of Tra.nsport Act, 1919 and'accl'nted as 
satisfactory both by the Railway Co'mpanics and by the representative 

m?nt™of'’T”Rm recommend the establish- 

ment of a Rates Tribunal consisting of an experienced lawyer as 
Chairman and two lay members, one representing the Railways and 
otner commercial interests with power in any case deemed of suflicient 
importance to add tevo additional members one on eaSi side We do 
not think It necessary to go into the constitution and powers of the 
suggested Tribunal m any further details. ” ^ 

280. The Government of the day did not, however, accept the recommendations 

Appointment of Rail- -r.Government was 

way Rates Advisory csponsible lor a commercial return from railways, it was not 
Committee—its func- Proper tor the Rates Tribnnal to exercise control over rate'’ 

«»"*• f fixing such rates. Ultimately, in consultation 

o .w- b a TU r, •, Central Advisory Council for Railways. Government 

appointed the Railv/ay Rates Advisory Committee in April 1926 to deal with certain 
complaints of undue preference and unreasonable rates and other min 
The opinion of the Committee was advisory and was not binding on Governmer t’ 
The question of classification of goods as such wc.s o- itside th r purview of the Rad-' 
Committee. Further, only such eomFlaints could te 4ela 
notice of by the committee as would be referred f <> it by Government 

Indian Railway Enquiry Committee, better known as the 
Wedgwood Cornmittee, went into this question and in pamgraph 133 of their 
Report, observed as follows :— f 6 P ot their 

“ Whilst we consider that the present arrangements can be and ought to 
be improved we do not favour the appbintmeat of a body like the 
Railway Rates Tribunal or the Interstate Commerce Commission on 
the ground of the legal character necessarily assumed by the hearings 
before such a body and the cost involved to applicants ” 

They also stated that— 

if special difficulties are imposed on the raising of charges, this must 
necessarily operate as a discouragement to their reduction and will 

” cemtraty to th« comujerdai jotwrert 
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282 I he Railway Rates Advisory Committee continued >o fiinctinn tIV 

i" 1. funcfitieci ™r ;Sr!; , e“v 

i?:L„srhr.f';rr .°r, 

Government and that its findings could not be imnlemented directiv befnrp 

283. According to the original proposal of tlie Ministry of Railways, approved 
Constitution of the ^ . Cabinet, tne Railway Rates Tribunal was to consist 
Railway Rates Tribunal, a judge as President and four member.s—two to be drawn 
ct, a- f railways and two from industry and commerce The 

Stand^mg finance Committee recommended not only a reduction in th^SieJof 
members fiom five to three, but went further and sutriiestcd th^f ill thA u 

judges, should be assisted by assessors drawn from two panels one set un bv^tho 
H Chambers of Commerce and Industry and'lhe other set un hv 

the Railway Board. Tnis recommendation was finally accepted bv Governmont 

w- coSrs o„‘ 


Legal bia,s of the 1 ri- 
bunal—system of asses¬ 
sors—its failure and 
public opinion in this 
regard. 


284. The Standing Finance Committee, in recommending the composition of 
the Gibunal, vir ually converted it into a law court with an 
inevitab.e legal b.as. The problems to be dealt with in 
freight rates cases and the decisions to be implemented J 
connection therewith do not relate to ordinary diSitis 
about primary facts between two private individuals bu^ are 
, . Ultimately concerned with public interest, involving Questions 

Rates^Trihun'i*^'^^'*^^ ^'^ect parties concerned in a complaint before the 

Rates Tnbunal may not be so very imporlant as the interests of the eenenl nnhUrf 

aaa delllikSlj’ ordlS/cilli'cZ c,?a? 

commerce and one from railways—assist the Tribunal during the hearing 
cornplamts. We have had the opportunity of receiving evidence of soi^e of 
pntlemen who have acted as assessors. We hjive also had the benX of Je 
sSe°d th^A^ learned advocates who appeared before, the Tribunal, and we are 
that assessors has failed in its purpose. We were informed 

that the assessors are present during the hearing of the complaint and after ha^nn 
heard the counsel, are required to give an agreed opinion, if pSibfc or ["dSjua®, 
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opini( )ns, if necessary, and having done so in writing, they disappear from the scene 

I ®. Tribunal takes place without 

assessors being present and m that critical stage of arriving at a judgment neither 
.vLleTof'Ey'the Trib™'aT” “""""''‘'I ”<>' »f •1'= railway panel Is 


. received evidence from various Chambers of Commerce and 

wl^Iko composition and working of the Railway Rates Tribunal. 

S thi advantage ot the views expressed by the President and members 

°before us in person. The evidence discloses deep dissatisfaction 
with the composition of the Tribunal, with the procedural difficulties that com¬ 
plainants have to meet with, with the elaborate and formal investigation that the 
Tribuna consequent high cost of litigation before the 


286. We have already referred to the satisfactory working of the Railway 

Our conclusions and .Constituted on a different basis 

recommendations regard- Kdilway Rates Tribunal. Whatever might have 

ing constitution. been the apprehension in the minds of the legislators in 1948 

K -.u 1 . consider that, in the Railway Rates Tribunal, there must 

be men with knowledge or experience in the economics of railway administratkm 
and with general experience of trade and commerce and that it should not be over¬ 
weighted with persons purely of judicial or legal experience. 


287. The Transport Tribunal in the United Kingdom is appointed by the 
Sovereign on the joint recommendation of the Lord Chancellor, the President of the 
Board of Trade and the Minister for Transport. The President of the Tribund mu t 
be an experienced lawyer. The other two members must be experienced men in 
commercial affairs and railway business. The Interstate Commerce Commission 
u WU States IS composed of eleven Commissioners appointed by the President 

with the advice and consent of the Senate. Not more than six of the Commissioners 

thP^Tnu. political party. The commissioners chosen by 

the Interstate Commerce Commission have all been public men, many of them 
experienced lawyers and administrators. ^ 


288. Having taken all these circumstances into consideration 
that the Railway Rates Tribunal be reconstituted as under— 


w'e recommend 


The President should be 
members should be chosen for 
trial and economic conditions in 


an experienced High Court Judge. The two other 
their knowledge or experience of commercial, indus- 
the country or of the commercial working of railways. 


289. It should be pointed out that a member of the Tribunal having experience 
in commercial, industrial and economic conditions of the country will ordinarilv £ 
expected to have considerable experience in railway rating policy and practice 
I^n fact, from the evidence given before us, we have realised tLt there are persons’ 
both amongst economists and industrialists, who have made a special study of railway 
rating problems and could make useful contributions as members of the Tribunal. 
Siimlarly, a member with knowledge or experience of the commercial aspects of 
railway administration will ordinarily be expected to have built up an experience 
of the economic, industrial and commercial conditions in the country. 
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290. In making this recommendation for the modification of the constitution 
of the Tribunal, we should like to emphasise that no reflection is cast on the capa¬ 
bilities or competence of the members who, in the past, constituted the Railway Rates 
Tribunal or who are now members thereof. Indeed, going through the decisions 
of the Railway Rates Tribunal, we are struck with the thoroughness with which these 
questions have been investigated. Nevertheless, as has been emphasised by some 
of the witnesses, the handicap inherent in the constitution of an all-lawyer Tribunal 
cannot be overlooked and it is a sufficient justification for the change that we have 
recommended. 


291. We have already stated that the system of assessors has been a failure 
according to all opinions received by u.s, and we recommend 
Our recommendations system be abolished. The purpose for which it was 

regarding a^iessors. introduced will be belter served by the revised constitution 
of the Tribunal, which we recommend. 


292. We further recommend that the President and members of the Tribunal 
may be appointed for a period of five years and may, in 
Appointing authority suitable cases, be eligible for re-appointment. On the 
membws analogy of the practice in the United Kingdom, the President 

and members of the Tribunal may be appointed by the 
President of India on the recommendation of the Law Minister, the Minister for 
Industry and Commerce and the Minister for Railways. 


293. Sections 34 and 35 of the Act will have to be amended to provide for the 


Relevant amendments 
to the Act regarding 
constitution. 


revised constitution which we have recommended. 


294. We shall now consider the question of the jurisdiction of the Tribunal. 

The powers of the Tribunal are laid down in Sections 41, 42 
Jurisdiction of ihe . r. „ , ... - At __j j-i — 


Tribunal. 


and 45 of the Indian Railways Act. 
as follows 


Sections 41 and 42 are 


Section 41—COMPLAINTS AGAINST A RAILWAY ADMINISTRATION. 

(1) Any complaint that a Railway Administration— 

(a) is contravening the provisions of Section 28, or 

(b) is charging station-to-station rates or wagon-load rates which are un¬ 

reasonable or rales which are unreasonable owing to any condition 
attached to them regarding minimum weight, packing, assumption of 
risk cr any other matter, or 

(c) is levying charges (other than standardised terminal charges) which are 

unreasonable, or 

(d) is unreasonably refusing to quote a new station-to-station rate, or 

(e) has unreasonably placed a commodity in a higher class, may be made to 

the Tribunal, and the Tribunal shall hear and decide any such com¬ 
plaint in accordance with the provisions of this Chapter.' 


7a 
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(2) In the case of a complaint under clause (a) of Sub-section (I)— 

(i) whenever it is shown that a railway administration charges one trader 

sLfn l°wef rates for the 

same or similar animals or goods, or lower rates for the same or 

similar services, than it charges to other traders or classes of traders 
or to the traders in another local area, the burden of proving that such 

rXJ adm‘i„lTrat“n2"’°''"‘ “ “ ''' 

"" orefiX2'’fh2T V"*';'’ “'"ount to an undue 

preference the Tribunal may, in addition to any other considerations 

w ® consideration whether such lower charge 
is necessary m the interests of the public. ^ 

may a” nt'sTadl'oTatiotL^^^^^ 

railway^'dSSnr'*'^ 

Section 42-POWER TO ALTER RATES OR RE-CLASSIFY COMMODITIES. 

I ^ Tribunal alone shall have power to re-classify any commodity in a higher 
S'verXT ““rl on the application 2rM,e cSal 

(2) The Central Government alone shall have power— 

“ “iSd otto'e'ilar'S 

(b) to classify any commodity which has not been classified before. 

(3) The Tribunal as well as the Central Government shall have power to re 

classify any commodity m a lower class. power to re- 

295. According to Section 45 of the Act, the Tribunal has no jurisdiction “ in 
respect of scales of charges levied by a railway administration for thfcarriL S 
passengers and their luggage parcels, military traffic and traffic in ra Iwa^Sriah 

fhtaXlGove'Ze^.''’"^'" '» «.2'KiS'by 


296. In the replies to the questionnaires and in the oral evidence, there have 

Public opinion in Rates TWhanai^*^ ^ Widening of the functions of the Railway 
regard to jurisdiction of ^ . nounal, on the analogy of the Interstate Commerce 

the Tribunal. Commission m the U. S. A. and the Transport TribunaUn 

p *u o England. There is no doubt some force in the argument that 
m view of the State ownership and management of railways, there shoiffd be an 
independent authority to exercise control over railway rates, particular y n the Ln- 
rext of the policy of a mixed economy and the growing iinportanS given to ?he 
Government sector of industry. But, the analogy of the U. S A and the U K 

such detailed regulation of railways,'wS'^rv'e! a" f'Sedlnt SSS 
Government and are subjected to the glare of rep^nJir nnrt Wefo•).*.? worKea oy 
scrutiny. Even in the U. S. A. and thellr rnewafn^ 
over rates and fares harks back to giving greater liberty to Railways tf Srk a?com 
merend undertakings on the principle of competition, but sulJject to regulato™ 
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control of the maxima and minima rates and fares. We have given good deal of 
thought to this matter and we consider that it will not be in public interest to confer 
wide mandatory powers on the Railway Rates Tribunal in regard to the level of 
freight rates. It is unthinkable that Government’s control over railway revenues, 
which form a sizable and important part of the total revenue, should be watered 
down and rendered ineffective by interference from an independent statutory body. 
In the context of rapidly increasing tempo and activity in every field, it will be a real 
impediment if Government’s decisions about changes in freight rates are subject to 
approval of the Railway Rates Tribunal or are liable to be questioned by that body. 
Apart from this fact, there is also another and more fundamental point, viz., that 
the railways are being run directly by Government and hence the supreme authority 
of parliamentary control is, in a sense, infringed if budgetary proposals involving 
general increases in classification have to be approved by an outside authority. 

297. Another reason is that even at present, the proceedings before the Railway 
Rates Tribunal tend to be dilatory and expensive and however much the procedural 
rules may be improved upon for expeditious decisions, important questions of policy 
regarding freight rates having extensive financial repercussions cannot be decided 
quickly by an independent outside authority having no administrative responsibility. 
It is one thing for the experienced business executive to decide on the right course of 
action and implement it and quite another to build up a case and convince an inde¬ 
pendent body about the correctness of the proposed measures through the procedure 
of public hearing. The resultant delays will be inescapable. This will be an im¬ 
possible situation during a period of rapid growth. 

298. When the Railway Rates Tribunal was created in 1948, we may have been 
guided by the practice in the U. K., but we have now to face a highly dynamic situa¬ 
tion which will characterise the advance in India in the next several years and in this 
context, the urgent need for Government to have full freedom and flexibility in fixing 
freight rates to assist the high tempo of industrialisation is paramount. 

299. Under these circumstances, we consider that in respect of the powers 
Our recommendations conferred on the Tribunal under Section 41 of the Act, 

regarding jurisdiction, certain modifications are necessary. We would give the 
mandatory and advisory Tribunal mandatory powers of decision only where corn- 
functions. are made that— 

(a) a Railway Administration is contravening the provisions of Section 28 

(prohibiting railways from giving any undue preference to anybody 

or causing any undue prejudice to anybody), 

(b) a Railway Administration is charging for the movement of a commodity 

between specific points by goods trains a rate which is unreasonable 

and 

(c) a Railway Administration is levying a charge (other than a rate) which 

is unreasonable. 

Section 41 will have to be amended in the light of this recommendation and we have 
shown in the concluding paragraph of this chapter the suggested amendments. 

300. By limiting the mandatory powers of the Tribunal to the complaints falling 
within the three categories mentioned above, the Tribunal has been deprived of its 
mandatory powers in respect of complaints falling under Section 41 (e) of the Act, 
viz., complaints that a Railway Administration has unreasonably placed a commodity 
in a higher class. We are, however, recommending that the Tribunal may be con¬ 
ferred certain advisory jurisdiction in regard to several matters and amongst them 
may be included matters in regard to which the Tribunal shall no longer have manda¬ 
tory powers. 
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.,(01. Section 42 of the Act deals with the power to alter the level of rates and to 
classify or reclassify commodities, and reads as follows 

(1) The Tribunal alone shall have power to reclassify any commodity in a 

higher class but such power shall not be exercised except on the appli¬ 
cation of the Central Government. 

(2) The Central Government alone shall have power— 

(a) to increase or reduce the level of class rates, schedule rates and 

terminal and other charges ; 

(b) to classify any commodity which has not been classified before. 

(3) The Tribunal, as well as the Central Government, shall have power to 

re-classify any commodity in a lower class. 

.102. We shall first take up the question of classification. The powers that were 
Powers regarding ^iven to the Railway Rates Tribunal at its inception were in 
elassification. context of the revised general classification of goods and 

. ^ completely new rates structure adopted in 194^. Pre¬ 
sumably, it was the idea then that there should not be, at least for some good time, 
any large-scale changes in freight rates and that, if, occasionally, it was found neces¬ 
sary to revise the classification of a few commodities in the upward direction, the 
railways could afford to wait till these proposals had been investigated by the Tribunal 
after public hearing. Since 1948, however, conditions have changed very consider¬ 
ably and the value and importance of several commodities have undergone marked 
changes. Several commodities are appearing in the market, which have not been 
classified hitherto, and as the country advances in its goal of industrialisation, there 
may be so great a shift in the importance of a number of commodities that consequent 
changes inThe classification, either upwards or downwards, will become necessary. 
During this period of dynamic progress, therefore, it is essential that Government 
should retain to itself powers of classification, but at the same time, should provide 
sufficient safeguards to the public to ensure that when Government have taken a deci¬ 
sion affecting particular interests, the people, through their representatives in Parlia- 
rnent, are kept fully in the picture and thereby pronounce a verdict on the decisions 
of ^e Ex^utive. Hence, we are of the opinion that in matters of classification, the 
Tribunal should have no mandatory powers, but at the same time, it should have wider 
advisory jurisdiction in regard to the reclassification of a commodity, either upwards 
or downwards, or, of classification of a commodity not classified hitherto. When 
there is a difference of opinion between Government and the Trade, this may be 
referred to the Tribunal for its advice. On a complaint received directly from parties 
concerned or on a reference from the Central Government, regarding classification 
or reclassification of any commodity, the Tribunal shall make a recommendation 
in the form of a report to the Central Government. Upon receipt of this report, 
the C.entral Government rnay take such action as they consider suitable in respect of 
^y of the matters dealt with in the report. A copy of the report made to the Central 
Government, together with the report of the action taken thereon by the Central 
Government shall be laid on the table of the Parliament within three months of the 
submission of the report to the Central Government or, if the Parliament is then 
not m session, within seven days of its re-assembly. 

303. Having dealt with the question regarding complaints in respect of classifi- 
Powers to reduce are now left with clause 2 (a) of Section 42 according 

levels of rates and other which the Central Government alone have power to 
charges to remain with increase or reduce the level of rates and other charges. We 
Government. have stated earlier that it would be inadvisable to divest the 

Central Government of their authority in this regard and 
hence we are recommending that this clause may remain as at present. 
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304. We would suggest that Section 42 may be amended in the light of these 
Amendment to recommendations. 

Section 42. 

303. When, in accordance with Section 45 of the Act, the Central Government 
Advisory functions refer to the Tribunal the question of scales of charges 
regarding Section 45 of levied by a railway administration for the carriage of passen- 
the Act. gets and their luggage, parcels, military traffic and traffic in 

railway materials and stores and demurrage charges, we are of opinion that on such 
references also, the Tribunal’s jurisdiction should be only advisory and a similar 
procedure should be adopted by the Tribunal in respect of such references as in 
matters of classification. 

306. We have, in an earlier chapter, suggested that the discretion to quote 

station-io-station rates should be granted to the railway 
Certain station-io- administrations, provided a limitation to the percentage 
rS*to th!f Vr^buna^l* for reduction made in such quotation is prescribed by the 
advice. Railway Board. We have further suggested that, if it is 

found necessary to go beyond this percentage reduction, 
the matter should be referred to the Railway Board by the railway administrations 
and it is only the Railway Board that can decide such further reductions that can 
be made. In such cases, the Railway Board may reject the grant of further reduc¬ 
tion, but in case they consider that further reductions beyond the limit that they 
themselves have prescribed may be made, we suggest that the advisory opinion of 
the Railway Rates Tribunal may be obtained by the Railway Board before they 
grant this further concession. In cases of extreme urgency, the Railway Board 
may make temporary decisions and then refer the matter for the advisory opinion 
of the Railway Rates Tribunal. Necessary amendment to the Act may be made 
to provide for this reference to the Tribunal. 

307. There is one class of cases falling within this category, for which we do 

not consider that it is either advisable or necessary to invoke 
Concessional rates for opinion of the Railway Rates Tribunal. We have 
refmed ?o the^Tribunaf recommended the setting up of a high- level committee of 
representatives of various ministries of the Union Govern¬ 
ment, including Railways, to consider the concession the various ministries, 
including Railways, may have to make to assist in the export drive. In case the 
committee decide that the railways should make certain concessions in freight 
rates to assist such export drive, we consider that, that decision should be given 
effect to by the railways without obtaining the advisory opinion of the Railway 
Rates Tribunal. 

308. We have divided the functions of the Railway Rates Tribunal into 

, , . mandatory and advisory functions ; mandatory functions, 

before^the T^wnal.'”" where the judgment of the Railway Rates Tribunal is 
binding on Government on matters relating to undue 
preference or unreasonableness of rates and other matters already detailed above ; 
advisory functions relating to classification and other matters also detailed above. 
We consider that, in reference to advisory functions of the Railway Rates Tribunal, 
it is not necessary for the parties concerned to be represented by legal advisers 
and we recommend that the simpler procedure of hearing the party direct without 
allowing the legal representative on his behalf shoul(| be adopted by the Railway 
Rates Tribunal when it is functioning as an advisory body. This will facilitate 
prompt decision by the advisory body. 
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309. In this connection, our colleague Shri, Basu docs not support this 
suggestion. He is of the opinion that when a case has to be formally investigated 
by the Railway Rates Tribunal through public hearing, several intricate and allied 
points have to be thrashed out on behalf of the parties concerned as also the 
interveners. For this purpose, t'l j services of a lawyer cannot be wholly dispensed 
with and may be often of considerable assistance to the Railway Rates Tribunal. 
He further points out that when the Tribunal deals with a case formally, the pro¬ 
cedure should be the samj whether the case comes within its mandatory or advisory 
jurisdiction. He, however, considers that in either case, parties may be encouraged 
to argue their cases themselves without the assistance of lawyers. 

31.0. In accordance with the amendments that we have suggested to 
Rele^'ant amendments Sections 41 and 42 of the Act, we recommend that 
to the Act r^arding Section 46-A may also be amended. 

]iirisdi«aion. 


311. Having dealt with the couUitution and the jurisdiction of the 
Procedure before the we shall now take up the question of procedure. 
Triltoal. 


Tribunal, 


312. In their replies to oar questionnuirc and duritig oral evidence, several 
Chambers of Commerce were sharply critical of the dilatory proceedings before 
the Tribunal, which, they complained, tended to be rigid and formal and more 
and more legalistic, similar to the proceedings in ordinary civil courts. 

313. The procedure, as far as we have e.xamined, does lead to a certain 

amount of delay. Perhaps, in its anxiety to give either 
Tig hten i ng up j,jj^ fullest opportunity to present its viewpoint and 

lug extensions of time. adequately defend it, the Tribunal has been very liberal 
in the matter of extension of time on several occasions. To a large extent, it will 
be difficult to be strict in this matter and such rigidity might not be satisfactory. 
The parties on cither side in the dispute have not objected to an extension of 
time granted on many occa.5ions in several complaints. Nevertheless, we are of 
the opinion that the procedure should be tightened up and parties should be fully 
prepared with their briefs and the evidence, etc., so that it should not be necessary, 
except in very rare circumstances, to prolong a case by extensions of time. Most 
complaints are first referred by the parties to the railways and thoroughly examined 
before they go to the Tribunal. There should not, in our opinion, be any reason 
for u railway administration to delay the progress of the case. Parties also 
should have had all the necessary information and evidence collected by the time 
they refer the matter to the Tribunal, so that no delay need be caused on their 
account. 


314. Whilst formal complaints going up to the Railway Rates Tribunal 
cannot be fully divorced from the procedural delays and 
Recommendations for expenses incurred in employing lawyers, we have considered 
“ Bureau or unsatisfactory situation and have examined the feasibility 

"** of conferring on the Railway Rates Tribunal jurisdiction for 

informal and inexpensive investigation of grievances in regard to rates matters 
without going through the involved formal procedure. We have been greatly 
attracted in this connection by the procedure adopted by the Interstate Commerce 
Commission in their Bureau of Informal Cases. Wherever possible and practicable. 
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and in order to reduce the expenses of procedure, the Interstate Commerce Com¬ 
mission permits filing of complaints on “ informal docket.” The Railway Board 
have also commended this procedure in the memorandum submitted to the Com¬ 
mittee. In this memorandum the Railway Board observed ;— 

“ The Interstate Commerce Commission of the U. S. A. have what are 
called ‘informal dockets’. It would perhaps be as well if a similar 
system is adopted here. The basie principle is that the Tribunal, on 
receipt of an informal complaint, bring the parties together in its 
presence and see if the matter cannot be settled by the better under¬ 
standing of each other’s point that will result. If such a settlement 
cannot be reached, the case ean then be transferred to the ‘ formal 
dockets ’.” 

We consider that the Railway Rates Tribunal should open an informal bureau 
and thus provide a forum for informal and inexpensive scrutiny of complaints 
about rates and conditions without the assistance of lawyers. Even if .such a review 
does not lead to a.ny relief to the parties, they will at least have the satisfaction that 
their case has been re-examined by an independent body. Perhaps, it may be neces¬ 
sary to prescribe a small fee to deter frivolous complaints. This procedure might 
help to remove the dissatisfaction amongst a large body of businessmen that 
complaints about freight rates cannot be gone into satisfactorily by an independe nt 
authority, unless they are prepared to incur very heavy expenditure by enlisting 
expert legal assistance. This procedure of informal hearing will not' eliminate 
the possibility of formal complaints, but in cases of a minor "nature, which are in 
greater number than the really important ones, there will be a healthy and conti¬ 
nuous, though indirect, check on the railway executive. We recommend that 
necessary provision be made in the Indian Railways Act, so that the Railway 
Rates Tribunal may be able to adopt an informal procedure in dealing with those 
cases where a formal hearing is unnecessary and may be dispensed with. In our 
opinion, therefore, the machinery that we have suggested for examining grievances 
of the kind mentioned, without going through an involved and an expensive 
procedure will, wherever attractive, be taken advantage of by the trade. We even 
foresee that the number of such cases that come to the Tribunal may bo large 
and might well necessitate, after a short period of trial, the enlargement of the 
Tribunal so as to deal expeditiously with the volume of work that it might have to 
handle. 


315. Sections 43 and 44 of the Act will have to be amended in the light 
Relevant amendments our recommendation to do away with the system ol 

to the Act regarding asse.ssors and Our recommendation to introduce an informal 
procedure. bureau. 

316. The Railway Rates Tribunal lias suggested that in cases where ihe 

Tribunal finds that a rate is unduly high or undulv prejudi- 
Refund of over-charges, cial and decides that this should be replaced by the rate 
fixed by it, retrospective effect should be given to the 
decision so that the parties concerned can be awarded the refund of over-charge 
made by the railways from the date of over-charge or one year from the date of 
the filing of the complaint, whichever is the shorter period. Some witnesses have 
also pressed for the award of refund of over-charges. At present, there is no 
remedy for past injury. There are certain practical difficulties which would be 
encountered in giving effect to the suggestion of the Tribunal. The time-limit 
that the Tribunal has suggested is to overcome the difficulties of assessing the 
position of very old bookings. There is a more fundamental question which 
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any one who decides to give the award will face, i.e., to whom the benefit of such 
award should go. The party concerned may have passed on the additional burden 
to various interests. These are questions which have to be considered carefully 
before any effect can be given to the suggestion of the Tribunal. While we are 
attracted by the idea of refund in genuine cases of over-charges, we suggest that 
this question may be considered in greater detail by Government. 


317. Sections 41, 42 and 46-A of the Indian Railways Act, as amended 
Draft amendments to according to Our recommendation, will read as follows : 
the Act regarding Sec¬ 
tions 41, 42 and 46-A. 

Section 41.— COMPLAINTS AGAINSl RAILWAY ADMINISTRATION 

(1) Any complaint that a railway administration 

(a) is contravening the provisions of Section 28, or 

(b) is charging for the movement of a commodity between 

specific points by goods train a rate which is unreasonable 
and 

(c) is levying a charge (other than a rate) which is unreasonable, 
may be made to the I'ribunal and the Tribunal shall hear and 
decide any such complaint in accordance with the provisions of 
this Chapter. 

(2) as existing 

(3) In the case of a complaint under clauses (b) and (c) of sub-section (1), 

the Tribunal may fix a reasonable rate or charge. 

(4) as existing 

Section 42.—POWER TO ALTER RATES OR RECLASSIFY 
COMMODITIES 

(1) The Central Government alone shall have power-- 

(a) to classify or reclassify any commodity 

and 

(b) to increase or reduce the level of rates and other charges. 

(2) The Tribunal may, after due inquiry, either on a reference from the 

Central Government or on a complaint received directly by the 
Tribunal regarding classification or reclassification of any commodity 
or on a reference made to it by Government in accordance with 
Section 45 below, make a recommendation in the form of a report 
to the Central Government. 

Upon receipt of this report, made to them by the Tribunal, the Central 
Government may take such action as they consider suitable in 
respect of any of the matters dealt with in the report. 

A copy of the report made to the Central Government, together with 
the report of the action taken thereon by the Central Government 
shall be laid on the table of the Parliament within three months of 
the submission of the report to the Central Government, or, if the 
Parliament is then not in session, within seven days of its re-ass'embly. 

(3) Delete. 
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Section 46-A.—DECISION OF THE TRIBUNAL 


The decision of the Tribunal in regard to matters falling under Section 41 
shall be by a majority of members sitting and shall be final. In matters pertaining 
to Sections 42 and 45, the Tribunal shall make recommendations to the Central 
Government. These recommendations shall be by a majority of members sitting 
and shall be advisory. 

Proviso ; Delete. 

A. RAMASWAMl MUDALIAR, Chairman. 

T. N. SINGH, Member. 

D. K. BOROOAH, Member. 

* I. S. PURI, Member. 

* V. P. BHANDARKAR, Member. 

A. K. BASU, Member. 


* Subject to a note. 

G. S. A. SALDANHA, 

Secretary. 

Calcutta, 

I4th April, 1957. 
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COMMITTEE’S COMMENTS ON THE MINORITY NOTE 

We have cardully considered the nute^ of iwo of oiir colleagues. The poinls 
raised in these notes liave been fully and thoroughly discussed in the Committee, 
and it is uanecessary on our part to comment on these notes in any detail. 

2. We have deliberately designated the body, which will examine certain aspects 
of railway rates, as a “ Tribunal ” and not as a “ Commission ”, as we have given 
this body certain functions of a judicial nature in regard to which its decision will be 
final and mandatory. ' We have also come to tlie conclusion that not only matters 
retarred to in Section 28 of the Indian Railways Act, viz., undue preference, but also 
the quesdon oi reasonableness of rates should be decided upon by the Railway Rates 
Tribunal and its decision should be binding on Government. Even as the question 
ol undue preference involves considerations which are as much legal as factual, 
so does the question of reasonableness. 


3. I he minority note suggests that practically all aspects of Railway administra¬ 
tion in regard to classification of goods or granting of concession rates should be 
reierred to the Railway Rates Tribunal, or as the note styles it, Railway Rates 
Comraisiion, for advice, before Government act in these matters. This question 
was examined threadbare by the Committee during its deliberations and it came to 
the conclusion that the suggestion could not be accepted. Regarding classification, 
we are of the view tliat Government, subject to Parliamentary control, should be 
tne authority for deciding the classification of commodities generally. In our 
Report, we have stated tiiat in the case of any particular commodity, classified in a 
higher class than is vva.'Tantcd according to trade opinion. Government may, in case 
of seriotr, difference of opinion on the subject, refer it to the advice of the Railway 
Rates Tribunal. We do not think it is desirable to go further, if the essential powers 
of Government in this matter and their judgment are not to be unduly restricted. 

4. Tnere are various ot'ner matters, like station-to-station rates, concessions to 
iadublries in the public sector, etc., whicli the minority note desires to be referred 
to the R-ulway Rates Tribunal for advisory opinion. Jn our scheme, we have 
suggested that the advisory opinion, with Government’s recommendations thereon, 
should b ’. placed before Parliament for its decision. We have thus given to the 
Railway Hates Tribunal, in the matter of its advisory functions, a status analogous 
to that which the Tariff Commission enjoys. Obviously, too wide a jurisdiction 
would mi iiatc against the Committee’s basic concept of the scope, jurisdiction and 
con.stitution of the Railway Rales Tribunal. We are also of the view that such wide 
powers would make for dlkitoriness in administration and cut at the root of the 
concept o 'financial re.spoa.sibilily which should rest squarely on the shoulders of the 
administrations. 


5. We may also refer to the suggestion in the minority note that studies should 
be made of the effects of changes recommended in the freight rate structure and that, 
for this purpose, the question of revising and amplifying railway’s statistics should 
also be undertaken. Further, the minority note suggests that these studies ‘can 
most profitably be entrusted to the Railw-’ay Rates Commission.’ We are unable 
to agree tc tiiis suggestion and wearcofthe opinion that such studies and exam.inations 
should appropriately be the functions of the executive and .should be carried out by 
the Railway Board and by individual Railway administrations. An outside body 
undertakii g these studies must rely on the factual information supplied by the 
Railway administrations or the Railway Board. Such a procedure would only 
hamper the administration and not further the object in view. 
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6. We are surprised that our colleagues having accepted the interim recom¬ 
mendation about the immediate appointment oi'an Anomalies ('ommittee, ha\c now 
suggested that this matter should be referred to the “ Railway Rates Commission ”, 
The intention of the Commh.tee was and is that as- tlie removal of tlic anomalies 
complained of is part and parcel of the work of the Railway Freigiit Strnctu.e Enquiry 
Committee and as it could not be done by the full Committee, without undiiiy 
delaying its Report, the matter should be considered even while the Committee was 
in session by a separate small body. We do not visualise a re-examination of tf,e 
classification wiiich we have recommended at least during the next few years. 
continuous rc-examinaiion of the classi/icaiion or of anomalies is, therefore, not 
contemplated by us. Government liave accepted in principle the proposal to appoint 
the Anomalies Committee. 

7. The minority note suggests certain changes in the charges to be levied for 
live-stock, motor cars, cranes, wharfage and demurrage, bulky consignment.s and 
special wagons. These are such minor matters that, we feel, they can be left to liie 
judgment of the administrative body, the Railway Board. 

8. The fixation of freight rates on the basis of inflated mileage for liiil railways 
has been long in existence and we have received no complaints except from one 
Government—the Himachal Pradesh Govcrnmv'nt. We do not think that the 
system is unjustified. In any case, we do not consid .m that (his i.s the opportune time 
to revise the practice whicii has been so long in existence. 

9. The minority note lakes exception to the Committee’s observation regarding 
regrouping of railways in the ciiapter on .Efficiency. They point out that "neither 
the Railway Board, nor individual Railway administrations, were examined on the 
subject of Regrouping. It is obvious that where the existing policy of Government 
is concerned, it would have been inappropriate for the Committee to invite comments 
from individual Railway administrations or from the Railway Board. In considering 
the question of efficiency of Railway administrations from various points of view, 
the Committee came to the concluion that the question of c.fliciency of the Railways 
cannot be divorced from the size of the administrative zones ihat have been ercr.led. 
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A JOINT NOTE BY SHRI, I. S. PURI AND 
SHRI. V. P. BHANDARKAR 

This note deals with a few important matters on which our views are somewhat 
different from those set out in the Report. It also deals with a few others as 
eithe' they have been left out of the Report or our viewpoint in regard to them 
needs to be set out more fully. 

Railway Rates Tribunal 

2. The idea of a Railway Rates Tribunal was imported from the United 
Kingdom, although the conditions in India were very different. Whatever justifica¬ 
tion there may have been for a Tribunal of this kind when most of the railways 
were managed by private companies whose relations with the Government of India 
were regulated by contractual provisions, there is no such justification after their 
complete nationalisation. 

3. According to the statement of objects and reasons of the Bill introduced in 
1948 for the establishment of the Railway Rates Tribunal, it was intended to be “ an 
inexpensive forum” for considering public complaints and for their expeditious 
disposal. It has proved to be neither inexpensive nor expeditious. On the other 
hand, considering the number of cases, (16 complaints from the public and 4 applica¬ 
tions from the Railway Board over a period of 7 years) it has had to deal with, it 
has turned out to be an expensive luxury. 

4. All questions which come up for consideration in regard to railway freight 
charges involve reactions on the solvency of railways, and on national economy, 
trade, industry and agriculture ; and have to be decided in the light of facts and 
business practice. They are not questions of law requiring to be dealt with in 
accordance with the provisions of the Civil Procedure Code and the Indian Evidence 
Act. But the Members of the Tribunal, instead of being persons possessing adminis¬ 
trative. business and commercial experience, are all judges or lawyers. The Tribunal 
is in fact a civil court and all hearings before it assume a legal character. We 
consider that a judge as such should have no place on a body like this. 

5. We consider that all railways having been integrated into one national 
undertaking, administered directly by Government under the overall control of 
Parliament, there is little or no possibility of discriminatory or unreasonable rates 
and if any such rates are ever quoted, redress should be possible more quickly and 
effectively through Parliament than through a Tribunal which functions as a civil 
court. However, in view of the expansion that is expected to take place in the public 
sector of industry, private industrialists are apprehensive that government-owned 
concerns might use their special position to obtain rates which, even though not of a 
discrim natory character, may favour the public sector. There should not only be 
effective safeguards against such a contingency but the safeguards should be such as 
will command public confidence. 

6. We consider that the dynamic planning of industry and agriculture now in 
hand, in which Government is going to play an increasingly active role, is bound to 
give rise to important problems of railway rating, which must attract increasing 
attention of bxath Parliament and Government. We consider, therefore, that 
both should have available to them the advice of a permanent body at a very high 
level. Such a body should be so constituted that it would inspire confidence both 
in Government and in the public as regards its knowledge, competence and detach¬ 
ment of outlook, impartiality and independence. There should be no suspicion 
of its be ng amenable to pressure either from business or from political quarters. 
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7. In order to emphasise the fact that such a body is to approach the problems, 
which it may be called upon to deal with, not in a legalistic way butin the light of 
their implications for the economy of the country, we recommend that it should not 
be called a Tribunal, but a Commission and we suggest the name Railway Rates 
Commission. While its jurisdiction should be as wide as possible, its role should 
be advisory, except in regard to matters falling under Section 28 of the Indian 
Railways Act, in regard to which its findings should be mandatory. Government 
should be free to seek its advice on any rating problem and, in particular, should do 
so on such matters as reasonableness of rates and other charges, suitability of classifi¬ 
cation, conditions regarding packingand minimum w'eight, and such station-lo-station 
rates as may involve concessions in excess of the limits of sanction of individual 
railway administrations. The public should be free to make a complaint direct to 
the Commission on any such matters. In particular, we recommend that no conces¬ 
sion be given to an industry in the public sector, w'ithoul first obtaining the views of 
the Commission, so that Government may be in possession of independent opinion 
as regards the possible effects of such a concession on private industry. This is 
necessary, in order to inspire confidence in the public mind that in the matter of freight 
rates, the industries in the public sector will not, merely because of their special 
position, have any advantage over those in the private sector. 

8. The Commission's advice should not be necessary on any question afl'ccting 
the general level of freight rates or on a matter which has been decided for purely 
budgetary reasons or on any other cases, the urgency of which may justify Govern¬ 
ment taking a decision without such advice. All reports of the Commission with 
Government decision thereon should be placed on the table of Parliament within 
a specified period. Similarly, if the advice of the Commission is dispensed with in 
any case, which would normally be referred to the Commission, a report should be 
made to Parliament. 

9. The Commission should consist of not less than 3 Members, who should be 
appointed by the Railway Minister purely on considerations of suitability and not 
because they are connected with any particular profession whether law', trade and 
commerce, finance or railways. All that is necessary is that on account of their 
position in their respective spheres, they are able collectively to bring to bear on 
matters coming up for their consideration all the knowledge, experience and detach¬ 
ment necessary. There should be no age restriction for such appointments which 
should be made for a specific term, say 5 years, but no member should be given an 
extension or be re-appointed for another term. A member after leaving the Commis¬ 
sion should not be eligible for employment under Government or a corporation 
managing an industry in the public sector, nor should he be allowed to take, up 
employment in the private sector of industry without the specific approval of Govern¬ 
ment. A railway officer in service should not be ineligible for appointment to the 
Commission but in order to ensure that there is no question from any quarter about 
his independence, such an officer should continue to serve on the Commission till he 
retires from .service, even if this gives him more than a five years’ term. 

10. It will be seen that as regards classification, we visualise a review which 
should be in progress more or Ie,ss continuously. The Report also states that there 
are a number of complaints regarding anomalies in classification, w'hich we have not 
been able to examine(we have examined complaints only in rcg;ard to 72 commodities 
out of 300) and that there is the possibility of ourselves having created some anomalies 
as a result of changes we have recommended in the classification of about 72 com¬ 
modities, although in respect of them we have received no complaints from trade. 
We had made an interim recommendation for the appointment of an Anomalies 
Committee. We now consider that there should be a continuity in the treatment of 



a!i questions of classification arising out of anomalies alleged to exist at present or 
anomalies which may be complained of later. We consider that such continuity 
can be best secured by entrusting the examination of anomalies referred to in the 
Report not to a separate ad hoc Committee but to the Railway Rates Commission. 
We have already given an indication of the number of complaints which the Railway 
Rates Tribunal received in the course of 7 years against discrimination or unreason¬ 
ableness of rates, and we are, therefore, satisfied that the Railway Rate.s Commission 
should have no difficulty in dealing with this question of anomalies. In fact, that 
may be the only way to provide them with sufficient work for the first year or two. 

Live-Sfock 

! 1. Our colleagues have stated that live-stock should not be included in the list 
of commodities to be treated as exceptions to the general rule that all traffic should 
be carried at railway risk only. We do not share this view. Live-stock are accepted 
for ti ansport by rail only if accompanied by attendants deputed by the consignors 
for looking after the animals en route. We do not know what the position of these 
attendants is in law, but from a common .sense point of view we consider that this 
should be a compelling reason for ordinary rates for live-stock being applicable at 
owner’s risk, and not at railway risk as defined in Section 72 of the Indian Railways 
Act or at carrier’s risk if the provisions of Section 72 are amended as recommended 
by u;.. It is true that there is, at present, a railway risk rate for live-stock, subject 
to the same conditions regarding attendants as are applicable to the owner’s risk 
rate. But it is well known that the question of railways’ liability under the railway 
risk for live-stock in charge of the consignor or his agents does not actually arise, 
the railway risk rate being in practice never availed of and, therefore, being only 
a leg il fiction. 

12. Again, the rates proposed by our colleagues for the carriage of live-stock 
at railway risk arc too low. At those rales, even without the 6J per cent, surcharge 
railways will be recovering less than under the existing rates for all live-stock moving 
for distances of .320 miles and beyond. We see no justification for this. Our 
recommendation, therefore, is that the rates suggested in paragraph 217 of the 
Report should apply at owner's risk and the railwa'y risk rates should be 20 per cent, 
higher, as at present. 

13. We also consider that the rales proposed in the Report for elephants, 
elep'lant calves and camels are too low. Further, we consider that these animals 
should be treated in the same way as live-stock referred to above, that is to say, there 
should be a specific rate per mile for a four-wheeled wagon and not separate rates 
for t ie first anim.al and subsequent animals. The rate we propose per mile per 
four wheeled wagon, whether B. G. or M. G., are : 

Per mile per 4-w'heeled 




wagon 
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Ill keeping with the general policy, we have recommended thc> c will be a ceiling 
fixed at tl'.e freight for 1,500 miles. , ' 



Motor Cars 


14. We should like to add the following supplementary remarks to what has 
been stated in paragraph 220 of the Report on the subject of motor cars :— 

We consider the present rates for motor cars and motor tractors are low 
when the attended weight condition is taken into consideration. When a motor 
car moves beyond 800 miles, it is carried at a rate which works out to 7 annas 7 pies 
per wagon-mile, while for a motor tractor it works out to live annas a mile. Both are 
definitely below the cost of haulage. We also consider that on the value of service 
principle, there is no justification for the same charge for all types of motor vehicles. 
There are motor cars, which are used by comparatively junior executives in business 
houses and Government Offices for essential movements and bought at their ow n 
cost. There are also luxurious cars costing 3 to 4 times as much and even more, 
which are patronised by rich men or by directors or senior executives of big business 
houses at the cost of the latter. We, therefore, recommend that, for the purpose of 
railway freight rates, motor cars be divided into two categories ; those below 15 h p 
and those of 15 h. p. and above. We would prefer to have a separate telescope 
for motor cars as in the case of live-stock and coal, but if it is considered simpler to 
keep the revised rates within the ambit of the percentage rate scheme we would 
suggest that all motor cars be charged at 140 per cent rate for 120 maunds if the 
vehicle is below 15 h. p. and for 180 maunds if it is 15 h. p. and above. Connected 
with this is the question of weight for charge for other motor vehicles, tractors and 
boats, etc. This subject has been d c« It w'ith in para 106 of the Report and the 
w'eights for charge which we have suggested for each case are given in Annexure Vri. 


Crane Charges 

15. Paragraph 223 of the Report while stating the case at length against an 
all-inclusive uniform charge for the use of cranes, also just mentions the view held by 
us that there should be an all-inclusive charge, but without stating why it should be so 
We, therefore, state our view more fully here. One of the most important changes 
we have suggested in the freight rate structure is that there should be a standard 
all-inclusive freight rate, which should cover all special services, which are at pre.'-ent 
charged for separately, viz., terminal charges, transhipment charges, ghat and ferry 
charges. We, therefore, consider that it will be in the fitness of things if, similarly 
crane charges are also levied at an all-inclusive standard rate. We consider that 
while the railways should make a separate charge whenever loading and unloading is 
done whth the help of a crane, such charges should be standardised and be 
inclusive of charges incurred in their operation and movement from place to place 
The crane charge should be merely an all-inclusive rate per ton of goods handled 
irrespective of whether in providing the service the railway has to bring the crane 
from a near or distant place. It should also have no relation to the capacits' of 
the crane used. 


16. When tendering theforwarding note, the consignor should sign an additional 

note which would constitute a separate agreement for the supply of the services of a 
crane. Remarks that this additional note has been executed should be made both 
on the railway receipt and the invoice. The destination station would then be res¬ 
ponsible for making necessary arrangements for obtaining the crane from wherever 
it is most convenient. No haulage charge should be levied for obtaining the crane 
nor any demurrage charges for the wagon remaining under load through delay iii 
the arrival of the crane. ^ 

8 
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Wharfage and Demurrage Charges 

wharfage cha^Js and nature between the rates for 

Wharfage and demurrage charges at railway capacity at railway stations, 

and are not ground rent or rent for warehousbsr anH essentially penal charges 
view, be related to the extent and character nffk should not, in our 

Moreover, it is now the declared policy of Cnve '^‘'"‘^’’^^sing facilities provided, 
facihties by charge to general revenues Government to provide warehousing 

Minimum weight for the supply of a wagon 

over he can have the use of'a fuh wogon ^venlnhe ^o”^* of 240maundsor 
240 raaunds but the consignor is prepared to mv "ot weigh 

240 maunds he can have fhe use ofTwho e . r'’" ^PP'-opnate class rate for 
the new freight structure proposed bv us there wilI h destination. In 

to it. We. therefore, coTid^thaJ thifio 

out of place and should be cancelled. A wagon sho^d he "T ^if ‘^o'^P’^^Gy 
load rate is admissible and a wagon-Ioad^rate shni?l!t h ■ 1 ?' ^ wagon- 

wagon-load condition laid down has been comp^ieS ^^^^ 

Bulky Consignments 

for 1,>6 maundJ.‘^We^JnsMer^that’*!7a^”b^^^^^ <^harged only as 

wagon, it should be charged for at the approo^Iam 
of goods for the full load prescribed for the Eksihim ® 

practice of charging at the ‘ smalls ’ rate for fh^ neMi ^ present 

whichever is more, should ce^e ' 20 maunds 

Special Wagons 

which have been constru™ed^'^to°mee 1 ^°he* nee^drofT^f^” and crocodile wagons 
Such traffic, however, is infrequenl and therefore Se rl 

on the capital sunk in providing such soecialiseH nr!^ railways cannot get any return 

use of such wagons is worked oL on the b^is of the'" mT"f 

i.e for 120 maunds per four-wheeler S would h! ^ consignments, 

ordinary wagons. For these special wagons it woffid^P 

capital cost involved other sneciai ” 'voam be more so, considering the 

infrequency of the specialised traffic for^which Tt. in hauling thcmandthe 

that the Railway Board shouTd exfmine the iueS and'"‘^"^^' ^^^o>™end 

each special type of wagon. question and prescribe suitable rates for 

Inflated mileages on certain Hill Sections 

r.-somd was eatensivej, 

cost of operation over certain sections The reitionaTciLrof^'^ to high 

in rate making was abandoned in the revision of rai off vice as a principle 

Some time later, inflated mileages were also abolished wh freight structure in 1948. 

about half-a-dozen exceptions. ThTLre imoo am^^^ 

continued to be deprived ofthe benefits ofa sf-rifwa ^^ ^ ^^‘^bons, which have 

based on actual mileage are Kalka-Simla PathankotTn^^’^”^^"'^^’^?’ ratingcharges 
Dun ard Nilgiri Hill railways. The ^ imoortan w' 

are Assam and North Bengal for which the^nuant by the change 

to be about a crore of rupees. quantum of such benefit is estimated 
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22. We consider that in the context of the present standardised freight rates, 
irrespective of regional costs of transport, inflated mileages are an anachronism. 
The fact that these sections can never make a profit is immaterial. There are whole 
railway systems, e.g., North Eastern Railway, which have been running at a loss 
and will continue to do so. The annual loss on the N. E. Railway runs into 
several crores, while the additional loss which will be incurred if inflated mileages are 
abolished on these sections both for goods and coaching traffic will be only about 
thirty lakhs ; possibly much less if allowance is made for the additional earnings 
from traffic which will inevitably be diverted from road by reduced railway rates. 

23. There are other considerations also in favour of such abolition. All the 
hill regions served by these railways are economically backward and Government 
have special plans for their development. Most of the people are in low income 
groups. Their main exports which consist of agricultural and forest products have 
to move considerable distances for marketing while their imports, which intimately 
touch the standard of living of the people, have to be obtained from long distances. 
These regions, therefore, deserve at least as sympathetic a treatment as, for example, 
Assam and North Bengal. We recommend that inflated mileages, which are a relic 
of an out-dated system, should be abolished. 

Claims 

24. We understand the legal position regarding the railways’ power to decide 
the route by which goods should at any time move is in doubt. We recommend 
that the law should give railways power to move goods by any route they choose 
to meet the exigencies which may arise from time to time. 


Station-to-station Rates 

25. We should like to make some supplementary, observations to what our 
colleagues have said in Chapter Vll on the station-to-station rates. All station-to- 
station rates involve some sort of preference or discrimination. It is only when such 
discrimination is undue that it becomes indefensible. When railways were under 
company management, concessional station-to-station rates were quoted not merely 
because the traffic could not bear the normal scale of charges but for other reasons 
also. It has been pointed out in the Report of Sir Thomas Holland’s Industrial 
Commission, 1916,thatconcessional rates were quoted for purely competitive reasons 
to divert as much traffic from another railway system or another port as possible 
and not because the interests of the country required them. Moreover, influential 
parties were able to secure concessional rates on the ostensible ground that large- 
scale regular movement should in view of the economies accruing to the railways 
from such movement, receive special consideration. As a result of standardisation 
of charges, irrespective of the cost to the railway in moving the traffic, the argument 
for a concession on the ground of economies resulting from large-scale movement 
loses most of its force. If, say, the Eastern Railway with its lower cost of transport 
is required to charge the same class rate as the N. E. Railway which'incurs a large 
annual deficit, it is hardly logical for a few parties served by the Eastern Railway to 
claim the benefit of econom'es which the railway may be effecting from traffic being 
offered in large bulk at regular intervals between specified points. 

26. While we agree with our colleagues that station-to-station rates should be 
sanctioned only for a limited period, whether by the Railway Board or the individual 
railway Administrations under the powers delegated to them, we also consider that 
the existing station-to-station rates should be reviewed and, where the justification 
for their continuance no longer exists, abolished, We have particularly in mind 

S\ 
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the station-to-station rates for gypsum to Sindri, for limestone and other raw materials 
to eement factories and steel works, for iron and steel products, for traffic to paper 
and sugar mills and all station-to-stalion rates quoted in competition with coastal 
shipping. These industries have firmly established themselves and many of them are 
making substantial profits, some of which are looked upon by many as excessive in 
present-day India. So far as rates quoted in competition with coastal shipping are 
concerned we consider that no such competition should be encouraged Railways 
can afford to pass on some of their traffic to coastal shipping. 


Statistics 

27 . We feel that the chapter on Statistics does not do justice to the achievement 

oflndian railways in this field. We say this inspite of the fact that some of the sta¬ 
tistics published by Indian railways are inadequate and obsolete and even mislead¬ 
ing. The methods ofpreparation of statistics on Indian railways have been mecha¬ 
nised and are highly developed. On the cards on which details of information re- 
garding traffic are punched, sufficient information is, or can be made uvailabie 
Alt kinds of information can thus be worked out with little additional expemse' 
Sampling methods said to have been adopted by the Interstate Commerce Com¬ 
mission are, therefore, hardly worthwhile in India. We have examined only 
cursorily some of the cost studies reported to have been made for the Interstate 
Commerce Commission, These studies were ad hoc and for cemin specific 
purposes. The principles underlying the freight rale structure in India arc entirely 
different from those in America and we consider that some at least of those cost 
studies are unnece.ssary in this country, e. g., the difference in transport costs in'dilTer- 
enl territories. We also consider that it is impo.ssible to work out the cost of trans- 

portforaspecificcommodity or for aspecificterritorialmovement and anveost studies 

directed towards this objective are bound to be infructuous. 

ii-8. We, therefore, are of the opinion that while it is very desirable to conduct 
cost studies and to make better use of the voluminous statistics published by Indian 
railways, the selection of the subjects for such research and its method should be 
determined with due regard to the rating practice adopted in this country The 
principles underlying the freight rate structure wc have recommended are very dif¬ 
ferent from those adopted by railways in Canada and the United States For instance 
we have aimed at a progressive lightening of the burden on long distance traffic and 
have, therefore, provided very low rates for the last few legs of the telescope and have 
also recommended a ceiling on freight under which no additionalcharge v ill be made 
afteraconsignmenthascompletedajourney of 1,500 miles, but in Canada there is a 
flat mileage rate from 200 to 2,000 miles and another flat rate from 2,000 to 3 300 
miles. In the United States of America, there is one flat mileage rate from 800 to 3* 000 
miles. In neither country, is there any ceiling on freight charges which-^o on stea’dilv 
increasing even upto 3,000 miles and over. None of the cost studies niade on behalf 
of the Interstate Commerce Commission, which wc have seen, have examined the 
question of the need or otherwise of such a ceiling. 

29. We would strongly advocate that studies be taken up into the effects of the 
changes we have recommended in the freight rate structure and the question of 
revising and amplifying railway statistics for this purpose be taken up without delay 
There are no statistics which could help us in estimating the effect, on the volume and 
range of movement of different classes of traffic, of the telescopic scales introduced in 
1948, nor could we elicit any information on this subject from the memoranda 
we received or the witnesses we examined. In the absence of relevant information we 
are also not in a position to say, with any reasonable measure of confidence what 
effects the far-reaching changes which we have now recommended will have on trade 
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and industry generally or on any particular class of traffic. There is, therefore, 
great need and scope lor the studies we have recommended. Incur proposals we 
have aimed at a progressive lightening of burden on longdistance tra,ffic. Accord¬ 
ing to Uie generally accepted view, cheap long distance freight charges make for 
centralisation and are a help to established industries against new industries. The 
declared policy of Government, however, is regionalisation. Therefore, the effect 
of the freight structure we have recommended has to be carefully watched to see 
whether it helps or hinders regionalisation. We consider that the studies we have 
recommended can most profitably be entrusted to the Railway Rates Commission 
which we have recommended. 


Regrouping 

30. in paragraph 243 of the Report, our colleagues have stated that the time 
has come to consider the question of splitting up the railways into smaller zones, as 
conducive to better control and operating efficiency. In their opinion, the existing 
large zones will prove a severe handicap and will most seriously affect the efficiency 
of performance on railways. The present regrouping of railways dates back to 
1952-53 and the usual operating statistics like wagbn miles per wagon day, net ton 
miles per wagon day, engine miles per engine day and so on for the 4 years, 1952-53 
to 1955-56, show a steady and commendable improvement. Some of the figures 
are the highest so far obtained. According to figures available, in the matter of 
efficiency, Indian railways stand high among the railways of the world. On the 
question whether this improvement can and will be maintained if the size of indivi¬ 
dual railways remains as at present and whether they will be able to meet the high 
tempo of traffic during tiie 2rid and 3rd Five-Year Plan periods, we have called for 
no evidence either from the Railway Board or individual railway officers or from 
any other informed quarter. As a matter of fact, when our questionnaires were 
framed, we made no reference to this subject as it was not within our terms of re¬ 
ference. 


I. S. PURI. 

V. P. BHANDARKAR. 
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SUMMARY OF CONCLUSIONS AND RECOMMENDATIONS 

We give below the summary of our principal conclusions and recommenda¬ 
tions which are contained in the earlier chapters of our Report. 

CHAPTER II 

A brief survey of the history of rail freight rates in India 

In this chapter we have brielly surveyed railway development and industrial 
growth since the early beginning of railways and the evolution of the railway 
freight structure vis-a-vis its development. We have referred to the early events 
which culminated in the historic resolution of 1887, when, for the first time. 
Government enunciated the principles to regulate the fixing of rates. We have 
dealt, in somewhat greater detail, with the changes in the freight structure intro¬ 
duced in 1922, the further refinements effected in 1936 and the major steps towards 
ultimate standardisation and rationalisation effected by the revised freight structure 
which was introduced in 1948. 

We have recounted the recommendation made on railway rates matters, in 
reports of various committees, from time to time , and have briefly indicated the 
impact of the freight structure on the growth of industry and agriculture during 
the last hundred years. 

CHAPTER III 

The general pattern of the revised rates structure and its impact on 

public opinion 

In this chapter we have dealt with the circumstances that led to the introduction 
of the telescopic freight structure in 1948. We have also given an indication of the 
principal features of the freight structure and have pin-pointed the criticisms that 
have been advanced against some of them, particularly those concerning the structure 
of the class rates and wagon-load scales, the legs of the telescope, ancillary charges 
like terminal, short-distance and transhipment charges and the rigidity in the railway 
freight policy that has been associated with the new freight structure. 

CHAPTER IV 

Basis for a new freight rate structure 

1. We consider a radical revision of the pattern of the legs of the freight structure 
necessary. We state why a different pattern need be adopted. We recommend 
adoption of the following pattern of legs for traffic both in “ smalls ” and in wagon¬ 
loads :— 


1 — 

25 miles 

26 — 

75 .. 

76 — 

150 „ 

151 — 

300 

301 — 

500 ., 

501 — 

800 „ 

801 — 

1,200 „ 


1,201 miles and beyond. 


(Paras 84-87) 
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10. To meet the criticism made by some Chambers that the wagon-load 
conditions may prove to be too high for certain commodities for wagon-load move¬ 
ments to and from small centres, some of us recommend the policy of adopting inter¬ 
mediate wagon-load weights with corresponding higher rates. 

(Para 108) 


11. We recommend that loading and unloading in respect of wagon-loads should 
be done by consignors and consignees. 


(Para 109) 


12. We recommend that the wagon-load conditions of the forwarding railway 
should apply through to destination, irrespective of break-of-gauge, both in the 
case of general merchandise and livestock. 

(Paras 110 & 111) 


13. We recommend that the terminal charges as such should be abolished, but 
that this fact should be taken into consideration in evolving the revised freight 

structure. 

(Paras 112-115) 

14. We recommend that the additional short-distance charge is not justified 
and that it may be abolished. 

(Para 116) 


15. We recommend the discontinuance of a separate levy of transhipment 
charges and of ghat charges. 

(Paras 117 & 118) 


16. We recommend that the minimum distance for charge should be raised to 
25 miles and should apply only once (in bookings) whether the movement is over 
one or more railways, 

(Para 119) 


17. We recommend that the minimum weight for acceptance per package by 
goods train should be 20 seers and the charge should be based on 20 seers. 

(Para 120) 


18. We recommend that the overall minimum 
for wagon-load consignments should be abolished. 


charge of Rs. 1-12-0 per ton 
(Para 121) 


19. Shri. Puri and Shri. Bhandarkar recommend that the minimum charge of 
Re. 1/- per consignment should be discontinued. 


(Para 122) 


20. We consider that neither maxima nor minima rates should be prescribed 
in the new freight structure. 


(Para 123) 
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2. We recommend a regular and progressive increase through a percentage 
system of rates from the lowest class to the highest class to form an integrated scale 
of rates covering both class rates and wagon-load scales. For this purpose, we 
recommend a norm or a standard rate, to be called the Class 100 rate. We have 
taken the present class 9 as the most convenient norm and all other classes above 
and below class 9 and also the wagon-load scales have been expressed as percentages 
of the nev/ Class 100. We have shown what percentage each class will repre.sent. 

(Paras 88-90) 


3. We recommend that, for all commodities, there should be a wagon-load 
classification and a “ smalls ” classification. 


(Paras 91 94) 


4. We also recommend for a few commodities, for which separate “ smalls ” 
and wagon-load rates will have no special significance, that the rate will apply on 
an “ AQ ” (any quantity) basis. 

(Para 95) 

5. We recommend that there should be a relativity between the rates for wagon¬ 
loads and smalls ” and we have allowed an increase in the rates for “ smalls ” as 
compared with wagon-loads to the extent of some 15 to 36 per cent and on this 
basis w'e have shown the pattern of the classification for wagon-loads and “ smalls ”. 

(Paras 96 & 97) 

6. We recommend that the revised classification may be fixed for individual 
commodities for which at present there is no wagon-load classification, in thefollowing 
manner. Where the commodity is reported to move largely in wagon-loads, the 
percentage cla.ss rate corresponding to the existing rate will apply for movement 
in wagon-loads and the corresponding higher percentage class rate for “ smalls ”. 
Where the commodity is reported to move largely as “ smalls ”, the percentage 
class rate corresponding to the existing rate will apply for movement in “ smalls ” 
and a lower percentage class rate for wagon-loads corresponding to the percentage 
class rate for ” smalls.” 

(Para 98) 


7. We have referred to the number of classes that exist at present and we 
recommend what should be the revised number. 


(Para 99) 


8. We have dealt with the subject of minimum weight conditions. We are 
of opinion that the existing wagon-load conditions are on the low side and we 
recommend that the wagon-load conditions should be examined afresh. We have 
forwarded two recommendations on this subject ; one from Shri. A. K. Basu with 
a schedule of minimum weight conditions for wagon-loads for all commodities, 
and the other from Shri. Puri and Shri. Bhandarkar for commodities for which, 
in their opinion, an upward revision is necessary. 

(Paras 100-105 & 107) 


9. Shri. Puri and Shri. Bhandarkar also recommend that for certain articles, 
for which the classification is subject to a minimum weight per consignment unrelated 
to the carrying capacity of the wagon, the minimum weights should be raised ; also, 
for explosives, the rule that the minimum charge per consignment is for 54 maunds 
should be revised and the minimum charge should be for 62 maunds. 


(Para 106) 
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CHAPTER V 

The scale of rates, the impact of the Second Five-Year Plan on its 
evointion—the need to keep the financial stability of railways 
in view whilst evolving the same 

21. We consider that a uniform surcharge on freight rates is not a satisfactory 
method of raising revenue and we recommend that, if additional revenue is required, 
it should be acquired by a suitable revision of the scale and taper of telescopic rates. 

(Paras 124-126) 


22. We have examined the financial position of railways during the Second 
Plan period. We have considered the public views on the financial aspect of railway 
w'orking. 

We have examined the railways’ earnings and expenditure during the Plan 
period and have reviewed particularly the appropriation to the Depreciation Fund, 
and we recommend an increase in the appropriation 

(Paras 127 146) 


23. We have taken into consideration the adjustments in the expenditure due 
to increase in coal price and due to rise in costs on account of the inflationary trends 
and from these several considerations, we conclude that the gap between revenue 
and expenditure during the Plan period will be over Rs. 300 crores. 

Hence, we recommend that, if the twin objectives, viz., that the railways 
play the part they are expected to during the Second Plan period by carrying 
additional traffic that will be forthcoming, and secondly, that the financial stability 
of railways is ensured, have to be achieved, it is essential that the existing scale of 
rates be revised in an upward direction. 

(Paras 147-149) 

24. We have mentioned the several factors on which a revised scale of rates 
may be constructed and we recommend the following scale which we consider would 
be an equitable one and, to a large extent, would meet our requirements - 


l - 

25 miles 

. . 3 60 

pics per maund per mile. 

26 - 

75 „ .. 

.. 1.40 

do. 

76 — 

150 „ .. 

.. 1,20 

do. 

151 - 

•too „ 
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301 — 

500 ,. 

.. 0.85 

do. 

o 
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800 .. .. 

.. 0.70 

do. 

801 — 

1,200 „ .. 

.. 0.60 

do. 

distances beyond 

.. 0.50 

do. 


We have shown in a graph the class 100 rate and other percentage class rates 
as would appear in our recommendation. 


(Paras 150-153) 


25. We recommend that the rates should be introduced on a block mileage 
basis with blocks of 5 miles upto 500 miles and 10 miles beyond, and we have attached 
a graph showing the proposed class 100 rate under the block mileage system. 

(Paras 154 & 155) 
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CHAPTER VI 
Goods'Classification 

26. We have briefly dealt with the principle governing the classification of 
goods and the relationship in the classification of ‘ smalls ’ and wagon-loads. 

(Paras 156-163) 

27. We have indicated the consideration that influenced our recommendation 
to adopt 13 to 27 per cent reduction in rates for wagon-loads as compared to 
‘ smalls ’. 

(Para 163) 


28, We recommend that practically for all commodities, rates should be quoted 
only at railway risk. Whilst this is our general recommendation, we recognise 
that there are a few commodities which may continue to be carried at owner’s risk, 
but in regard to which railway risk rates may also be quoted. We recommend 
that the owner’s risk rates for these commodities should be at a level one class below 
the corresponding percentage class rate and we have listed these commodities. 


(Para 164) 

29. We have dealt with the anomalies in the classification, which have been 
complained of by the public. 

We have referred to our interim recommendation for the setting up of a Classifi¬ 
cation /Anomalies Committee to deal with those anomalies which we have not been 
able to examine or any fresh anomalies that might arise as a result of our recommenda¬ 
tion and we have stated the Government’s decision thereon. 

(Para 165) 


30. We recommend revised classification 
removing the anomalies. 


for some commodities with a view to 
(Para 166) 


31. We recommend revised lower classification for those commodities for which 
we consider that special consideration should be shown in the interests of industry 
or more generally in public interest and for certain commodities from cost of living 
consideration. We have given in Annexure XIV of ovir Report a complete list 
of these commodities. 

(Paras 167-170) 


32. We recommend revised higher classification for certain commodities, some 
of which we have specifically mentioned and we have listed all the commodities so 
treated in Annexure XV of our Report. 

(Paras 171 & 172). 


33. We recommend certain groupings in the existing classification may be 
specifically examined by the Anomalies Committee and any new anomalies that may 
have arisen in the course of our proposal for reclassification. 

(Paras 173 & 174) 

34. In regard to the permanent machinery to deal with the question of classifi¬ 
cation, v-e suggest that the Commercial Committee for Interchange, while more or 
less working to the existing procedure, should formally consult and discuss their 



tentative ideas with representatives of the Federation of Indian Chambers of 
Commerce & Industry and Associated Chambers of Commerce, across the table 
before making their final recommendation to Government. Where necessary, the 
matter may be referred by either party for the advisory opinion of the Railway Rates 
Tribunal before a decision is taken. 

(Paras 175 & 176) 

35. We recommend that Urea which is used in the plastic industry and which 
also moves for bona fide agricultural purposes, should retain its higher- 
classification, but should be given station-to-station rates when moving on the 
latter account. 


Similarly Gypsum moving in limited quantities to specific points for fertilising 
“ Usar ” land may be given station-to-station rates. 


(Para 177) 


36. We recommend different rates for Jute according as it is iinpressed, half- 
pressed or full-pressed so as to encourage fibres being offered for transport fully 
pressed, and we have prescribed qualifying conditions for full-pressed and half- 
pressed jute. 

(Paras 178 181) 

37. In regard to classification of Oils—Division D " we forward two re¬ 
commendations to Government ; (i) 75 per cent, rate for wagon-loads, and (ii) 65 
per cent. 

(Paras 182-187) 

38. We have dealt with the classification of Coal, coke and patent fuel. Whilst 
we are unanimously of opinion that the coal scale needs revision with a view to 
make it more realistic, we have made two suggestions in regard to the manner of 
implementing it and we forward both the suggestions to Government. One sugges¬ 
tion is to assimilate into the freight structure and prescribe 25 per cent rate for coal, 
coke and patent fuel when moving in wagon-loads with a ceiling, if necessary, at 
800 miles or so ; the other suggestion is to have a separate scale for coal as follows :— 


In pies per maund per mile 


First 

25mi]es 

-f For the 
next 50 
miles 

+ For the 
next 75 
miles 

+ For the 
next 150 
miles 

-f- For the 
next 200 
miles 

4- For the 
next 300 
miles 
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next 400 
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+ For distances 
beyond 

(1-25) 

(26-75) 

(76-150) 

(151-300) 

(301-500) 

(501-^00) 

(801-1,200) 

(1,201 and 
over) 

r.io 

.36 

.32 

.24 

.15 

_ 

.07 

.05 


(Paras 188-198) 


39. With a view to removing the disparity between freight costs for long-distance 
movement of coal by railway and by coastal steamers, we recommend, that the 
freight rates on the railway portion of the rail-cum-sea route should be on the basis 
of the combined distance from the collieries to the port and from the port to the 
destination point, and we also recommend that if the gap needs to be further reduced, 
any subsidy that might be considered by Government should be met from general 
revenues and not frbm railway revenues. 

(Para 199) 
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CHAPTER Vn 

Industrialisaiion and railway policy 

40. We have dealt with the complaints made about the rates structure introduced 
in 1948 and the difficulty in obtaining station-to-station rates. In view of the 
standardisation of the rates structure the scope for quoting station-to-station rates 
became limited. 

With the universal application of wagon-load scales recommended by us the 
occasion for quoting station-to-station rates will continue to be limited. 

(Paras 201-203) 


41. We have referred to the recommendation made by us when our advice was 
sought by Government that all concessional rate.s for the carriage of raw materials 
and finished products for established iron and steel industries may be cancelled. 

(Para 204) 

^'■2. We have e.Kamined the suggestioji of the Estimates Committee to have a 
.separate Directorate in the Railway Board’s office for quoting station-to-station 
rates. We consider that tliis may not be necessary and wo recommend that individual 
railway administrations .should have power to quote station-to-station rates and 
grant concessions at a percentage below the standard rate. This percentage should 
be laid down by t’ne Railway Board. Concessions below this limit may be granted 
by tiie Railway Board after obtaining the advisory opinion of the Railway Rates 
Tribunal except in urgent cases where they may grant the concession and make a 
reference .siib,sequcntly to the Railway Rates Tribunal. 

(Para 205) 

43. We are unable to accept the suggestion of the Indian National Steam Ship 
Owners’ Association in the matter of quoting reduced rates for traffic moving to 
and from port.s when carried by ships on the Indian Register. We recommend, 
however, that railways should assist generally in the export drive. This recommenda¬ 
tion does not bear directly on Indian shipping, bnt embraces all shipping in the 
interest of enabling export of Indian products abroad. As railways will only be 
one of the departments, which will be called upon to make such a concession, we 
recommend that there should be some authority who will be in a po.sition to assess 
the situation and we recommend the formation of a high level committee with re¬ 
presentatives of Commerce & Industry Ministrj', Finance Ministry, Railway 
Ministry and such other Ministries as may be concerned in promoting the export 
trade of the country. The committee will function with a small secretariat specially 
conitituted for the purpose. 

(Paras 206 & 207) 


44. We recommend that the committee 
priority transport for export needs. 


may also examine the provision of 
(Para 208) 


45. We suggest for consideration of the Tariff Commission that in arriving at 
the protection or the quantum thereof, they may assume the existing level of rates 
and leave it to the parties to make representations to the Railway Board for 
concession in rates, if necessary. 


(Para 209) 
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46. We have dealt with the question of concession to under-developed areas. 
We have drawn the attention of the Government of India to the practice of the 
Canadian Government which grants low concessional rates for wheat moving from 
some territories, the value of the concession being rcimbunsed to the railways by the 
Federal Government of Canada. We recommend that this practice may be adopted 
for assisting backward areas in India. 

In regard to Assam, we recommend the propo.sal of treating the distance to 
and from Assam the same as what it wars before partition or that a variant of this 
treatment which meets the situation may be devised for a period during which the 
industrial development of Assam may be expedited. 

In this connection the present practice of levying ferry charges for traffic 
passing over Sakrigali—Maniharighat in the shape of a lumpsum mileage charge as 
for 33 miles, calculated separately on the 1st leg of the telescope, violates the principle 
of charging on continuous mileage. We recommend that the ferry mileage should 
be added to the total mileage for charge and not be separately calculated. 

(Paras 210 & 211) 

47. In regard to products of cottage and hand industries, we recommend that, 
to start with, a concession of 25 per cent of the normal freight rates be granted vvheii 
these products are booked by recognised co-operalive societies on the autiiority 
of a certificate issued by the All-India Khadi and Village Industry Board, the All- 
India Handicraft Board, Director of Industries of Stale Governments and ctl;er 
bodies, which might be recognised by the Union Government for this purpo.se. 

(Para 212) 

48. Though, at first sight, the proposal of a freight pool appears atii active, on 

further examination of tlie question, we consider that this method of encouraging 
certain areas where industrial development is backward is not Justified. ^ 

(Para 213) 


CHAPTER Vm 
Miscellaneous 

49. We recommend that the present relativity between goods and parcels rales 
will have to be maintained if diversion to parcels service is to be avoided. We 
have not gone into the structure of parcels rates, and these should be reviewed in the 
light of the freight structure that we have recommended, 

(Para 215) 

50. We are oppo.sed to making any change in the statutory obligations of 
railways, according to which at present they have to carry all the traffic efi'ered to 
them and we are, therefore, unable to accept the suggestion that railways shoi3d 
decline to carry traffic for short-distances. 

(Para 216; 


51. We recommend telescopic rates structure to be generally adopted on Indian 
railways for livestock and other animals ; the rates should apply at railw'ay risk 
and no separate terminal charges are to be levied. In through booking between 
different gauges, the rate applicable at the forwarding station would apply throuch 
to destination. 


(Para 217) 
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52. We consider it feasible to introduce the procedure, at least at large goods 
sheds, of obtaining advance information of the probable date of the arrival of the 
consignment and communicating it to the consignee where his address is known, 
so that he may make preliminary arrangements for unloading wagons. 

(Para 218) 


53. We recommend that salt in bulk may be moved when booked to private 
and assisted sidings under suitable precautions to prevent corrosive action on the 
steel plates of the wagons. 

(Para 219) 

54. We commend to Government the examination of a proposal that suitable 
trucks may be constructed for the movement of motor cars, so that more than one car 
may be loaded either horizontally or vertically, and the incidence of cost both to the 
users and to the railways under the existing rates may be minimised. 

(Para 220) 


55. We recommend the examination of special type of steel or other covers 
for open wagons and flats for protection against theft and rain as are used in some 
countries and as are also used in modern ship building in what are called Mcgregor 
type of covers used over holds. 

We strongly urge that steps may be taken in the matter of providing special 
types of vans like tank wagons, refrigerator vans, etc. 

(Paras 221 &222) 

56. We consider that standard rules should be provided and standard charges 
be levied for supply of cranes, for all railways. 

(Para 223) 

57. We consider that railways should take timely action to develop the existing 
capacity of inward and outward goods sheds with a view to meeting the complaint 
that at several stations, there is no outward wharf and goods brought for booking 
are exposed to the Wind and weather in open space. 

(Paras 224 & 225) 


58. We suggest that an educative campaign may be undertaken amongst the 
workers themselves in certain big stations at least, in the matter of handling goods, 
and a suitable inspectorate may be provided to inspect the loading and unloading 
of these goods and thereby to educate the workers on the methods to be adopted 
in such matters. 

(Para 226) 

59, We consider that the ferry charge for coal traffic should not be levied 
separalely as a lumpsum charge and recommend that coal traffic be charged on the 
through distance, inclusive of the ferry mileage, as in the case of other traffic. 

(Para 228) 


CHAPTER IX 
Statistical information 

60 We have referred to the sample survey that we conducted for obtaining 
figures of zonal movement in certain important commodities and we recommend that 
these figures may be given as a permanent annual feature in the statistics published 
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by railways and that the results may be derived from a full compilation and not 
barely from a sample analysis. We consider that during the high tempo of develop¬ 
ment economy when heavier and heavier loads will fall on railways, these figures 
will be of great practical assistance not only to the Commercial and Rates Officers, 
but also to Operating Officers. 

(Para 229) 

61. We have referred to the sampling survey conducted particularly by the 
Interstate Commerce Commission through continuous sampling of way-bills and 
we recommend to Government that the method of compiling statistics on the basis 
of sample surveys may usefully be encouraged on Indian railways for the purpose of 
investigating particular problems from time to time. 

(Para 230) 

62. We have referred to cost studies in other countries and to cost figures that 
we have on Indian railways. We have drawn the attention of Government specially 
to cost figures dealing with coaching traffic and have pointed out that if passenger 
traffic does not pay adequately, additional burden on goods traffic becomes inevitable. 

. (Paras 232-234) 

63. We consider that there is scope for more detailed statistics to enable costs 
of large-scale and regular movement of important commodities being ascertained. 

(Para 235) 


CHAPTER X 
Efficiency 

64. We have examined the efficiency of railways in the light of the criticism that 
increased efficiency will secure siffficient funds for the railways. We find that the 
railways are making a sustained effort for improvement. We however consider 
that nevertheless we must face the fact that railways should have additional revenue 
by an increase in freight rates to meet their expanding needs. 

(Paras 236 242) 

65. In connection with the question of operating efficiency, we consider that 
smaller zones of 3,000 miles or so will conduce to better control and operating effici¬ 
ency and we consider that a bold attempt be made to review the position and rectify 
if at an early date. 

(Para 243) 


CHAPTER XI 

The liability of railways for goods tendered for despatch 

66. in this chapter, we have dealt with the statutory provisions governing the 
responsibility of railways as carriers. We have described how the railways’ liability, 
which is ordinarily that of a bailee, may be limited under certain conditions. In this 
connection, we have dealt particularly with what is called owner’s risk liability and 
the developments in this regard from lime to time, culminating in the amendments 
to the Indian Railways Act, 1949. We find that there is at present virtually no 
difference between the railway risk and the owner’s risk liability except in recard 
to the burden of proof 


(Paras 244-253) 



128 


6 ^ We recommend that the general policy of the railways should be to quote 
rates at rail way risk and with the exception of a few commodities, the classified rates 
in tns revised rates structure should be applicable at railway risk only. With refer¬ 
ence to livestock also, we recommend that railway risk rates only should apply. 

(Para 254) 

68. We have referred to the claims position on railways, and the several useful 
reports that have been made from time to time in the matter of claims We have also 
referred to the evidence that we have received on this subject and the large volume 
of suggestions from the public to prevent the heavy incidence of claims. 

(Paras 255 261) 

69. We consider that the question of the prevention of the causes leading to 
claims boils down largely to one of prevention of crime in the shape of thefts and 
pilfen ges whether inside the railway premises or outside, in which both railways 
and Slate Governments must play their part if this crime is to be successfully scotched. 

(Para 262) 

70. We recommend that railways should assume common carrier liability and 
the change-over should be effected within one year from the coming into force of the 
revised freight rate structure. Some of us are doubtful whether the administrative 
and organisational reforms can be brought about within a period of one year. 

(Paras 263 266) 

71. We consider that packing conditions may be reviewed generally and the list 
ot commodities for which compulsory packing conditions are imposed may also be 
enlarged, and the revised packing conditions may be brought into effect simultane¬ 
ously with the assumption by the railways of the liability of the common carriers. 

(Paras 267 & 268) 

72. We recommend that in regard to ‘ non-delivery ’ the position may be 

clarified and suitable amendments may be made in the Act to provide for snecifio 
inclusion of the term ‘ non-delivery’. ^ 

(Para 269) 


73. We recommend for sympathetic examination the question whether railways 
cease to be bailees once the free time for wharfage is over. ^ 


(Para 270) 


74. We recommend that suitable amendments may be made in the Railways 
Act to provide for certified copies of Forwarding Notes and other documents being 
admitted as evidence without the originals being produced. This will help in the 
speedier disposal of claims and avoid hold-up of railway records in most cases 

(Para 271) 

75. We recommend that the list of ‘Excepted articles’ be reviewed and certain 
commodities like electric bulbs, silk apparel, musical and scientific instruments 
should no longer find a place in this list. 

• (Para 272) 

'■^6. We recommend that notice of claims served on the Chief Commercial 
Superintendent of a railway, should be valid in law and necessary amendments to 
the Act should be carried out to provide for this. 


(Para 273) 
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CHAPTER XII 
Railway Rates Tribunal 

77. We have dealt with the developments in the matter of Government control 
over railway freight rates. We have referred to the provision in the Indian Railways 
Act, IX of 1890, of a Commission to deal with questions of undue preference. 1 his 
Cojnmission, however, was never set up. V/e have referred to subsequent attempts 
by the public and the recommendation of the Acworth Committee for the constitution 
of a Railway Rates Tribunal. We have also referred to the appointment of the 
Railway Rates Advisory Committee and its main features and functions and the 
subsequent setting up of the Railway Rates Tribunal. 

(Paras 275-282) 


78. We have dealt with the constitution of the Railway Rates Tribunal and 
referred to the public opinion in this matter. 

(Paras 283 -285) 

79. We recommend that the constitution should be amended and the Tribunal 
should consist of an expcrie.iced High Court Judge as President with two other 
members chosen for their knowledge or experience of commercial, industrial and 
economic conditions in the country, or of the commercial working of railways. We 
further recommend that the President and members of the Tribunal may be appointed 
for a period of five years and may, in suitable cases, be eligible for re-appointment. 
The appointments, we recommend, should be made by the President of India on the 
recommendation of the Law Minister, the Minister for Industry and Commerce 
and the Minister for Railways. 

(Paras 286-292) 

80. We have considered the present jurisdiction of the Tribunal and public 
opinion in this regard. 

We recommend that the jurisdiction of the Tribunal be divided into mandatory 
and advisory functions—mandatory functions where the judgment of the Railway 
Rates Tribunal is binding on Government in matters relating to undue preference, 
unreasonableness of rates and unreasonableness of other charges ; advisory func¬ 
tions relating to classification and to references by Central Government in matters 
falling within Section 45 of the Act and in cases where the Railway Board decide to 
grant station-to-station rates involving reductions beyond the limits prescribed by 
the Board for individual administrations. 

(Paras 293-306) 

81. In the matter of station-to-station rates, where such reduction is granted 
by the Railway Board on the recommendation of the high-level committee of repre¬ 
sentatives of various ministries of the Union Government, including railways to 
assist the export drive, we recommend that such decisions may be given effect to 
by the railways without obtaining the advisory opinion of the Railway Rates Tribunal. 

(Para 307) 

82. We recommend that necessary provision be made in the Indian Railways 
Act, so that the Railway Rates Tribunal may adopt an “informal procedure” in 
dealing with cases where a formal hearing is unnecessary and may be dispensed with. 

(Paras 312-315) 

83. We recommend that the question of permitting the Railway Rates Tribunal 

to award refund of overcharges for a particular period may be considered in greater 
detail by Government. (Para 316) 

9 












ANNEXURE I 

GOVERNMENT OF INDIA 
MINISTRY OF RAILWAYS 
(Railway Board) 

New Delhi, 29th June, 1955. 

RESOLUTION 

No. 6899-TC. The present freight rates structure for transport by goods trains 
which has been in force from 1st October, 1948, was evolved as a result of detailed 
investigations conducted by a departmental committee during the years 1945 to 1948. 
Since then, however far reaching changes have taken place in the economic activity 
in the country and big changes are envisaged in the Second Five-Year Plan. The 
development of railway facilities w'ill also be considerable and, in consequence, 
the working expenses of the Railways and the dividend payable to the General 
Revenues will appreciably increase. 

The public opinion in general seems to favour a fresh examination of the 
freight structure. 

The Government of India agree with this view and, as announced by the 
Railway Minister during the recent Budget discussions, have decided to appoint 
a Committee to review the existing freight structure for transport by goods trains 
in all its aspects in the light of the present developmental economy and to give ample 
opportunity to the interest concerned to explain their point of view, 

2. It has also been deemed advisable to entrust the Committee with an enquiry 
into the liability of Railways as carriers of goods, likely effect of any changes proposed 
in the existing law .on the claims position and consequent adjustments required in 
freight rates, to meet any additional commitments. 

3. Linked is the question of the constitution, jurisdiction and procedural rules 
of the Railway Rates Tribunal, and the Government are of the view that these also 
can advantageously be reviewed by this Committee. 

4. Accordingly, the terms of reference of the Committee will be— 

(i) To review the present railway freight rate structure in all its aspects and 
to suggest what modifications should be made, bearing in mind the needs of a develop¬ 
ment economy and the necessity for maintaining the financial stability of the 
Railways ; 

(ii) To examine whether the statutory provisions dealing with the responsi¬ 
bility of Railways as carriers need any, and if so, what modification ; and in the 
light of modification proposed whether any adjustment in freight rates is warranted ; 

(iii) To examine what changes, if any, are needed in the existing constitution, 
jurisdiction and rules of procedure of the Railway Rates Tribunal, so that the Tribunal 
might be a more effective and expeditious instrument for adjudication of Railway 
freight matters at a reasonable cost to the litigant ; and 

(iv) To make recommendations. 
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5. The Committee will consist of— 

(1) Dr. A. Ramaswami Mudaliar, M.P. .. .. Chairman. 

(2) Shri T. N. Singh, M.P. .. .' 

(3) Shri D. K. Borooah, M.P. .. 

(4) Shri I. S. Puri, Ex. Financial Commissioner for Railways. 

(5) Shri V. P. Bhandarkar, Ex. Member, Transportation, -Members. 

Railway Board. 

(6) Shri L. K. Jha, Joint Secretary, Ministry of Commerce 

and Industry. 

(7) Shri A. K. Basu, General Manager, Eastern Railway .. ^ 
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ANNEXURE H 


(1) Copy of questionnaire—Part I-A and B issued by the Rail¬ 
way Freight Structure Enquiry Committee. 


NOTE 

It will be appreciated if the reply to the Questionnaire, Part I*A and B, is sent not later than the 
15th Norember 1955. 

Will you please send your reply to each question on a separate page and send 12 copies of yonr 
replies to facilitate consideration by the Railway Freight Structure Enquiry Committee. 
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Questionnaire—PART I-A 

1. (a) What, in your viev,', has been the effect on industry and trade generally, 
or on any particular section of industry and trade, of the adoption in 1948 of the 
revised general classification of goods ? 

(b) Has the adoption in 1948 of the principle of telescopic rates on the 
continuous mileage over the different railways, been helpful to industry and trade 
generally ? 

Are there any instances where this principle has acted adversely to the interest 
of any particular industry or trade ? 

(c) In particular, has the revised freight structure had any cfleet on short 
haul and medium haul traffic ; if so, how and to what extent ? 

Please illustrate your answers by giving specific instances where the volume 
and the distance of movement of traffic have been substantially affected by the 
changes brought about by the revision of the freight stiucture in 1948. 


I!, (a) Do the present rating arrangements permit of sufficient flexibility to 
meet the legitimate needs of industries in regard to the movement of raw materials 
and finished products ? 

(b) To what extent do Railway Administrations exercise the discretion 
perra tted to them under present rating arrangements to meet the legitimate needs 
of industries ? 

3. (i) Is the number of class rates and wagon-load scales at present prescribed 
adequate and are the different class rates and wagon-load scales appropriate in relation 
to one another ; if not, what modifications do you suggest ? 

(ii) (a) Are the number of ‘ legs ’ and the distance range in each ‘ leg ’ in 
each of the class rates and wagon-load scales suited to the needs of trafiic ? 

(b) also, is the rate per mile under each ‘ leg ’ appropriate in itself and 
in relation to the other ‘ legs ’ ; it not, what modifications do you suggest ? 

please indicate the financial effect of any modifications that you may suggest 
in answer to Questions 3 (i) and (ii) above. 

Please see the explanatory note in Annexure J to this questionnaire. 

4 Under the present freight, structure, (please see Annexure I), a maximum 
rate hus been fixed for each class rate, for 2 of the wagon-load scales out of 13 and 
for the coal scale. This implies that beyond a distance of about 1,5G0 miles, no 
charge is made for the transport of commodities covered by them. Should this 
practice remain as at present and be extended to all wagon-load scales or should 
it be discontinued, so that the traffic which is now carried free beyond this distance 
may be appropriately charged ? 

5. What is your opinion about the principle of levy of a separate— 

(i) terminal charge ; 

(ii) ‘ short distance ’ charge for haulage of less than 75 miles ; 

(hi) transhipment charge for break of gauge ; 

in addition to the conveyance charge ? 
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Apart from the principles involved, have you any suggestions regarding the 
quantum of these charges ? 

If any change is recommended in the principle or a ‘reduction in the quantum 
of charge, have you any suggestions to make as to how the loss of revenue incurred 
thereby can be recouped by the Railways ? 

Please see explanatory note in Annexure II to this questionnaire. 

6. Having regard to the long distances over which some of the traffic has to 
move in this country, would you recommend that the distance unit for charge should 
be raised from the present limit of one mile ; if so, what would you suggest as the 
unit ? 

7. In your opinion, is there any case for altering the existing minimum distance 
for charge of 20 miles for goods traffic ? 

8. On some railways, freight on liquid commodities moving in tank wagons 
includes the charge for haulage of empty tank wagons to the loading stations, while 
on others such a charge is not made. Would you advocate the abolition of the 
empty haulage charge or the extension of this principle to alt railways ? 

9. A number of commodities have been grouped together in the existing 
classification of goods having regard to the characteristics of the commodities 
concerned in relation to their transportation conditions and their prices. Have you 
any objection to this raethodof classification of goods or to thegrouping of particular 
commodities ? 

(Examples of such grouping are shewn in Annexure HI to this questionnaire). 

10. Are you satisfied with the classification of goods as at present; if not, 
have you any comments to offer for modification by way of reclassifying the 
commodities, having regard to their transportation characteristics, and their 
prices, either within the framework of the present classification or by increasing or 
decreasing the number of classes ? 

11. Have you any suggestions to make regarding the proper relationship between 
rates for traffic moving in ‘ smalls ’ and in wagon loads? 

12. Does the present uniform rate of minimum charge for consignments in 
wagon loads at Rs. 1-12-0 per ton on the carrying capacity need any revision ; 
if so, in what direction ? Would you advocate the charge varying with the class of 
commodities carried ? 

13. (a) Does the present uniform rate of minimum charge at Re. I/-per consign¬ 
ment for ‘ smalls ’ need any revision ; if so, in what direction ? 

(b) Should such minimum charge vary with the class of commodities also ? 

14. The minimum weight for a ‘ smalls ’ consignment carried by goods trains 
is 7 seers. It has been suggested that this involves duplication of services both by 
goods and parcels trains and results in wasteful operation, and that this could be 
reduced by raising the minimum weight for ‘smalls’ carried by goods trains. Do 
you agree to this proposal and, if so, what is the minimum weight that you would 
suggest ? 
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15. It has been suggested that for ‘smalls’ traffic carried by goods trains, 
all commodities up to a maximum weight per consignment be placed in one class. 
What i > your view on this suggestion and, if you agree, what is the maximum weight 
which you would advocate ? 


16. Do you consider it appropriate to ensure better utilisation of transporta¬ 
tion capacity available from time to time by resorting to the following expedients :— 

(i) Revising in the upward direction the existing ‘ W ’ condition, i.e., the 

minimum weight condition for qualifying for a wagon-load rate ; 

(ii) adopting the present class rate for wagon-loads only, where wagon-load 

scales are not quoted at present and levying an extra charge for move¬ 
ment in ‘ smalls ’ ; 

(hi) quoting a reduction in the freight rates for quantities loaded beyond the 
minimum weights per wagon (‘ W ’ conditions) fixed for the different 
commodities, so as to encourage loading up to the fullest extent the 
wagon actually supplied can hold. 

What are your views in regard to these suggestions and have you any other 
suggestions to make in the matter ? 

Please see explanatory note in Annexure IV to this questionnaire. 

17. Do you consider it feasible or desirable to have ‘ train load rates ’ as a 
feature of the railway freight structure in addition to the existing three types of freight 
rates ; if so, what advantage do you anticipate for trade or railways from the intro- 
ductioi of train load rates ? What safeguards would you suggest to prevent the 
system from causing hardship to any of the interests concerned ? 

18. It has been suggested tiiat, for special express goods services, there should 
be an add tional charge ; what are your views thereon ? 

19. Have you any suggestions to make regarding the conditions under which 
railways supply cranes for loading and unloading heavy consignments and the rates 
at which such services are charged ? 


20. Have you any suggestions to make in regard to the rates for live-stock and 
animals and conditions applying thereto ? 

21. It has been stated that the overall charge for ‘short distance’ is generally 
unremunerative. 

(a) Would you suggest that railways should not carry such traffic where 
there are alternative modes of transport available ; if so, up to what mileage should 
such traffic be considered as ‘ short distance ’ traffic ? 

(b) Should freight rates on short distance traffic be so adjusted that such 
traffic may generally be carried by alternative means of inland transport, particularly 
road :ransport or inland waterways ? 

(c) Would similar adjustment of freight rates be also desirable on long 
distance traffic where the commodities could be carried by coastal shipping in order 
to remove the strain on railways ? 
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22 . How do the freight rates for short distances compare with the corresponding 
freight rates by road or inland waterways ? 

23. Some commodities, which are essentially needed in different parts of the 
country, have to bear disproportionately high freight charges owing to their transport 
over long distances. In regard to these particular commodities, it has been suggested 
that a freight pool may be created so as to keep fairly uniform the freight rates 
irrespective of distance. Do you advocate such a freight pool being formed in regard 
to a limited number of commodities ; if so, what are the commodities which you 
consider may be operated through a freight pool either on an all-India basis or on a 
zonal basis ? 

If the suggestion of a freight pool is accepted, would you advocate the exclus on 
from it of traffic moving over a minimum distance ? 

In particular, would you support a freight pool for coal, iron and steel, keros, ne 
oil, petrol, cement, chemical manures and salt ? 

24. The main centre of consumption of raw jute being Calcutta, it Jias b 'en 
stated that the import of raw jute into Calcutta involves less price to the cultivator 
as freight charges increase, with the result that, beyond a limited radius of Calcutta, 
it becomes uneconomical to grow jute. Would you advocate a uniform pooled 
freight on all raw jute brought to Calcutta ? 

25. If you advocate a pooled freight on any or all the commodities mentioned 
in questions 23 and 24, have you any suggestions to make as to who should work the 
freight pool—the railways or the industry concerned or an appropriate Government 
agency ? 

26. The First Five-Year Plan has resulted in certain agricultural and industiial 
developments in the country, and the Second Five-Year Plan contemplates a more 
rapid development in both these directions. In view of these developments achieved 
and contemplated, would you suggest any revision or modification of the present 
freight structure to further the economic progress of the country ? 

27. The Railway Board have permitted Railways to waive the ‘ short distance ’ 
charge, either in full or in part, for large scale regular movements of industrial raw 
materials where it is justified by commercial reasons. Please give a list of cases in 
which requests for such waival were acceded to and also a list where such requests 
were turned down during the three years ending 1954-55 and indicate briefly the 
reasons in either case. 

28. Since 1948, have there been many requests from the public for quotation 
of station-to-station rates, or for reduction of rates for particular commodities ; to 
what extent were these requests met by the railways concerned ? 

Please give instances of requests that have been made, and where such requests 
have not been granted, the reasons if any, given by the railways. 

29. The revision of the freight structure in 1948 involved the adoption of the 
principle of telescopic rate on the continuous mileage over the different railways 
and the abolition of a number of station-to-station rates. Has the effect of this been 
favourable or unfavourable to (i) industrial development and (ii) trade generally, 
and (iii) the particular trade or industry with which you are connected ? If, in 
your opinion, there has been any adverse effect, what remedial measures would you 
suggest ? 
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30 It has bsen suggested that station-to-station rates should be revived on a 
large scale so as to foster the development of new industries and to assist exjjort trade. 
How fur do you agree with this suggestion and what restrictions would you place 
having regard to the economics of transportation ? 

31. It has bee.n suggested that the railway freight rate policy should not be 
based only on considerations of the economics of transportation and the needs 
of railvray finance. What other objectives may be taken into consideration and to 
what e.xtent should the Railways’ freight rate policy be adjusted for the purpose and 
under what conditions and subject to what safeguards ? 


32 Should the railway freight structure be utilised to assist the development 
of particular industries or other interests ? 


33 It has been suggested that the Railway Administrations also may render 
some assistance to the establishment and development of new industries and that, in 
the fixation of freight rates, a distinction may be made between the requirements 
of industries already established and those nev/Iy planned. Would you advocate 
any suoh distinction ; if so, for which industries, for what period and subject to 
what li nitations ? 

Would you advocate, for the same reasons, special consideration being shown 
for the economic development of underdeveloped areas ? 

34 The high level of cost of materials and labour has the effect of rendering 
unrcmiinerative many of the nev/ lines required to be constructed in under¬ 
developed areas, it has been stated that with a view to accelerating the pace of 
construction of such lines, charges may be recovered “ on the basis of inflated 
mileage for a li.nited period so that the projects may not be financially burdensome ”. 
Have you any comments to make in tlie matter ? 


35 What freight policy would, in your opinion, be best suited to achieve the 
double objective of— 

(1) facilitating the economic and industrial development of the country, and 

(2) securing adequate revenue for meeting increases in maintenance and 

operation costs due to the investment of large capital both in the cons¬ 
truction of new railway mileage and in the provision of rolling-stock 
and other facilities ? 


36. What services should the railways finance out of their revenues without 
resorting to borrowing or drawing on reserves, i.e., what charges should railways 
be expected to meet out of thei r curren t revenues for ensuring the progressive improve¬ 
ment it the standard of railway services ? 

37. In the Second Five-Year Plan, emphasis is laid on the development of 
village and cottage industries. Should the railway freight structure be utilised to 
assist the development of these industries and other similar interests ? If assistance 
is to be given to them, have you any suggestions to make as to how far the railways 
can help either through modification of freight rates or packing conditions or by 
special grouping of commodities for purposes of rating, or in any other ways ? 
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. To what extent docs the general policy of Government to control or fix 
i for the prices of particular commodities affect the charging of freight rates 
h commodities or their raw materials in accordance with the rioiirjal principles 
the railways follow ? 

. It has been alleged that, under the present freight structure, certain ccra- 
;s are carried at rates below the cost of transport. Would you stale wliat 
ommodities are ? If the allegation is correct, do you suggest that economic 
lould be charged on such commodities, or do you consider that there should be 
beyond which these rafes be not increased irrespective of the cost of transport ? 

. It has been stated lliat, during the next five years, the railway transport 
y will have to be increased very substantially. This increased capacity 
absorbed mainly by ‘ low rated ’ traffic like coal, ores, limestones, pig iron, 
and pulses, chemical manures, cement, oilseeds, agricultural implements, 
and blooms, motor tractors, iron and steel and machinery.. There may also 
le increases in certain “ high rated ” commodities like jute, raw and manu- 
d, tea, cotton and cotton piece-goods, petrol and petroleum products. It is 
that the cost of haulage of additional traffic of this magnitude will not be less 
e average cost of haulage at present incurred by the railways. This additional 
on the other hand, will involve the railways in increased expenditure from 
; revenues on improvements to goods sheds and other development works 
tated by the increase in traffic. This additional expenditure will be further 
ed by increased appropriation to the Development Fund and to the General 
les consequent on the additional capital invested. If this is a fair picture, 
ou any suggestions to make to meet the situation having regard to the need 
intaining the financial stability of the railways ? 

. Should fluctuations in the competitive conditions in the export market be 
nto consideration in adjusting railway freight rates for commodities which are 
exportable and, if so, should the adjustment be flexible in both directions. 
Id you attach more importance to stable rates prevailing irrespective of these 
5 factors ? 

* 

. In the post-war period, has there been any change in the pattern of traffic, 
the quantum, direction and range of movements of commodities ? 

. To what extent and in what manner has the freight rates policy adopted in 
ifluenced (1) the location and pace of development of industry and (2) the 
ance of trade ? 

. In the industries with which you are connected, are the prices quoted 
R. destination or F. O. R. foiVarding station or either, according to 
stances ? 

(a) If they are quoted F. O. R. destination, please supply figures showing 
ling prices and the freight separately. 

(b) If they are quoted F. O. R. forwarding station, please give the average 
e a product is hauled and the proportion which the railway freight generally 
o the selling price at the forwarding station. 

(c) Are there many cases where the difference between the selling price at the 
)f receipt is substantially greater than could be accounted for by the actual 
charged ? 

(d) What were the relative figures or proportions in (a) and (b) before the 
ir, i.e., in 1938-39, in 1947-48, and in 1948-49, i.e., after the revision of the 
freight structure in 1948 ? 
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45. What is the element of railway freight on the various direct requirements 
of an agriculturist such as chemical manure, diesel oil, seeds, etc., and how does it 
bear upon the cost of production of more important food crops and commercial 
crops ? 

46. As a result of the various developments in industry and agriculture 
achieved or planned, what changes have occurred or are likely to occur in the move¬ 
ment of agricultural produce in your area ? Will you please give the information 
in reference to commodities of importance in your area ? 

47. It has been stated that the small agriculturist has difficulty in disposing of 
his produce quickly by rail as he cannot usually avail of the benefit of the low rates, 
applying to wagon-toad quantities. Have you any suggestions to make for affording 
facilities to him by— 

(i) adjustment of railway freight rates, and/or 

(ii) providing warehouses for temporary storage of his produce through 

the agency of co-operative bodies, private interests or the railways 
themselves, with a view to convenient and quick clubbing of ‘ smalls * 
consignments into wagon-loads ? 

48. Will you please indicate the nature and extent of industrial development 
in the private sector envisaged during the Second Plan Period in your region ? 

49. To what extent are the volume and lengths of movement of existing traffic 
likely to be affected by the development visualised in the private sector during the 
Second Plan Period in your region ? 

50. Please give an estimate of the quantum of new traffic in the principal 
commodities, with their approximate lengths of movements, likely to result from the 
increased activities in the private sector during the Second Plan Period in your 
region “? 

51. Please indicate the nature and extent of industrial expansion in the public 
sector envisaged during the Second Plan Period in your region. 

52. To what extent are the volume and len^hs of movement of existing traffic 
likely to be affected by the development visualised in the public sector during the 
Second Plan Period in your region ? 

53. Please give an estimate of the quantum of new traffic in the principal 
commodities, with their approximate lengths of movement, likely to result from the 
increased activities in the public sector during the Second Plan Period in your 
region. 

54. Have you any suggestions to make as to the basic principles to be followed 
in framing the railway freight structure generally ? 

.‘>5. Apart from your answers to the above questions, have you any sugges¬ 
tions to make about any other aspect of the present freight structure, including its? 
simplification ? 
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Qaestiomuike— PART I-B 

1. Will you please supply information as indicated in Annexure V to this 
questionnaire, so far as you are concerned, for the principal manufacturing indus¬ 
tries, such as, for example, (a) iron and steel, (b) cotton textiles, (c) jute, manufac¬ 
tured, (d) edible oils (groundnut oil, mustard oil, gingellyoil, cocoanut oil, etc.), 
(e) hydrogenated oil (Vanaspati), (0 pai»r, also card board, etc., (g) plywood, 
(h) colours and dyes, (i) paints and varnishes, (j) aluminium sheets and ingots, 
(k) cement, (1) rubber goods (tyres,tubes, mats, etc.), (m) glassware, (n) enamelled- 
ware, (o) machinery, (p) tobacco, manufactured (cigarettes, etc.), (q) footwear and 
leather goods, (r) soap, (s) acids and other chemicals, (t) salt, (u) tea, (v) sugar, 

etc., etc. ? 

2. Will you please supply information as indicated in Annexure VI to this 
questionnaire, for petrol, kerosene and other important petroleum products ? 

3. Will you please supply the information as indicated in Annexure VII to this 
questionnaire, so far as your area is concerned, in respect of (a) the principal 
grades of coal and coke, and other products of mines such as, for example, 
(b) mica, (c) manganese ore, (d) iron ore, (e) bauxite, (f) chrome ore, etc., etc. ? 

4. Will you please supply information as indicated in Annexure VIII to this 
questionnaire, in respect of the important agricultural produce in your area such as, 
for example, (a) wheat, (b) rice, (c) bajree, (d) javari, (e) barley, (f) maize 
(Indian corn), (g) gram, (h) other pulses, (i) mustard, (j) gingelly, (k) ground¬ 
nut, (I) linseed, as also (m) jute, raw, (n) tobacco, etc., etc. ? 



ANNEXURE I to questionnaire—Part I. 

The following are the bases of the standard telescopic class rates which are 
applicable on continuous mileage over the different Railways ; the minimum 




Basis of Telescopic Class Rates 

Pie per maund per mile 

For the first 

Plus for the next 

Plus for distances 

300 miles 

300 miles 

beyond 

.54 

.45 

.34 

.59 

.49 

.38 

.64 

.54 

.42 

.69 

.58 

.46 

.75 

.63 

.49 

.80 

.68 

.54 

.86 

.73 

.58 

.92 

.78 

.62 

:99 

.84 

.66 

1.07 

.90 

.71 

1.14 

.97 

.76 

1.22 

1.04 

.82 

1.30 

1.11 

.88 

1.55 

1.18 

.94 

2.32 

1.41 

1.0 


Maximum rate per 
maund exclusive of 
terminals, tranship¬ 
ment and other extra 
charges which 
should be added 


Rs. A. p. 
3 3 0 
3 8 0 

3 13 0 

4 3 0 
4 8 0 

4 14 0 

5 4 0 

5 9 0 

6 0 0 

6 7 0 

6 14 0 

7 6 0 

7 15 0 

8 11 0 
10 9 0 


Wagon¬ 
load scale 


Basis of Standard Telescopic Waqon-Load Scales 


Pie per maund per mile 


Maximum rate per 
maund exclusive of 
terminals, tranship¬ 
ment and other extra 
charges which 
should be added 



WL/F 

WL/G 


■ •20/300 miles plus . 15 for distances beyond 

.30/100 do. .25/300 do. .20 do 

.48/100 do. .32/300 do. .23 do! !! 


.48/100 do. 
.34/150 do. 

.36/150 do. 
.41/150 do. 

.38/300 do. 
.43/300 do. 

.43/300 do. 
.48/300 do. 

.48/300 do. 
.43/300 do. 


.30/300 do. .20 
.31/150 do. .17 

.33/150 do. .18 

.38/150 do. .24 

.26/300 do. .17 

.21/300 do. .15 

.32/300 do. .21 

.26/300 do. .19 

.35/300 do. .23 

.20/300 do. .15 


Rs. a. p. 


1 14 0 


1 13 0 


WL/H 

WL/:; 


do. 

do. 
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ANNEXURE I to questiomaire—Part /—(concld.) 

Coal, all varieties, coke—hard and soft, patent fuel and coal shale and lignite 
are charged on the same basis of charge as shown below— 

(1) At Owner’s Risk— 

Pie per maund 
per mile 

1 to 200 miles .. .. .30 

plus 201 to 400 miles .. .. .. .. .10 

plus 401 to 1,000 miles .. .. .. .08 

plus for all distances b^nd .07 

t2) At Railway Risk. —The rate per maund is 20 per cent, higher than the 
Owner’s Risk rate, exclusive of terminal, transhipment and other extra charges 
except for traffic in bulk involving transhipment en route due to break of gauge or 
ferry for which Class I rate only is chargeable. 

The rates per ton for coal, coke and patent fuel are subject to the maximum 
of Rs. 23-2-0 per ton for 1,486 miles and upwards. 

The conditions of carriage are contained in Chapter 11—page 36, etc., of the 
I. R. C. A. Goods Tariff No. 29 of 1954. 


10 
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ANNEXUREII to questionnaire—Part I. 

The following terminal, transhipment and sliort distance charges are levied in 
addition to the conveyance charge bas ;d on mileage of haul— 

A. Terminal—For General Merchandise— 

(a) Where the railway is required to do the loading and un- 8 pies per maund at 

loading. each end. 

(b) Where the owners are required to do the loadint; or un- 6 pies per maund at 

loading, or where at the option of the Railway they are each end. 
permitted to do so under special arrangement. 

(c) When booked in wagon loads between points within the 8 annas per ton at 

same station area. each end. 

n. For Coal— 

(a) When not in wagon loads.8 pies per maund at 

each end. 

(b) When in wagon loads .8 annas per ton at 

each end. 


B. Transhipment—I. For General Merchandise— 

(a) On all goods booked as “ smalls *’ and on goods in w'agon 3 pies per maund. 

loads to which the minimum wcigiit conditions W/- and 
Q-apply. 

(b) On ail goods moving in bulk and booked in wagon loads 2 pies per maund 

to which the weight condition “ C.C. ” applies (i.e., 
freight is reckoned on the carrying capacity of wagons). 

II. For Coal- 

fa) When not in wagon loads .3 pies per maund. 

(b) When in wagon loads . 5 annas per ton. 


C. Short distance charge—1. For General Merchandise— 

Where the aggregate distance for chaige is less than 75 miles. 6 pies per maund. 

II. For Coal— 


No short distance charge is leviable. 



147 

ANNEXURE III to questionnaire—Part /. 

The following are a few examples of the grouping of commodities in the General 
Classification of goods under a common head, referred to in item 9 of the Ques¬ 
tionnaire. These examples are extracted from the General Classification of Goods at 
page 62 etseq of the I. R. C. A. Goods Tariff No. 29 of 1954. This list is not 
complete—only illusti-ative— 


Common head 

Some of the commodities included 
under the common head 

Qassification in 
smalls and 
wagon loads 

Coal . 

Coal all varieties—Hard coke. Soft coke. 
Coal shale. Patent fuel. Lignite. 

1R.R. 

Grain and pulses .. 

Bajree. Barley, Maize, Ohall, Gram, Paddy, 
Rice, Wheat, etc. 

1 R.R. 

WL/D. 

Seeds, common 

Grass, Hemp, Jute, Tamarind, Ajwan seeds, 
N. O. C., Coriander, Soapnut seeds. 

1 R.R. 

WL/F. 

Oilseeds .. .. 

Castor, Cotton, Flax, Groundnuts, without 
shells. Linseed, Mustard, Poppy, Tobacco 
seeds. 

4R.R. 

WL/H. 

Iron and Steel. Division B .. 

Corrugated sheets 

■ 


Fabricated steel works .. 

Rails and Girders 

Hoop Iron 

Rods, Sheets, Sleepers, Charmels, Flat iron. 

4R.R. 

OR.R. 


Pipes 


Ores 

Iron, Manganese, Chrome. Bauxite 

1 R.R. 

WL/C; O. R. 
WL/CR ; R. R. 

Refractoiy bricks .. 

Fire Bricks, Magnesite Bricks, Silica Bricks. 

1 R.R. 

WL/F; R.R. 

Oils-Division D 

Gingelly oil. Groundnut oil. Linseed oil, 
Kardi seed oiL Castor oil. Cotton seed oU. 

4R.R. 

3 0.R. 

Machinery other than electrical. 

Boileni, Cranes, Engines, Grass presses. 
Indigo presses and Printing presses. 

6R.R. 

40. R. 


l(U 
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ANNEXUREIV to questionnaire—Part I. 

Explanatory Note. 

When a consignment is offered in quantities for which a full wagon is not neces¬ 
sary it is called a ‘ smalls ’ consignment as distinguished from a wagon-load 
consignment. 


When a ‘ smalls ’ consignment is booked, the Railway Recc'pt is issued without 
waiting for its loading in a wagon. It is the Railway’s business to ct il.ct together 
several ‘ smalls ’ consignments and load tlicm in a wagon on their owm. For a 
wagon-load consignment, however, the Railway Receipt'i.s issued after the wagon 
has been actually allotted and loaded eiUter by the consignor or the Railway, as the 
case may be. 


The General Classification of Goods shows the appropriale classified rate for 
charge for each commodity. It also shows lower wagon-load scales of charges 
for certain commodities as ordinarily move in wagon-load quantities. For getting 
the benefit-of the lower wagon-load rates, the quantity to be offered for despatch 
must not be less than the standard minima weights fixed for the commodity in ques¬ 
tion. For instance, for Grains and Pulses, the mini.>ni!ni weight is W/500 BG 
and W/300 MG. This means that at least 500 maunds must be tendered for despatch 
per Broad Gauge wagon and 300 maunds per Metre Gau.go wagon if the benefit of 
the lower rate is to accrue. The existing standard minirr.a weights are shown in 
AppendixG Page 330 of the I. R. C. A. Goods Tariff No. 29. 


As the minimum weight per wagon for a commodity has to be fixed in consider¬ 
ation of the quantity of it that can ordinarily be loaded in a wagon of average capa¬ 
city, there may often be cases, depending on the type of wagon actually supplied, 
where it is possible to load more than the minimum weight fixed. During periods 
of acute shortage, merchants generally make an endeavour to load to the maximum 
extent the wagon can hold, exceeding the minimum weight fixed and pay freight on 
the basis of weight actually loaded. When wagon shortage is h^ss acute, the ten¬ 
dency is to load wagons only up to the minimum weight fixed for a commodity, 
apparently for the reason that orders are placed for supply of commcditic,«, on the 
basis of the minimum weight fixed for commodities. In the interest cf making the 
fullest use of available transport capacity, it will be desirable to have all wagons 
loaded fully to the extent they can hold. 


For commodities for which no wagon-load rate has been fixed, the ordinary 
class rates apply whether the consignments ^ire offered as ‘ smalls ’ or as wagon¬ 
loads. It, however, helps railway operation if traffic is offered in wagon-loads, 
as in clearing ‘ smalls ’ traffic, railways are not able to utilise a portion of the carry¬ 
ing cai»city of the wagon used. To encourage movement in wagon-loads, a 
suggestion has been made that in the case of comniod ties for which no wagon-load 
scale of charges has been provided, the present classification may apply to quanti¬ 
ties in wagon-loads only, and for this pu-pose, suitable minima weights per watron- 
load for each commodity may be fixed. For consignments in these commodities 
moving as ‘ smalls ’, a small additional charge is proposed to be levied with the 
obj<!Ct of discouraging ‘ smalls ’ movement and encouraging ‘ smalls ’ being clubbed 
together and oflFered for despatch in wagon-loads. 
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ANNEXURE V to questionnaire—Part /. 

Industries 

1. Will you please indicate the weights of principal raw materials and fuel 
(coal) required to produce a stated weight of finished goods ? 

2. Will you please indicate the total production of the finished goods during 
1938 -39. 1947-48. 1952-53, 1953-54 and 1954-55 ? 

3. What has generally been the effect of revision of the freight structure in 
1948 on the particular industry ? Has there been any change in the distance of 
haul by rail in respect of the finished product and the principal raw materials ? 

4. For the tralfic received and despatched by rail, please give the average, 
longest and snortest distances for haul in respect of principal raw materials and 
finished products. 

5. K the cniire quantity of the principal raw materials received by rail ? If 
not please stale the proportion received in the mills (i) by rail, (ii) by road in lorries, 

(iii) in buiioek carlt . etc. in respect of each raw material. 

6. Is the entire quantity of finished product de.spatched from the mills by rail ? 
If not, please state the proportion of despatches by road, river, etc. 

7. (a) Will you please indicate the average price (1954-55) and the average rail 
freight paid per maund or ton on each of the principal raw materials ? Will you 
please give the corresponding figures for 1938-39 and 1947-48 ? 

(b) Will you please indicate the present average price (1954-55) of the finished 
products at the manufacturing points and at important consuming centres ? Will 
you please give the corresponding figures for 1938-39 and 1947-48 ? 

8. Will you please give figures of the despatches of finished products by rail for 
distances of— 

(i) I to 50 miles 

(ii) 51 to 100 miles 

(iii) 101 to 200 miles 

(iv) 201 to 300 miles 

(v) 301 to 400 miles 

(vi) 401 to 500 miles 

(vii) 501 to OOO miles 

(viii) 601 to 700 miles 

(ix) 701 to 800 miles 

(x) 801 to 900 miles 

(xi) 901 to 1000 miles 

(xii) 1001 to 1200 miles 

(xiii) 1201 to 1500 miles 

and (xiv) beyond 1500 miles ? 
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ANNEXURE V to questionnaire—Part I (concld.) 

I. Additional information for liquids only.— (a) What proportion of the present 
movements occur in bulk in tank wagons as against movement by ordinary covered 
wagons in containers ? What are the relative economics of movement in bulk and 
in containers ? 

(b) What is the wastage from leakage in each of the two methods of trans¬ 
port ? 


(c) Is any improvement in containers contemplated to reduce leakage ? 

(d) As for the traffic received in bulk in tank wagons, is it distributed to the 
ultimate consuming points in containers ? If so, is such distribution affected by 
the present scales of rates and the distance range of the ‘ legs ’ of the telescopic 
rates ? 

10. Additional information for Sugar Mills only.— (a) Will you please indicate 
the proportion of sugarcane traffic received by the mills separately by (1) rail and 
(2) road from within a zone of— 

(a) 10 miles, 

(b) 11 to 20 miles, 

(c) 21 to 30 miles, and 

(d) beyond ? 

(b) In your area, please indicate the average cost of transport per maund of 
pgarcane by (1) rail and (2) road for distance of 5, 10 and 15 miles. Similarly also 
indicate the corresponding cost of transport in a pre-war year say, 1938—39. 
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ANNEXURE VIII to questionnaire^Part I. 

Agricnltnral produce 

1. Will you please indicate the total yield of the crops in your area during 
1938-39, 1947-48, 1952-53, 1953-54 and 1954-55 ? 

2. What has generally been the effect of the revision of the freight rate structure 
in 1948, and subsequently in 1953 on the movement of the crop by rail ? Has 
there been any change in the distance of haul by rail ? 

3. Is the entire surplus crop moving by rail ? If not, what proportion moves 
by (i) road in carts and lorries, and (ii) river or canal ? 

4. Will you please indicate the average prices (1954-55) at the more important 
produce markets in your area and the extent to which rail freight enters into these 
prices ? 

5. Will you please give figures of despatches of the crop by rail from your areas 
for distances of— 

(i) 1 to 50 miles 

(ii) 51 to 100 miles 

(iii) 101 to 200 miles 

(iv) 201 to 300 miles 

(v) 301 to 400 miles 

(vi) 401 to 500 miles 

(vii) 501 to 600 miles 

(viii) 601 to 700 miles 

(ix) 701 to 800 miles 

(x) 801 to 900 miles 

(xi) 901 to 1,000 miles 

(xii) 1,001 to 1,200 miles 

(xiii) 1,201 to 1,500 miles 

and (Xiv) beyond 1,500 miles 
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ANN EXIT RE VI! to questionnaire—Part I. 

Principal grades of coal and coke and products of mines 

1. Will you please give figures of total production during 1938-39, 1947-48 
1952-53, 1953-54 and 1954-55 ? 

2. Will you please state the average price at pitsmouth during the years 
mentioned above ? 

3 What has generally been the effect of the revision of the freight rates in 1948 
on the movement of traffic by rail ? In particular, can you give an idea of any 
change that has taken place in the distance of movement by rail and the quantum 
of traffic involved ? For coal will you please indicate also the effect of the revision 
of the freight rate in 1952 ? 

4 Will you please indicate the quantum of traffic at present moving by rail 
for distances of— 

(i) 1 to 50 miles 

(ii) 51 to 100 miles 

(iii) 101 to 200 miles 

(iv) 201 to 300 miles 

(v) 301 to 400 miles 

(vi) 401 to 500 miles 

(vii) 501 to 600 miles 
(viii) 601 to 700 miles 

(ix) 701 to 800 miles 

(x) 801 to 900 miles 

(xi) 901 to 1,000 miles 

(xii) 1,001 to 1,200 miles 
(xiii) 1,201 to 1,500 miles 

and (xiv) beyond 1,500 miles ? 

5. Please indicate the quantity of traffic at present moving by rail-cum-sea 
route. 

6. Will you please indicate the quantity of traffic moving by road for distances 

of— 

(i) 1 to 50 miles 

(ii) 51 to 100 miles, and 

(iii) beyond 100 miles ? 

7. Will you please briefly give reasons why. if any, traffic is moving by road and 
also give the comparative costs of movement by rail and road for distances of fii 50 
miles and (ii) 100 miles ? 
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Qnestionnaire—PART II 

1 . (a) Will you please indicate to what extent traders book commodities at 
owner’s risk rates and to what extent they book them at railway risk rates ? 

(b) Will you please indicate the names of commodities which traders prefer 
to book at higher railway risk rates where alternative owner’s risk rates are available ? 

(c) Has there been any change of practice in this respect compared with the 
pre-war period ? 

2. (a) To what extent do traders resort to private insurance as an alternative 
to or in addition to booking at railway risk rates, and for wha t reasons ? 

(b) What kinds of risk are covered by private insurance ? Please indicate 
also the rate of premium on the value of goods where they are privately insured. 

(c) To what extent has there been a shift during the two periods 1945-50 and 
1950-55 in favour of, or against, private insurance as compared with booking at 
railway risk rates ; if so, in respect of what commodities and under what categories 
of risk cover? 

3. In regard to goods booked at owner’s risk rates, what proportion of the 
trafBc is covered by private insurance? Has there been a shift during the two 
periods 1945-50 and 1950-55 in favour of, or against, private insurance? If so 
in respect of what commodities ? 

4. (a) Has there been a marked increase in the payment of compensation 
claims by railways after the last war ; if so, please name the principal commodities 
in respect of which such an increase has taken place. If possible, the answer may 
be given with reference to quinquennial periods, 1940-45,1945-50 and 1950-55. 

(b) Will you please give, with reference to these commodities, the quantum 
of increase in the volume of traffic and the relative prices of the commodities com¬ 
pared with the pre-war period and the periods indicated above ? 

5 . (a) In respect of compensation claims paid by railways, please state the 
quantum of payment arising from— 

(i) thefts and pilferages; 

(ii) misdespatch ; 

(iii) deterioration due to delay in transit; 

(iv) fall in prices owing to delay in transit; 

(v) damage to consignment due to rough shunting and rough handling ; 

(vi) leakage and damage due to wet; 

(vii) any other well defined cause ; 

and the proportion in each case. 

(b) Will you please indicate separately, in respect of the above, the value 
of claims preferred and the quantum of payment made by railways ? 

(c) In respect of compensation claims rejected by railways, please give a 
similar breakdown as in (a) above. 

6. In regard to compensation claims rejected by railways, please state the prin¬ 
cipal commodities generally involved and give a rough estimate of the value of 
claims preferred in respect of each of these commodities. 
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ANNEXURE II (Contd.) 


(2) Copy of questionnaire Parts II and III issued by the 
Railway Freight Structure Enquiry Committee. 


NOTE 

(t nill be appreciated if tbe reply to the questionnaire, is sent not later than the 31st December 
1955. 

It will facilitate the work of the Committee if, in sending yoar reply, you will please answer each 
question on a separate sheet of paper and send 12 copies thereof. 

Your replies are requested only in respect of those questions which deal with matters within your 
special knowledge or which pertain to your business, trade or industry. 

Your attention is specially invited to supplensenfary question 16 (A), which forms part of Qaes- 
tionnaire Part 1-A, appearing separately on the last page, and you are requested to furnish your 
answer to this question also. 
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1 . (a) Will you please indicate to what extent traders book commodities at 
owner’s risk rates and to what extent they book them at railway risk rates ? 

(b) Will you please indicate the names of commodities which traders prefer 
to book at higher railway risk rates where alternative owner’s risk rates are available ? 

(c) Has there been any change of practice in this respect compared with the 
pre-war period ? 

2. (a) To what extent do traders resort to private insurance as an alternative 
to or in addition to booking at railway risk rates, and for wha t reasons ? 

(b) What kinds of risk are covered by private insurance ? Please indicate 
also the rate of premium on the value of goods where they are privately insured. 

(c) To what extent has there been a shift during the two periods 1945-50 and 
1950-55 in favour of, or against, private insurance as compared with booking at 
railway risk rates ; if so, in respect of what commodities and under what categories 
of risk cover? 

3. In regard to goods booked at owner’s risk rates, what proportion of the 
trafBc is covered by private insurance? Has there been a shift during the two 
periods 1945-50 and 1950-55 in favour of, or against, private insurance? If so 
in respect of what commodities ? 

4. (a) Has there been a marked increase in the payment of compensation 
claims by railways after the last war ; if so, please name the principal commodities 
in respect of which such an increase has taken place. If possible, the answer may 
be given with reference to quinquennial periods, 1940-45,1945-50and 1950-55. 

(b) Will you please give, with reference to these commodities, the quantum 
of increase in the volume of traffic and the relative prices of the commodities com¬ 
pared with the pre-war period and the periods indicated above? 

5. (a) In respect of compensation claims paid by railways, please state the 
quantum of payment arising from— 

(i) thefts and pilferages; 

(ii) misdespatch ; 

(iii) deterioration due to delay in transit; 

(iv) fall in prices owing to delay in transit; 

(v) damage to consignment due to rough shunting and rough handling ; 

(vi) leakage and damage due to wet; 

(vii) any other well defined cause ; 

and the proportion in each case. 

(b) Will you please indicate separately, in respect of the above, the value 
of claims preferred and the quantum of payment made by railways ? 

(c) In respect of compensation claims rejected by railways, please give a 
similar breakdown as in (a) above. 

6. In regard to compensation claims rejected by railways, please state the prin¬ 
cipal commodities generally involved and give a rough estimate of the value of 
claims preferred in respect of each of these commodities. 
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7. (a) The railway’s liability in respect of defectively packed goods, and animal 
or goods carried or darned to be carried al owner’s risk rates, has been extendei 
to cover cases of negligence in addition to cases of misconduct, as a result of th 
Indian Railways (Amendment) Act of 1949. 

What benefit has the trading public derived from the new provisions of th 
law? 


(b) To what extent have these provisions operated to the disadvantage o 
the railways ? If the provisions have operated to the disadvantage of the railway; 
would you recommend the narrowing of the difference between the owner’s ris 
rates and the railway risk rates? 


8. The present practice is to quote only railway risk rates for certain com 
modifies whether moving in smalls or wagon loads. For other commoditie; 
railway risk and owner’s nsk rates are both quoted whether moving i 
smalls or in wagon loads. For yet other commodities, the sender has the optio. 
of either of the two rates when the consignment is in smalls but not in wagon load; 
For a further set of commodities, the sender has the option of the two rates whe 
the consignment is in wagon loads only. Have you any comments or suggestion 
to olfer in regard to this practice? 

9. In the case of commodities where both railway risk and owner’s risk rate 
are quoted, the difference between the two sets of rates varies widely from commo 
dity to commodity. Have you any comments to make on the disparity betweei 
the two sets of rates? 

10. Do you consider it de$ira.b]e to withdraw, either altogether or for particula 
commodities, the alternative owner’s risk classification existing at present? If so 
would you suggest any change in the railway risk classification ? 

If you advocate the withdra\yal of owner’s risk classification, would you sugges 
an exception being made in the case of wagon loads where wagon load schedule 
are quoted? In case this exception is recommended, would you suggest alternativ 
railway risk rates also being quoted for traffic in wagon loads? 

11. If you recommend that (he owner’s risk rates be completely withdrawn 
do you suggest the same principle being extended to commodities coming unde 
the “ excepted ” category ; if so, do you agree to an adequate enhancement in th' 
rates for commodities in the “excepted ’’ cjitegory to be removed from owner’ 
risk classification and included in the railway risk classification ? 

12. It has been suggested that railways should accept goods for transport a 
railway risk rates only, but, if a trader offers to relieve the railways of a portion o 
the risk, he should be allowed a certain redaction in rate. Do you agree with thi 
view and, if so, please indicate the nature and extent of the risk which the railwa* 
may be relieved of. What consequential reduction in rates would you suggest ii 
such cases ? 


13. A large number of dangerous goods are carried only at railway risk. It 
some cases, commodiliej like safety matches, paints and varnisnes are carried eithe 
at railway risk or at owner’s risk rates, the owner’s risk rates providing for a relaxatioi 
in packing conditions. Would you like this practice to be continued ? 
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14. In your opinion, are ilic conditions laid down for execution of forwarding 
notes under Scclioh 72-A of the Indian Railways Act, 1890, in respect of anin als 
or goods caniid on a railway, satisfactoiy and, if not, wLat changes would you 
recommend in the law ? 

15. Have you any comments to offer or suggestions to make regarding the 
present standard packing conditions in gencial or regarding special conditions of 
packing applying to particular commodities ? 

16. In the case of certain commodities, packing corditions have been notified, 
and these commodities are not accepted for booking by railways unless the prcsci.bid 
conditions have beem uiifilled. In the case of ctiiain other ecir.rr.cdities, while 
the packing condiaons are presciibcd, the coivsigi mcnls terderrd for carriage ate 
accepted even though the prescribed conditions are not conformed to, if the exact 
nature of the defect is recorded by the sender in the forwarding note. In view of 
the increasing industrial skill in the country, would you recommend the extensien 
of compuhsory packing conditions to more coremcditics and, if so, please suggest 
the names of the commodities to be ir^cludcd. 

17. (a) Have you any suggestions to make regarding the prevision of ware¬ 
house facilities for storage of goods prior to despatch or after delivery ? Are you 
aware of any schemes for providing such facilities on a planned basis either by 
private business or co-operative bodies or the railways ? 

(b) Would you suggest that such a scheme should be taken up and, if so, 
which body or bodies would you recommend for carrying out a scheme of this 
kind ? 

18. (a) Under Section 72 of the Indian Railways Act, 1890, the responsibility 
of the railway administration for loss, destruction or deterioration of an'mals or 
goods delivered to the railways for carriage is that of a bailee as provided for by 
the Indian Contract Act, 1872. Are you in favour of the continuance of this provi¬ 
sion ; if not, what in your view should be the extent of the liability which the 
railways should as.sume ? 

(b) It has been suggested that the railways’ liability, instead of being that 
of a ‘ bailee’, should be that of a common carrier, which, in effect, would make 
the railways ‘ insurers’ of goods carried by them. Would you advocate this change 
and, if so, w'ould you indicate the nature and extent of the risk that would be 
assumed by the railway on account of this change ? 

19. It is stated that the bulk of the claims for compensation arises directly 
or indirectly from thefts and pilferages. What steps would you suggest should be 
adopted by the railways, the State Governments, the Union Government and by 
the public, to meet the situation ? 

20. On the basis of compensation claims paid by railways during 1954-55, 
can you give a rough estimate of the additional amount that will have to be paid 
if railways are treated as common carriers, thereby becoming virtual insurers, 
instead of being merely bailees as at present ? W ill you please give the figures 
separately for running train thefts and other causes ? Are there any commodities 
where the incidence of running train thefts is particularly high ? 

21. Have you any general observations to make regarding claims made and 
claims paid ? 
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Qaestioimaire PART III 

1. (a) Ssctions 41 and 42 of the Indian Railways Act, 1890, define the functions 
of the Railway Rates Tribunal. Have you any suggestions to make regarding 
the widening of these functions or restricting them? 

(b) It has been suggested that it would be in the public interest if the Railway 
Rates Tribunal is given the power to initiate investigations in regard to freight rates. 
Would you favour such a suggestion ? 

(c) If you recommend the restriction or narrowing down of the powers of 
the Tribunal as laid down in Sections 41 and 42 of the Indian Railways Act, 1890 
would you suggest that the powers so taken away from the Tribunal be conferred on 
some other body? By whom would these functions be exercised and in what manner? 

2. Sub-scclion (2) Section 42 of the Indian Railways Act, 1949, provides that 
the Central Government alone will have power to reduce the level of class rates, 
while Sub-section (1) of the same section provides that the Tribunal alone shall 
have power to reclassify a commodity in a higher class, but only on application 
made by the Central Government. Under these provisions, if Government is to raise 
additional revenue from goods traffic, it has to apply to tlie Tribunal and obtain 
its approval to raise the rates on a particular commodity by classifying it in a 
higher class. Otherwise it has to raise rates on all goods in a particular class. Do 
you coa-sider this position satisfactory ; if not, what suggestions have you to make ? 

3. It has been suggested that the Central Government may be given the power 
to reclassify any commodity in a higher class without prior reference to and approval 
by the Railway Rates Tribunal and that, in such crises, the trade can appeal to the 
Tribunal if the reclassification is unreasonable. Have you any comments to make 
on this suggestion ? 

4. Have you any comments to make on the rules of procedure which have 
been adopted by the Railway Rates Tribunal ? 

5. It has been staled that there is great delay in obtaining decisions from the 
Railwr.y Rates Tribunal by the parties concerned. Do you aaree with this state¬ 
ment and, if so, what suggestions would you make to expedite'lhe adjudication of 
cases by the Tribunal ? 

6. It is stated that the actual cost to the parlies for obtaining a case adjudicated 
by the Railway Rates Tribunal is very high. Do you agree with this statement 
and, if so, what remedy would you suggest ? 

7. The Indian Railways Act, 1890, provides in Section 44, Sub-section (2) (e) 
that any party shall be entitled to be heard in person or by a representative duly 
authorised in writing or by a legal practitioner. The records show that the privilege 
of appearing in person or by a duly authorised representative has never been exercised 
by the parties concerned, apart from the railways. How do you account for this 
fact ? Do you consider that there is anything in the procedure or in the nature of 
the enquiry which prevents any party appearing directly and arguing his case ? 

8. Have you any remarks or suggestions to make regarding the constitution 
and the qualification for membership, of the Tribunal as prescribed by the Indian 
Railways Act, 1890 ? If you desire any modification in the qualification for member¬ 
ship of tlie Tribunal, whal is yoiir siiggc-sfion and how iwiild vou justify it 
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9. Do you suggest any increase or decrease in the number of members of the 
Tribunal ? 

10. (a) The Tribunal, consisting of three members with legal exp)erience, is 
now assisted by assessors chosen from two panels, (i) the trade, industry and agri¬ 
culture panel, and (ii) the railway panel. Do you consider the system of asscciating 
assessors with the Tnbunal fulfils the purpose which was intended, namely, to have 
at the disposal of the Tribunal the experience and knowledge of the trade and of 
the raihvaj's ? 

(b) Do you cons'der the system of formation of the panels and the chcosing 
of assessors from these panels for individual cases satisfactory ? If you do not 
consider the system satisfactory, what suggestions have you to make ? 

11. It has been suggested that there should be an independent body which will 
have the power of fixing freight rates and dealing with complaints arising therefrom. 
Do you approve of this suggestion and, if you do, would you make a difference 
between matters affecting rales which sliouid be dcait with by an independent non¬ 
judicial body, and matters which would be suitable for decision by a judicial body ? 
What sliould be the composition of these bodies ? 

In '“ither case, how would you reconcile ti e powers given to one or the other 
of the bodies with the ultimate power of control over the budget exercised by 
Parliament ? 

12. It has been stat’d that, since the railways are now entirely Government 
undertakings functioning under parliamentary control, the necessity for a judicial 
body like the Railway Rates Tribunal for adjudication of disputes regarding freight 
rates does not exist. Do you agree with this view ? In case you do not favour the 
continuance of a judicial body like the Railway Rales Tribunal, would you suggest 
the constitution of an advisory body on the analogy of the Tariff Commission ? 



160 


SUPPLEMENTARY QUESTION TO PART I-A 

16. (A) Have you any comments or suggestions in regard to wagon load condi¬ 
tions generally and in particular in regard to— 

(i) the existing minimum weight conditions applicable to different commodi¬ 

ties in the light of their comparative weights with reference to volume 
(e.g., Bran and Reinforced concrete have the same minimum weight 
conditions) ; and 

(ii) the varying ratios between the minimum weight for wagons on different 

gauges for different commodities. 
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ANNEXURE ffl 

List showing names and addresses of parties who sent replies to Question* 
naire Part I (A & B) and Parts II & III issued by the Railway 
Freight Structure Edqniry Committee 


Serial 

No. 

Name 

Address 


A—CHAMBERS OF COMMERCE 



ANDHRA 


1 

Andhra Chamber of Commerce 

Andhra Chamber Building, 272*273, Angappa 
Nakk Street, Madras*!. 


ASSAM 


2 

Assam Chamber of Commerce 

Shillong (Assam). 

3 

Darrang Chamber of Commerce 

t 

Tezpur (Assam). '/ 

4 

Eastern Assam Chamber of Commerce. 

Dibrugarh (Assam). 

S 

National Chamber of Commerce 

Tinsukia (Assam). 


BIHAR 


6 

Tho Bihar Chamber of Commerce .. 

Judge’s Court Road, P. 0. Box No. 71, Patna*l. 


BOMBAY 


7 

Bombay Chamber of Commerce and 
Industry. 

Mackinnon Mackenzie Building, Ballard Estate^ 
P. 0. Box No. 473, Bombay*!. 

8 

The Indian Merchants’ Chamber 

Laiji Haranji Memorial, Indian Merchants’ 
Chamber Building, 76, Veer Nariman Road, 
Churchgate, Bombay*!. 


DELHI 


9 

Federation of Indian Chambers of 
Commerce and Industry. 

28, Ferozshah Road, New Ddhi*l. 

10 

Puiuab and Delhi Chamber of 
Commerce. 

Scindia House, Curzon Road, P. O. Box No. 130, 
New Delhi-1. 


KUTCH 


11 

Chamber of Commerce 

Gandhi Dham. 


MADRAS 


12 

Indian Chamber of Commerce 

Indian Chamber Buildings, Tuticorin (S. India). 

13 

The Kanara Chamber of Commerce .. 

P. O. Box No. 116, Bunder, Mangalore. 

14 

The Malabar Chamber of Commerce 

Kozhikode (Ex*Calicut). 
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ANNEXURE Ill-contd. 


Serial 

No. 

Name 

1 Address 

1 


A—CHAMBERS OF COMMERCE 
—concld. 



MADRAS—concld. 


15 

The Southern India Chamber of Com¬ 
merce. 

P. O. Box No. 1208, ‘Indian Chamber Buildings 
Esplanade, Madras-1. 

16 

The Tamil Chamber of Commerce .. 

310/311, Linghi Chetty Street, Madras-1. 

17 

Tuticorin Chamber of Commerce 

South Beach Road, Tuticorin (S. India). 

18 

The Virudhunagar Chamber of Com¬ 
merce, Ltd. 

Virudhunagar. 


MYSORE 


19 

The Rarnatak Chamber of Commerce 

Hubli, (District Dharwar.) 

20 

The M^ore Chamber of Commerce .. 

Kempegowda Road, Bangalore-1. 


RAJASTHAN 


21 

Jaipur Chamber of Commerce 

Johri Bazaar, Jaipur City. 

22 

Rajasthan Chamber of Commerce and 
Industry. 

Johri Bazaar, Jaipur City. 


TRAVANCORE-COCHIN 


23 

Chamber of Commerce 

Trichur. 


UTTAR PRADESH 


24 

Upper India Chamber of Commerce .. 

Post Box No. 63, Kanpur. 


1 WEST BENGAL 


25 

The Bengal Chamber of Commerce and 
Industry. 

Post Box No. 280, Royal Exchange, Calcutta-1. 

26 

Bengal National Chamber of Commerce 

P-11, Mission Row Extension, Calcutfa-1. 

27 

Bharat Chamber of Commerce 

State Bank Building, Burra Bazar Branch. 
Calcutta-7. 

28 

Indian Chamber of Commerce 

India Exchange, Calcutta-1. 

. ] 

B—ORGANISATIONS OTHER THAN 
CHAMBERS OF COMMERCE 


1 

ANDHRA 


1 1 

The Guntur District Lime Fruit Grow¬ 
ers’ and Exporters’ Association. 

Morrispet, Tenali, Guntur District. 
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ANNEXURE ffl—contd. 


No. 

Name 

Address 


B—ORGANISATIONS OTHER 
THAN CHAMBERS OF 
COMMERCE—contd. 

BHOPAL 

! 

1 

1 

2 

The Bhtqjal Sugar Industries Ltd. 

BIHAR 

Sehore. 

3 

Indian Coal Merchants’ Association .. 

BOMBAY 

P. O. Jharia, Manbhum. 

4 

The Ahmedabad Millowners’ Associa¬ 
tion. 

Navrangpura, P. O. Box No. 7, Ahmedabad-1. 

5 

Alembic Chemical Works Company 
Ltd. 

Gorwa Roadp Baroda-3. 

1 • 

6 

The All India Manufacturers’ Associa¬ 
tion. 

ludustrial Assurance Building, Chuichgate, Fort, 
Bomt«y-l. 

7 

Alt India Non-Ferrous Metalware 
Manufacturers* Association. 

Liberty Building, Marine Lines, Bombay-1. 

1 

• 8 

All India Starch Manufacturers’ Associa¬ 
tion. 

12, Rampart Row, Bombay-1. 

9 

Bharat Bartel and Drum Manufactur¬ 
ing Co., Ltd. 

95, Ferguson Road, Lower Pard, Bombay-13. 

10 

The Bombay Charcoal Merchants’ 
Association. 

Coal Depot, Sewri, Bombay-15. 

11 

The Bombay Hessian and Outmy Mer¬ 
chants’As^iation Ltd. 

67, Kazi Sayed Street, Bombay-3. 

12 

The Bombay Oilseed Crushers’ Asktcia- 
tion. 

Scindia House, Post Box No. 409, Bombay-1. 

13 

The Bombay Oilseeds Exchange Ltd. 

Jenabai Building, MusjidBunder Road, Bond>ay-3. 

14 

Bombay Salt Merchants’ and Shilotries’ 
A^ociation. 

583, Chira Bazaar, Bombay. 

15 

The Bombay Sheep and Goat Merchants’ 
Association. 

Sojat Marwar (Rajasthan). 

16 

The Bombay'iShroff’s Association Ltd. 

233, Shroff Bazaar, Bombay-2. 

17 

The Co-operative Fruit Sale Societies & 
Fruit Growers’ Association 

East Khandesh, Bhusawal. 

18 

i 

The Cotton Textiles Export Promotion 
^uncil. 

Cecil Court, Fourth Floor, 26, Lansdowne Road, 
Apollo Bunder, Bombay-1. 

19 

The East India Cotton Association Ltd., 

Cotton Exchange, Marwari Bazaar, Bombay-2. 

20 

The Federation of Gujarat Mills and 
Industries. 

Vithal Nivas, Gendigate Road, Baroda-1. 


llA 
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ANNEXURE III—contd. 


Serial 

No. 

Name j 

Address 


B—ORGANISATIONS OTHER 
THAN CHAMBERS OF 
COMMERCE—contd. 


i 

BOMBAY—concld. 


21 

The Grain and Oilseeds Merchants’ 
Association. 

72/80, Masjid Bunder Road, Bombay-3. 

22 

Gujarat Vepari Mahamandal 

Khanpur, Ahmedabad-1. 

2.1 

Indian Machine Tool Manufacturers’ 
Association. 

Ewart House, Bruce Street, Fort, Bombay-1. 

24 

The Indian National Steamship Owners’ 
Association. 

Scindia House, Ballard Estate, Bombay. 

25 

The Indian Road and Transport Devel¬ 
opment Association. 

27, Bastion Road, Bombay-1. 

26 

The Indian Salt Manufacturers’ 
Association. 

C/o. Tata Chemicals Ltd., Bombay House, Bruce 
Street, Fort, Bombay. 

27 

Maize Products Ltd. 

Post Box No. 1072, Ahmedabad-2. 

28 

The Millowners’ Association 

Elphinstone Building, Veer Nariman Road, Post 

1 BoxNo. 95, Bombay-]. 

29 

Oil Industry Supply Committee 

Burmah Shell House, Ballard Estate, Post Box 
688, Bombay-]. 

30 

Tata Chemicals Ltd. 

Bombay House, 24, Bruce Street, Fort, Bombay-1. 

31 

The Vanaspati Manufacturers’ Associa¬ 
tion of India. 

India House (5th Floor), Fort Street, Bombay-1. 

32 

The Wallace Flour Mills 

9, Wallace Street, Fort, Bombay. 

33 

DELHI 

All India Distillers’ Association 

H-37, Connaught Circus, New Delhi-1. 

34 

The All India Food Preservers’ Associa¬ 
tion. 

New Delhi. 

35 

The Atlas Cycle Industries Ltd. 

1 

! Sonepat, (Near Delhi). 

36 

The D. C. M. Chemical Works 

1 

P. O. BoxNo. 1211, Delhi. 

37 

MADHYA BHARAT ^ 

The Gwalior Rayon Silk Manufacturing 
(Wvg) Co. Ltd. 

P. O. Birlagram, Nagda, (W. Railway). 

38 

The Madhya Bharat Millowners’ Associ¬ 
ation. 

9. South Tokoganj, Indore. 

39 

The Slate Pencil Supplying Agency .. 

Mandsaur, Madhya Bharat. 

40 

MADHYA PRADESH 

M. P. Minerals Industry Association 

Nagpur. 
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ANNEXURE HI—contd 


Serial 

No. 

Name 

Address 

1 

B—ORGANISATIONS OTHER THAN 
CHAMBERS OF COMMERCE 
—contd. 



MADRAS 


41 

Messrs. Burmah-Shell Oil Storage and 
Distributing Co. of India Ltd. 

Burmah-Shell House, Esplanade, Post Box No. 
157, Madras-l. 

42 

The Century Flour Mills Ltd. 

221, Govindappa Naick Street, Post Box No. 1338, 
Madras-1. 

43 

The Commonwealth Trust Ltd. 

Calicut-1 (Malabar). 

44 

Olaxo Laboratories (India) Ltd. 

Woods Road, Madras-2 

43 

The Mettur Chemical and Industrial 
Corporation Ltd. 

Mettur Dam, R. S. 

(Salem District). 

46 

The Madras Chillies Merchants* Asso¬ 
ciation. 

18, Chinnathambi Mudaly Street, Madras-1. 

47 

The Madras Piecegoods Merchants' 
Association. 

100, Godown Street, George Town, Madras-I. 

1 

48 

The Madras Provincial Foodgrains 
Merchants’ Association. 

40, Anderson Street, Madras-1 

49 

Madras Provincial Handloom Cloth 
Merchants’ Association. 

Post Box No. 1398, 63, Armenian Street, 
Madras-1. 

30 

The Malabar Produce Merchants* 
Association. 

Kozhikode-1. 

31 

The Salt Manufacturers' and Mer- 
ctonts’ Association. 

Tuticorin, (S. India). 

52 

The South India Flour Mills Ltd. .. 

49/32, North Beach Road, Madras-1. 

33 

The South Indian Plywood Manufact¬ 
urers’ Association. 

Feroke (S. Malabar). 

34 

The Tamilnad Foodgrains Merchants’ 
Association Ltd. 

7, Swami Sannadhi Lane, East Masi Street, 
Mathurai. 

55 

Tax Payers’ Association 

Virudhunagar. 

36 

The United Planters’ Association of 
Southern India. 

Post Box No. 11, Coonoor (S. India). 

57 

The West Coast Industrialists’ Associa¬ 
tion. 

Empress Hotel Road, Kozhikode-1. 


MYSORE 


38 

Bangalore Trades Association 

13-Fi St. Mark’s Road, Bangalore. 

39 

The Mysore Iron & Steel Works 

Bhadravati (South India). 

60 

The Mysore Stardi Manufacturing 
Company. 

K. G. F. Road, Bangarapet, Mysore. 
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ANNEXURE III—contd. 


Serial 

No. 

Name 

1 

Address 

1 


B—ORGANISATIONS OTHER THAN 
CHAMBERS OF COMMERCE 
—contd. 



PEPSU 


61 

The Bhupendra Flour Mills Ltd. 

Bhatinda. 

62 

Patiala Flour Mills Co. Ltd. 

Patiala. 


PUNJAB 


63 

Ludhiana Cycle Parts Suppliers’ Asso¬ 
ciation. 

Millergaiy, Ludhiana. 

64 

Northern India Flour MiOs Association 

Amritsar. 

65 

M/s. Rattan Chand Harjasrai (Plastics) 
Ltd. 

Guru Bazaar, Amritsar. 

66 

The Textiles Manufacturers’ Association 

Post Box No. 79, Queen’s Road, Amritsar. 


RAJASTHAN 


67 

Associated Stone Industries (Kotah) Ltd. 

Ramganj Mandi. 

68 

Jain Metal Works 

Nagaui- (Rajasthan). 

69 

Marble Traders’ Association 

Makrana (Rajasthan). 


SAURASHTRA 


70 

The Parshuram Pottery Works Ltd. .. 

Morvi. 

71 

Porbandar Industrial Association 

Porbandar. 

72 

The Saurashtra Inland Salt Manufact- 
turers’ Association. 

Dhrangadhra (Saurashtra). 


TRAVANCORE COCHIN 


73 

The Cochin State Tile Manufacturers’ 
Association. 

Manaly, Pudukad Post, Travancore-Cochin 
State. 

74 

Laxmi Starch Factory Ltd. ., 

Kundara (Travancore-Cochin) S. Railway. 


UTTAR PRADESH 


75 

Electric Goods Manufacturers’ Asso¬ 
ciation. 

Ashok Buildings, Near Ramlila Ground, Aligarh 
(U.P.) 

76 

Ganges Flour Mills 

365, Harrisganj, Kanpur. 

77 

J. K. Iron and Steel Co. Ltd. 

Kamala Tower, Kanpur. 

78 

The Lucknow Merchants’ Association. 

Association Building, Park Gunge Nawab, 
Aminabad, Lucknow. 
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ANNEXURE UI—contd. 


Seria 

No 

• Name 

Address 


B—ORGANISATIONS OTHER 
THAN CHAMBERS OF 
COMMERCE—contd. 



UTTAR PRADESH-concld. 


79 

The Upper India Couper Paper Mills 
Co, Ltd, 

Lucknow. 

80 

U. P. Fruit Products Manufacturers* 
Association. 

138, Rasulabad, Cavalry Lines, Allahabad. 


WEST BENGAL 


81 

Bengal Glass Manufacturers’ Associa¬ 
tion. 

P-11, Mission Row Extension, Calcutta-1. 

82 

Bengal Oil Mills’ Association 

156, Upper Circular Road, Calcutta-6. 

83 

Bengal Paper Mill Co. Ltd... 

21, Netaji Subhas Road, Calcutta-I. 

84 

Beni Engineering Works Ltd. 

1, Crooked Lane, Calcutta-1. 

85 

7'he Birla Jute Manufacturing Company 

8, Royal Exchange Place, Calcutta-1. 

86 

M/s. Burn & Co. Ltd. 

12, Mission Row, Calcutta-1. 

87 

Calcutta Flour Mills* Association ,. 

1 i 

I Royal Exchange, Calcutta-1. 

88 

Calcutta Grain, Oil-seed and Rice | 
Association. 

1 

Royal Exchange, Post Box No. 280, Calcutta-1. 

89 

Calcutta Kirana (Spices) Merchants’ 
Association. 

29, Armenian Street (1st Floor), Calcutta-1. 

90 

Calcutta Rice Mills’ Association 

P-11, Mission Row Extension, Calcutta-1. 

91 

Calcutta Yarn Merchants’ Association. 

89, Cross Street, Calcutta-7. 

92 

Coal Consumers’ Association of India. 

India Exchange (7th Floor), Calcutta-1. 

93 

Engineering Association of India 

India Exchange, Calcutta-I. 

94 

Hindusthan—Pilkington Glass Works, 
Ltd. 

Hindusthan Buildings, 4, Chittaranjan Avenue 
Calcutta-13. “ > . 

95 

The Imperial Tobacco Co. of India Ltd. 

37, Chowringhee, Virginia House, Calcutta. 

96 . 

Indian Chemical Manufacturers’ 
Association. 

India Exchange (7th Floor), Calcutta-I. 

97 i 

Indian Engineering Association .. ! 

Royal Exchange. Post Box 280, Calcutta-1. 

98 j 

The Indian Iron and Steel Co., Ltd 1 
(Burnpore Works). i 

12, Mission Row, Calcutta-1. 

99 ■ 

rhe Indian Iron and Steel Co., Ltd. 
(Kulti Works). ■ . 

12, Mission Row, Calcutta. 

100 1 

ndian Mining Association’.. .. l 

1 

R.oyal Exchange, Calcutta-1. 
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ANNEXURE III—contd. 


Serial 

No. 

Name ! 

1 

Address 


B—ORGANISATIONS OTHER 
THAN CHAMBERS OF 
COMMERCE—concld. 



WEST BENGAL—concld. 


101 

Indian Mining Federation .. 

Royal Exchange, Post Box No, 280, Calcutta-1. 

102 

Indian Non-ferrous Metal Manufac¬ 
turers’ Association. 

“India Exchange’’ (8th Floor), Calcutta-1. 

103 

Indian Paper Makers’ Association .. 

Royal Exchange, Post Box No. 280, Calcutta. 

104 

Indian Paper Mills* Association 

“ India Exchange ’’, (8th Floor), Calcutta-1. 

105 

Indian Produce Association 

402, Upper Chitpur Road, Calcutta-7. 

106 

Indian Rope Manufacturers’ Associa¬ 
tion. 

“ India Exchange ’’, Calcutta-1. 

107 

Indian Strawboard Manufacturers’ 
Association. 

State Bank Building, Burra Bazar Branch, 
Calcutta-7. 

108 

The Indian Sugar Mills’ Association .. 

“ India Exchange’’, Calcutta-1. 

109 

Indian Tea Association 

Royal Exchange, Calcutta-1. 

110 

The Indian Tea Planters’ Association... 

Post Box No. 74, Jalpaiguri. 

111 

Indian Union Minerals’ Association .. 

4, Netaji Subhas Road, Calcutta-1. 

112 

Messrs MacNeill & Barry Ltd. (Manag- 

2, Fairlie Place, Calcutta-1. 

ing Agents : Joint Steamer Com¬ 
panies). 


113 

The Metal Box Company of India, Ltd. 

Barlow House, Chowringhee, Calcutta-20. 

114 

Paint Federation .. 

Royal Exchange, Calcutta-1. 

115 

Messrs Sahu Jain Limited .. 

11, Clive Row, Calcutta-1. 


C—M. Ps. AND INDIVIDUALS 



ANDHRA 


1 

Shri. D. Ramesam 

Kakinada. 


BIHAR 


2 

Shri. Mithileshwar Pershad Shukla, 6th 
Year (Economics), Langat Singh 
College. 

Muzzaffarpur 


BOMBAY 


3 

Shri. G. D. Somani, M. P. and Shri. 
B. D. Somani. 

Bombay. 

4 

Shri. N. D. Vakharia, Advocate 

Bombay. 
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ANNEXURE ffl—contd. 


Serial 

No. 

Name 

Address 


C—M. Ps. AND 
INDIVIDUALS—concld. 



DELHI 


5 

Shri. Algurai Shastri, M. P. 

New Delhi. 

6 

Shri. S. R. Rane, M. P. 

62-A, North Avenue, New Delhi. 

7 

Shri. Sarangadhar Das, M. P. 

21, Canning Lane, New Delhi. 

8 

Shri. Tulsidas Kilachaud, M. P. 

11, Clive Road, New Delhi. 


MADHYA PRADESH 


9 

Shri. C. D. Naidu 

Asst. Operating Superintendent (Retirel), .S. E, 
Railway, Nagpur. 


MADRAS 


10 

Shri. C. R. Krishna Rao 

Retired District and Sessions Judge and Advocate, 
Madras. 

11 

Shri. G, Ranga Raju 

73, Lawder’s Gate Ro.ad, Vepery, Madras-7. 


MYSORE 

1 

12 

Shri. Kanakasabapati Pillai 

5, Aga Alikan Ali Road, Back Portion—2nJ 
Block, Bangalore. 


RAJASTHAN 


13 

Shri. Mangilall Gupta 

Railway Claims Adviser, 196, Main Street, 
Nasirabad. 


TRAVANCORE—COCHIN 


14 

Prof. K. Kesavan Nair, M.A., B.Com., 
L.L.B, 

Chittoor (T. C.). 


WEST BENGAL 


15 

Prof. H. D. Ghosh, M.A. 

Traffic Consultant, 5, Behary Doctor Road, 
Bhowanipur, Calcutta. 

16 

Shri. N. K. Mukherjee 

Debagram, Nadia, West Bengal. 

17 

Shri. S. Sinha 

37/1, Circular Garden Reach Road, Calcutta-23. 


D—UNIVERSITIES AND 
COLLEGES 



ANDHRA 


1 

Dr. V. V. Ramanadham, M.Com. 
(Hons.), Ph.D. (Andhra), Ph.D. 
(Lond.), Assoc. Inst. T. (Lond.). 

Reader in Commerce, Andhra University, Waltair. 
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ANNEXURE HI—contd. 


Serial 

No. 

Name 

Address 

2 

D—UNIVERSITIES AND 
COLLEGES—conoid. 

BOMBAY 

Basaveshwar College 

Bagalkot 

3 

ShrL B. M. Ramalingaya .. 

Prof, of Economics, Lingaraj CoU^ Belgaum. 

4 

J. S. S. Science and Banashankari Arts 

Dharwar. 

5 

College. 

The Head of the Department of BconO' 

Dharwar. 

6 

mics, Karnatak University. 

ShrL R. A. Podar .. 

College of Commerce and Economics, Bombay>19. 

7 

The University of Poona .. 

Poona-l. 

8 

HYDERABAD 

Shri. B. Padmanabha Rao, B.Com. 

Department of Commerce, Osmania University, 


(Hons.)., LL.B., M.Com. 

Hyderabad, Dn. 

9 

MADRAS 

University of Madras 

Madras. 

10 

MYSORE 

College of Commerce 

Bangalore. 

11 

UTTAR PRADESH 

Meerut College 

Meerut. 

12 

Shri. R. L. Varshney 

Lucknow University, Lucknow. 

13 

ShrL Shiv Dhyan Singh Chouhan 

Asst. Professor of Commerce, B. R. College, 

14 

WEST BENGAL 

Dr. M. N. Ghosh .. 

Agra. 

Department of Statistics, Calcutta University, 


E-^HINISTRIES OF THE 

Calcutta. 

1 

GOVERNMENT OF INDIA 

MINISTRY OF RAILWAYS AND 
TRANSPORT 

(RAILWAYS) 

Railway Board 

1 

New Delhi. 

2 

Railway Rates Tribunal 

Adyar House, Madras>28. 

3 

Burdwan Katwa Railway Co., Ltd. .. 

3, Netaji Subhas Road, Calcutta-1. 

4; 

1 

Central Railway .. 

Bombay. 
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ANNEXURE UI—contd. 


Serial 

No. 

Name 

Address 


E—MESISTMES OF THE 
GOVEUNMENT OF INDIA—contd. 



MINISTRY OF RAILWAYS AND 
TRANSPORT—condd. 



(RAILWAYS)—concld. 


3 

Eastern Railway .. 

Calcutta. 

6 

Northern Railway 

Delhi. 

7 

North Eastern Railway 

Gorakhpur. 

8 

Southern Railway .. 

Madras. 

9 

South Eastern Railway 

Calcutta. 

10 

Western Railway .. 

Bombay. 


(TRANSPORT) 


11 

The Administrative Officer, Port of 
Cochin. 

Cochin. 

12 

The Commissioners for the Port of 
Calcutta. 

Calcutta. 

13 

The Development Commissioner, 
Kandla Port. 

Gandhi Dham (Kutch). 

14 

Madras Port Trust 

Madras. 

15 

Ministry of Transport 

New Delhi. 


MINISTRY OF FOOD AND 
AGRICULTURE 


16 

Directorate-General of Food 

New Delhi. 

17 

Directorate of Marketing and Inspection 

New Delhi. 

18 

Forest Research Institute and College. 

Dehra Dun. 

19 

Indian Central Arecanut Committee .. 

Kozhikode. 

20 

Indian Central Cocoanut Committee ., 

Ernakulam. 

21 

Indian Central Cotton Committee 

Bombay. 

22 

Indian Central Jute Committee 

Calcutta. 

23 

Indian Central Oilseeds Committee .. 

New Delhi. 

24 

Indian Lac Cess Committee.. 

Ranchi (Bihar). 

25 

Ministry of Agriculture, (Manures and 
Fertilizer Section). 

New Delhi. 

26 

National Dairy Research Institute .. 

Karnal. 
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ANNEXURE III—contd. 


Serial 

No. 

Name 

Address 


E—MINISTRIES OF THE 
GOVERNMENT OF INDIA—concld. 



MINISTRY OF FOOD AND 
AGRICULTURE—concld. 


27 

The Regional Director (Food), Central 
Region. 

Hyderabad (Dn.). 

28 

The Regional Director (Food) 

Madras. 

29 

Soil Conservation Officer, Government 
of India, Research Centre. 

Ootacamund. 

30 

Under Secretary to the Government of 
India (Ministry of Agriculture). 

1 New Delhi. 

1 


MINISTRY OF COMMERCE AND 
INDUSTRY 


31 

All India Handloom Board 

Bombay. 

32 

Coir Board 

Ernakulam. 

33 

Ministry of Commerce and Industry .. 

New Delhi. 

34 

The Textile Commissioner .. 

Bombay. 


MINISTRY OF PRODUCTION 


33 

All India Handicrafts Board 

Queensway, New Delhi. 

36 

Ministry of Production (Chief Execu¬ 
tive Officer, Lignite Investigation). 

New Delhi. 

37 

Coal Board 

1, Council House Street, Calcutta. 

38 

Salt Commissioner 

Bombay. 


MINISTRY OF WORKS, HOUSING 
AND SUPPLY 


39 

National Buildings Organisation 

New Delhi. 

40 

Printing and Stationery Dept. 

New Delhi. 


MINISTRY OF IRRIGATION 
AND POWER 


41 

Chief Engineer, Hirakud Dam Project. 

New Delhi. 

42 

Damodar Valley Project 

New Delhi. 


MINISTRY OF NATURAL 
RESOURCES AND SCIENTIFIC 
RESEARCH 


43 

Ministry of Natural Resources and 
Scientific Research. 

New Delhi. 
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ANNEXURE III—contd. 


Serial 

No. 

Name 

Address 

1 

1 

F—STATE GOVERNMENTS AND 
LOCAL BODIES 

ANDHRA 

Chief Conservator of Forests 

Kurnool. 

2 

Government of Andhra 

Kurnool. 

3 

ASSAM 

Government of Assam (Transport and 

Shillong. 

4 

Commerce Department). 

BHOPAL 

Government of Bhopal (Revenue j 

1 

Bhopal. 

5 

Department). j 

BIHAR 

Government of Bihar (Public Works 

1 

Patna. 

6 

Department—Buildings and Roads). 1 

i 

1 

BOMBAY 

Bombay Village Industries Board 

i 

1 

! Bombay. 

7 

The Chairman, Municipal Corporation 

: Bombay. 

8 

of Greater Bombay. 

The Joint Registrar for Industrial Co- 

i 

Poona. 

9 

operatives and Village Industries. 

Municipal Commissioner .. 

! 

Ahmedabad. 

10 

DELHI 

Delhi State Government 

Delhi. 

11 

HYDERABAD 

Chief Conservator of Forests 

Hyderabad (Dn.). 

12 

Government of Hyderabad (Rural 

Hyderabad (Dn.). 

13 

Reconstruction Department). 

MADRAS 

Commissioner, Corporation of Madras. 

j Madras. 

14 

Secretary to the Government of Madras 

1 Madras. 

1 

(Agricultural Department). 
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ANNEXURE III—concld. 


Serial 

No. 

Name 

Address 

15 

! F—STATE GOVERNMENTS AND 
LOCAL BODIES—concld. 

PUNJAB 

Director of Agriculture, Punjab 

Ludhiana. 

16 

Director, Animal Husbandry and 

Simla. 

! 

17 

Warden of Fisheries, Punjab Govern¬ 
ment. 

Excise and Taxation Commissioner, 

Jullundur City. 

18 

Government of Punjab. 

Secretary to Government of Punjab 

Simla. 

19 

(Industries Department). | 

Secretary to Government (Punjab 

Chandigarh. 

20 

Capital Project). 

Government of Punjab (Forest Depart- 

Chandigarh. 

i 

21 

ment). ] 

SAURASHTRA 

The Government of Saurashtra (Com- 

i 

Rajkot. 

22 

munications Department). 

TRAVANCORE—COCHIN 

Government of Travancore—Cochin 

Trivandrum. 

23 

(Department of Industries and Com¬ 
merce). 

Government of Travancore—Cochin 

Trivandrum. 

24 

(Revenue Department). 

UTTAR PRADESH 

Administrator, Municipal Board 

Allahabad. 

25 

Government of Uttar Pradesh (Depart- 

Lucknow. 

26 

ment of Industries and Commerce). 

Government of Uttar Pradesh (Public 

Lucknow. 

27 

Works Department). 

Uttar Pradesh Fruit Development Board 

Lucknow. 

28 

WEST BENGAL 

Government of West Bengal (Agricul- 

Calcutta. 

29 

ture. Animal Husbandry and Forests 
Department). 

HIMACHAL PRADESH 

Government of Himachal Pradesh 

Simla. 
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ANNEXURE IV 

List of witnesses who gave oral evidence 


Place Date Name of the party Names of the representatives attended 


1. Shri. D. N. Hosali, President. 


Bangalore 


Bangalore 


Bangalore 


Calcutta 


Calcutta 


Calcutta 


Calcutta 


14- 6-1956 The Mysore Cham-^ 
and her of Commerce. 4 

15- 6-1956 

5, 


Shri. H. Rangachar, M. A., Spokesman. 
Shri. S. A. Srinivasan, B. Com. 

Shri. M. V. Narasimhachar. 


I 2- 

14-6-1956 Bangalore Trades-! 

Association. 3. 


16-6-1956 Mysore Iron and Steel r 
Works, Bhadravati. \ 


22-6-1956 Bengal Chamber of4 
Commerce and 
Industry. 5, 


|22-6-1956 j Indian Tea Associa-I” 

tion. I 2. 


i. Shri. S. G. A. Naidu. 

i. Shri. G. N. Krishnamurthy, M. A., 
Secretary. 

. Dr. M. A. Rao, Master. 

;. Mr. G. W. Thomas, Honorary Secretary. 

. Shri. P. Kiippuswamy. 

. Shri. G. W. Chandiraniani, Spokesman. 

Shri. A. Chikkanna, Chief Accounts 
Officer. 

. Shri. H. P. Dasgupta, Indian Paper 
Makers’ Association. 

. Shri. D. Sengupta, Imperial Chemical 
Industries Ltd. 

, Shri. U. S. Dubey, Guest Keen Williams. 

. Shri. J. C. Bhargava, Concord of India 
Insurance. 

Shri. S. Mukherjee, London and Lanca¬ 
shire Insurance. 

Shri. U. S. Sarkar, Calcutta Regional 
Council. 

Shri. 1. N. Nish, Secretary, Bengal Cham¬ 
ber of Commerce. 

Mr. E. A. Pitcairn, MacNcill and Barry. 

Mr. J. L. Llewellyn, Deputy Chairman, 
Indian Tea Association. 


22-6-1956 Indian Tea Planters’-f 
Association, Jalpai- I 
I guri. [ 2. 


1. Shri. B. C. Ghose. 


Shri. S. K. Banerjec. 


22-6-1956 ;Government off 1 
Assam, Transport-} 
and Communication 
Department,Shillong f 2, 


. Shri. S. K. Mallik. 


Shri. K. Y. Ranade. 
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ANNEXURE IV—contd. 


Name of the party 


Names of the representatives attended 


Calcutta 


Calcutta 


f 1, Shri. S. P. Sen. 

2. Dr. N. Sanyal. 

23-6-1956 Bengal National-1 3. Prof. S. K. Roy. 

Chamber of Com¬ 
merce. 4. Shri. J. N. Sen Gupta. 

5. Shri. S. R. Biswas, Secretary. 

f I. Shri. K. L. Dhandhania, Senior Vice- 
President. 

2. Shri. B. P. Poddar, Junior Vice-President. 

3. Shri. R. N. Bangur, Ex.-President. 

23-6-1956 Bharat Chamber of-^ 

Commerce, State 4. Shri. M. K. Makherjee, J. P. 

Bank Buildings, 

Burrabazar, Cal- 5. Shri. L. R. Das Gupta, Senior Assistant 
cutta-7. Secretary. 


6. Shri. R. G. Sonthalia. 


Calcutta 


Calcutta 


|23-6-1956 University of Cal- 
I cutta. 


Dr. M. N. Ghosh, Department of Statis¬ 
tics, University of Calcutta. 

f 1. Sir. L. P. Misra. 


i24-6-1956 Indian Chamber of- 
Commerce. 


2. Shri. N. L. Kanoria. 

3. Shri. H. M. Jagtiani. 

h 4. Shri. L. L. Bisht, Secretary. 


Calcutta 


1. Shri. S.P. Sen. 

2. Shri. J. N. Sen Gupta. 

24-6-1956 Bengal National 

Chamber of Com--} 3. Dr. N. Sanyal. 
merce (Second 

sitting). 4. Prof. S. K. Roy. 

[ 5. Shri. S. R. Biswas, Secretary. 


Calcutta .. 24-6-1956 Eastern Railway, 
i Fairlie Place, Cal¬ 

cutta. 


1. Shri. S. Sarangapani, General Manager. 

2. Shri. Kripal Singh, Chief Operating 
Superintendent. 

3. Shri. Anand Mohan, Chief CommM'cial 

Superintendent. 

4. Shri. B. K. T. Iyengar, Financial Adviser 

and Chief Accounts Officer. 

5. Shri. A. P. Sarkar, Deputy Financial 

( Adviser. 
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ANNEXURE IV—contd. 


I’l.iCC 

Date 

Name of the party 

Names of the representatives attended 

1 

! 


>- 

1. Shri. N. C. Kapoor, General Manager. 

2. Shri. J. S. Mathur, Chief Operating Super¬ 

intendent. 


24-6-1956 

South-Eastern 




Railway. 

3. Shri. B. Mazumdar, Chief Comm^ial 

Superintendent. 

4. Shri. M. Kamath, Financial Adviser and 

Chief Accounts Officer. 

1. Shri. K. L. Ojha. 

1 l.tKIa 

25-6-1956 

Indian Colliery 

Owners’ Associa¬ 
tion, Dhanbad. 

- 

2. Shri. U. Worah. 

3. Shn. M. C. Parekh. 

1. Shri. Mohanlal D. Snetta. 


25-6-1956 

Indian Coal Mer¬ 
chants’ Association, 
Jharia. 

2. Shri. P. P. JoshL 

3. Shri. D. N. Kakkar. 

1. Shri. F. N. Sen, President. 

2. Shri. O. M. Somany, Honorary Treasurer. 


25-6-1956 

Elengal Glass Manu¬ 
facturers’ Associa¬ 
tion. 

» 

3. Shri. S. J. Savant, Membor. 

4. Shri. K. C. Mokeijee, Assistant Secretary. 

1. Mr. A. D. C. Burbridge, Vice Chairman. 

< I'liiia 

25-6-1956 

Indian Mining Asso¬ 
ciation, Calcutta. 

2. Mr. A. A. G. Weir. 

3. Mr. R. H. Wright. 

1. Shri. G. V. Dorfay. 

J'.UiiUa 

25-6-1956 

Paint Federation, 

Post Box No. 280,- 
Royal Exchange, 

Calcutta. 

2. Shri. P. Rangaswamy. 

3. Shri. H. D. Ghose. 

1. Rai Bahadur G. V. Swaika. 

2. Shri. D» C. Sadhukhan. 

3. Shri. B. P. Paul 


26-6-1956 

Bengal Oil Mills’ 
Association. 

4. Shri. H. L. Goopta. 

5. Shri. D. N. Sadhukhan. 

6. Shri. N. R. Sadhukhan. 

7. Shri. S. K. Har, M. A., Superintoident 

1. Shri. B. N. Modi. 

( u-'I.l 

26-6-1956 

Calcutta Rice Mills’ 
Association, P-11,- 
Mission Row Ex¬ 
tension, Calcutta-1. ■ 

2. Shri. M. Chaudhury.. 

3. Shri. S. R. C3iakravartby, 


12 
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Place 

Date 

Name of the party 

Names of the representatives attended 



f 

1. Shri. S. S. Kanoria, President. 

Calcutta 

2fr-6-I956 

Indian Sugar Mills’^ 
Association, 

Calcutta. 

2. Shri. Gulabchand Hirachand. 

3. Shri. R. P. Nevatia. 

4. Shri. J. S. Mehta, Secretary. 

Calcutta 

26-6-1956 

Tata Iron and Steel 
Co., Ltd., Calcutta. 

Mr. K. J. Cleetus. 




1. Mr. J. M. Sweet, Deputy Chairman. 

2. Shri. U. S. Dubey, Guest Keen Williams 

Ltd. 

3. Mr. J. G. Young 

y Metal Box Co. of 

4. Mr. G. Issac. J India Ltd. 

Calcutta 

26-6-1956 

Indian Engineering 
Association, 

Calcutta. 




5. Mr. K. J. Cleetus, Tata Iron and Steel Co., 
Ltd., Calcutta. 

Calcutta 

26-6-1956 

Iron and Steel Con¬ 
troller, Calcutta. 

Shri. S. K. Sen, Price and Accounts 
Officer. 

Calcutta 

27-6-1956 

Imperial Tobacco, 
Co., of India, Ltd. 

Shri. S. Bose. 

Calcutta 

27-6-1956 

The Metal Box Co.,^ 
of India Ltd. L 

1. Mr. J. G. Young. 

2. Mr. G. Issac. 

Calcutta 

27-6-1956 

1 

Government of West 
Bengal. 

Shri. R. S. Bhattacharjee, Movement 
Sponsoring Authority and Principal 
Liaison Officer, Government of West 
Bengal. 

Madras 

4-7-1956 1 

1 

Malabar Chamber of 
Commerce. 

Shri. P. L. Asher. 


! 


1. Shri. T. A. Joseph, General Manager. 



§ 

2. Shri. Ratan Lall, Chief Operating Superin¬ 
tendent. 

Madras 

4-7-1956 

Southern Railway,- 
Madras. 

3. Shri. S. K. Mukerji, Chief Commercial 
Superintendent. 



- 

4. Shri. M. R. Swaminathan, Financial 
Adviser and Chief Accounts Officer. 

Madras 

4-7-1956 

' 

Southern India 

Chamber of 
Commerce. 

1. Shri. T. K. Singaram. 

2. Shri. V. Pandurangaiah. 

3. Shri. T. Ranganatha Mehta. 

4. Shri. M. V. Arunachalam. 

5. Shri. M. A. Thangappan. 

6. Shri, R. Subramaniam. 

7. Shri. Krishna Murty. 

8. Shri. K. A. Menon, Secretary. 
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. 
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Madras 

5-7-1956 

Malabar Produce 

Merchants’ Associa¬ 
tion. 

Shri. Narotham Ramdas, Honorary, Secre¬ 
tary. 



f 

1. Shri. S. Hussain, Vice-President 




2. Shri. M. S. A. Rahim, Honorary Sec¬ 
retary. 

Madras 

5-7-1956 

Madras Provincial 
Handloom Cloth 
Merchants’ Asso¬ 
ciation. 

3. Shri. N. V. R. Sourirajan, Member. 

4. Shri. Kothandapani, Member. 

5. Shri. V. C. Sreeramulu Chetty, Member. 




6. Shri. K. M. Narasimham, Member. 

Madras 

5-7-1956 

Madras Chillies [" 

Merchants’ Associa--} 
tion. L 

1. Shri. S. Rathakrishna Chetty, Secretary. 

2. Shri. G. V. Subba Rao. 



r 

1. Shri. J. V. Somayajulu, President. 

Madras 

5-7-1956 

Andhra Chamber of^ 
Commerce. j 

2. Shri. V. S. Krishnamurti, Member. 

3. Shri. D. Krishnamurti, Member. 



L 

4. Shri. J. Satyanarayana, Secretary. 

Madras 

5-7-1956 


Shri. T. M. Krishnaswami Ayyar, Advo¬ 
cate, Madras. 




1. Mr. R. A. S. Swift, 




2. Shri. D. Srrnivasan. 

Madras 

6-7-1956 

Burmah Shell Oil-! 
Storage and Distri- 1 
bating Co. of India 
Ltd., Madras. | 

L 

3. Shri. P. A. Saptarishi. 

4. Shi i. K. V. Krishnaswamy. 

5. Shri. D. Rangachari. 



r 

1 

1. Shri. N. S. Lokur, President. 

Madras 

6-7-1956 

1 

Railway Rates Tribu--! 
nal, Madras. 1 

L 

2. Shri. L. M. Roy, Member. 

3. Shri. V. Subrahmanyam, Member. 

Madras 

6-7-1956 

Government of Madras 

Shri. M. Obeidullah Shah, B. Sc., (Agri.) 
State Marketing Officer. ’ 

Madras 

6-7-1956 

Government of Andhra 

Shri. S. R. Kaiwar, I. C. S., Director of 
Industries. 

Madras 

6-7-1956 

.... 

Shri. V. Tyagarajan, M. A., B. L., Advocate 
Madras. 

Madras 

7-7-1956 

Andhra University, 
Waltair. 

Dr. V. V. Ramanadham, Reader in Com¬ 
merce, Andhra University, Waltair. 

Madras 

7-7-1956 

Century Fiour Mills, 

1 Ltd., Madras-1, 

Shri. C, N, Chari, 

i 


12a 
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Madras 


7-7-1956 The Salt Manufac-'l 1. Shri. M. V. S. Sundaravel. 
turers' & Merchants’ 

Association, Tuti- 2. Shri. S. Nallaiappa Nadar, 
corin, South India. 


Madras 


7-7-1956 The Guntur District 
Lime Fruit Grow- j 
ers’ and Exporters’ 
Association, Morris--^ 
pet, Tenali (Andhra), i 


1. Shri. D. Venkataramiah, President. 

2. Shri. D. Venkata Rao, Vice-President. 

3. Shri. P. Kesava Narayana, Secretary. 

4. Shri. T. Nageswara Rao, Joint Secretary. 

5. Shri. K. K. Viswanatham. 

6. Shri. Alapatri Ranga Rao. 

7. Shri. K. Suryanarayana. 

8. Shri. B. Kanakasundara Sarraa. 


9. Shri. K. Subbareddi. 

10. Shri. P. Raghaviah. 

11. Shri. S. N. Kuppuswamy. 

12. Shri. B. Subba Rao. 

13. Shri. S. Rajaratna Mudaliar. 

14. Shri. P. Ramakrishna Naidu. 

15. Shri. C. Jeena Doss. 

16. Shri. T. Mohideen Saheb. 

17. Shri. Shaik Imam Saheb. 

( 18. Shri. P. Venkateswarlu. 


Madras 


7-7-1956 


Shri. C. R. Krishna Rao, Advocate. 


Madras .. 8-7-1956 Mettur Chemical and"! 1. Shri. K. K. Raman, Director. 

Industrial Corpora- ] 

tion. Ltd., Mettur )■ 2. Shri. R. Natarajan, Secretary. 
Dam. 1 


Madras .. 8-7-1956 Madras Piece-goods f 1. Shri. R. A. Sattanadhan. 

Merchants’ Associa-^ 

tion. (_ 2. Shri. B. K. Pillai, Secretary. 


Madras 


Shri. M. M. Rawal. 


113-7-1956 I The Tamil Chamber2. Shri. G. R. Rao. 
of Commerce, 1 

Madras. | 3. Shri. V. S. L. Nathan, 


Honorary Secre- 
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riiicc 

Date 

Name of the party 

Names of the representatives attended 

'.v: .. 

3-7-1956 

South India Plywood 
Manufacturers* 
Association, Feroke,-^ 

' S. India. 

1 

1. Shri. Hatidas Gordhandas, Vice-President. 

2. Shri. M. S. V. Raghavan. 

3. Shri. D. M. S. Rao, Secretary. 


>9-7-1956 

• • * • 

Shri S. R. Rane, M. P., 

62-A, North Avenue, New Delhi. 

■!.: .. 

>9-7-1956 

.... 

Shri Sarangadhar Das, M. P. 

21, Canning Lane, New DelhL 



• 

1. Shri. O. Ramanathan, I. A. S., Deputy 
Secretary (Commerce). 


Jl-7-1956 

Ministry of Com¬ 
merce and Industry. 

2. Dr. G. P. Kane, Industrial Adviser, Textile 

Production. 

3. Dr. B. D. Kalelkar, Industrial Adviser, 

Chemicals Development Wing. 




4. Shri. K. K. Sethi, Und» Seta*tary,Textile 
Commissioner, Bombay. 




1. Shri. A. Nanu, Deputy Secretary. 

2. .Shri. S. C. Agarwal, Salt Commissioner. 


31-7-1956 

Ministry of Produc¬ 
tion, New Delhi 

3. ShrL N. G. Mitra, Depu^ Salt Commis¬ 
sioner. 




4. Shri. S. K. Das Gupta, Assistant Salt 
Commissioner. 

ii. 

1-8-1956 

.... 

Shri. Tulsidas Kilachand, M. P., 11, Clive 
Road, New Delhi. 


1-8-1956 

.... 

Shri. P. C. Bhattacharyya, Finance Secre¬ 
tary. 


1-8-1956 

Ministry of Iron and 
Steel. 

Shri. K. S. Raghupathi, D^u^ Secretary. 




1. Shri. K. C. Chetly, Deputy Secretary, 
Fertilirm. 


2-8-1956 

Ministry of Food and- 
Agriculture. 

2. Shri. C. A. R. Bhadran, D^uty Inspector- 

General (Timber and other Forest 
Produce). 

3. Shri. B. C. Desikadiari, Chirf Director of 

Movements. 




4. Dr. R. P. Talati, Compost and Sewage 
Development Officer. 


2-8-1956 

Ministry of Natural 
Resources and Sci-i 
enttfic Research. 

" 1. Shri. R. K. Ramadhyani, I. C. S., Secre¬ 
tary. 

2. Shri. H. R. Dewan, Director, Indian 
Bureau of Mines. 
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Delhi 

3-8-1956 

Punjab and Delhi 
Chambers of Com¬ 
merce, New Delhi. 

1 

Shri. F. C. Bhadwar. 

"" 1. Shri. B. B. Mathur, Senior Deputy 
General Manager. 

2. Shri. R. B. Lai, Chief Operating Superin¬ 

tendent. 

3. Shri. S. K. Mukherjee, Chief Commercial 

Superintendent. 

Delhi 

3-8-1956 

Northern Railway, 7 
Delhi. 

4. Shri. Abjit Singh, Financial Adviser and 

Chief Accounts Officer. 

5. Shri. S. S. Surana, Deputy General 

Manager (Planning). 

. 6. Shri. Swaran Singh, Statistical Officer. 

1. Shri. P. P. Singhel, Vice-President. 

2. Shri. C. P. Gupta, Honorary General 

Secretary. 

Delhi 

4-8-1956 

Rajasthan Chamber 
of Commerce and 
Industry, Johri- 

Bazaar, Jaipur City. 

3. Shri. S. K. Godha, Secretary. 

4. Shri. S. N. Agarwal. 

5. Shri. K. L. Mathur. 

6. Shri. Harish Ch. Golcha. 

Delhi 

4-8-1956 


Shri. U. M. Trivedi, M. P. 

Delhi 

5-8-1956 

.... 

Shri. Algurai Shastri, M. P. 

Delhi 

5-8-1956 


Dr. A. Krishnaswami, M. P. 

Delhi 

5-8-1956 

.... 

Shri. C. N. Malviya, M. P., New Delhi. 

Delhi 

6-8-1956 


Shri. M. Govinda Reddy, M. P.. New 
Delhi. 

Delhi 

7-8-1956 

Bhopal Sugar Indus¬ 
tries, Ltd., Sehore. 

r 

Shri. V. P. Raikar, Office Superintendent. 

1. Shri. N. K. Bali. 

Delhi 

7-8-1956 

All India Distillers’ 
Association, New I 
Delhi. [ 

f 

1 

2. Shri. O. M. Chandoke. 

3. Shri. K. S. Sharma. 

1. Shri. Saligram Bansal. 

2. Shri. Madanlal Maheswari. 

Delhi 

7-8-1956 

Marble Traders’ As-*^ 



sociation, Makrana. 

s. 

3, Shri. Shokatali Choudhuiy. 

4. Janab Haji Mohamed. 
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Names of the representatives attended 

Kanpur 

23-8-1956 

U. P. Fruit Products ( 
Manufacturers’ As--{ 
sociation, Allahabad ^ 

1. Shri. Dharam Dutt Vaidya, M. L. A., 

Vice-President. 

2. Shri. Sitaram Tandon, Secretary. 



■ 

1. Shri. S. K. Garg, Executive Engineer, 
P. W. D. 




2. Shri. L. M. Bhatia, Joint Secretary, 
Industries. 




3. Shri. A. H. K. Sahibzada, Deputy Direc¬ 
tor, Agriculture. 

Kanpur 

23-8-1956 

Government of Uttar- 
Pradesh. 

4. Shri. D. S. Verma, Secretary, U. P. Co¬ 

operative Federation. 

5. R. S. Dube, Deputy Cane Commissioner, 




6. Shri. G. C. Lall, Deputy Secretary, Plan¬ 
ning (Movements). 




7. Shri. P. G. Pande, Director, Animal Hus¬ 
bandry. 




8. Dr. P. D. Srivastava, Additional Director 
(Medical and Health). 



r 

1 

I. Shri. Santhi Narain, President. 




2. Shri. Dayaram. 

Kanpur 

23-8-1956 

Chamber of Com-*; 
merce U. P. 

3. Shri. P. M. Dave. 

4. Shri. J. V. Krishnan, Secretary. 




5. Shri. Ram Chandra, Assistant Secretary. 



'■ 

1. Shri. B. Arora, General Manager. 

Kanpur 

24-8-1956 

North Eastern Rail¬ 
way, Gorakhpur. 

2. Shri. Harbans Singh, Chief Operating 

Superintendent. 

3. Shri. M. G. Iyer, Chief Commercial 

Superintendent. 




4. Shri. S. G. Pothan, Financial Adviser and 
Chief Accounts Officer. 

Kanpur 

24-8-1956 

Upper India Chamber f 
of Commerce ■< 

Kanpur. L 

1. Shri. J. M. Heeramaneck. 

2. Shri. P. K. Sahgal. 




1. Shri. Satyanarain Bagla. 

Kanpur 

24-8-1956 

1 

U. P. Chamber of- 
Commerce, Kanpur. 

2. Shri. E. L. Aurora. 

3. Shri. H. K. Srivastava. 



■ 

4. Shri. P. K. Menon, Secretary. 
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1. Shri. Murarji J. Vaidya, President. 

2. Shri. R. G. Saraiya. 

3. Shri. M. A. Master. 

4. Shri. M. H. Hasham Premji. 

X 


Bombay .. 27-8-1956 Indian Merchants’^ 

Chamber,i^Bonibay. 5. Shri. B. D. Somani. 

6. Shri. S. N. Haji. 


j 7. Shri. A. C. Ramalingam, Secretary. 

8. Shri. M. K. Desai, Assistant Secretary. 


Bo (iibay 


Bombay 


Bombay 


27- 8-1956 Bombay State Co- Shri. H. V. Gokhale. 

operative Market¬ 
ing Society. Ltd., 

Bhusaval. 

f 1. Shri. R. B. Leonard. 

2. Shri. K. B. Sethna. 

28- 8-1956 Bombay Chamber of-< 3. Shri. M. Ahmadullah. 

Commerce and In¬ 
dustry, Bombay. 4. Shri. A. Linakar. 


28-8-1956 


5. Shri. E. L. Sadgunn, Secretary. 
Shri. N. D. Vakharia, Advocate. 


Bombay 


Bombay 


28 8-1956 .... Shri. S. R. Kalyanaraman, Additional 

Member (Commercial), Railway Board. 

29-8-1956 Messrs. Bharat Barrel f 1. Shri. Madan Shetty. 
and Drums Manu¬ 
facturing Co., Ltd.,.( 2. Shri. P. S. Krishnan. 

Bombay. I 

( 3. Shri. Adhvani. 

f 1. Shri. Mohammad Haneef, President. 

2. Shri. Bhura Kassim, Deputy Secretary. 

29-8-1956 Bombay Sheep and 3. Shri. Haji Mohammad Haneef E. Essaji, 
Goats Merchants’-! Member. 

Association, 

Bombay. 4. Shri. Seth Khawaja Mohamed. 

L 5. Shri. Seth Hasan Nasru Deen. 
f 1. Shri. Paman Das. 

„ , 2. Shri. W. T. Rego. 


Bombay 


Bombay 


Shri. P. S. Krishnan. 


30-8-1956 Oil Industry Supply-^ 

Committee, Bombay 3. Shri. D. I. Macgillivray, 

4. Shri. M. Shrikar Rao. 



185 

ANNEXURE IV—contd. 


Place 
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1. Shri. S, N. Haji, Chairman. 




2. Shri. Muraiji J. Vaidya. 

3. Shri. N. S. Pochkbanwalla. 

L'unibay 

30-8-1956 

All India Manufac¬ 
turers’ Organisa¬ 
tion, Bombay. 

4. Shri. F. R. Moos. 

5. Shri. L. J. D’Souza. 

6. Shri. N. H. Bhatt. 




_ 7. Shri. P. L. Badami, Secretary. 

Uombay 

30-8-1956 

.... 

Shri. K. C. Bakhle, Ex.-Chief Commissioner 
of Railways. 




1. Shri. Murarji J. Vaidya .President 

2. Shri. A. C. Ramalingam, Secretary. 

Ooinbay 

30-8-1956 

Indian Merchants’- 
Chamber, Bombay 
(Second sitting). 

3. Shri. M. K. Desai, Assistant Secretary. 

4. Shri. S. N. Haji. 



1 

5. Shri. R. G. Saraiya. 




1. Shri. Manila! H. Patel, Director of the 
Board. 




2. Shri. K. R. Marfatia. 

. .«fnhay 

1 

31-8-1956 

East India Cotton- 
Association, 

3. Shri. J. K. S. Nicholson. 



Bombay. 

4. Shri, Merchant. 




5. Shri. C. M. Parikh, Secretary. 

lionibay 

31-8-1956 

Bombay Pradesh Con¬ 
gress Committee. 

Shri. S. K. Patil, M. P., President 

1. Shn. G. D. Somani, M. P., Chairman. 

2. Shri. Arvind N. MafatlaL 

3. Shri. Pratap Bhogilal. 

Hoiiibay .. : 

31-8-1956 

Millowners’ Asso-i 
cktion, Bombay. 

4. Shri. T. P. Barat 

5. Shri. D. A. Bond. 

6. Shri. N. S. V. Aiyer, Secretary. 




7, ShrL R, L. N. Vyayanagar, Assistant 
Secretary. 



• 

1. ShrL Chhtrubhuj Gordhandas. 

ii'iiibay 

1-9-1956 

Bombay Oilseeds- 

Exchange, Bombay. 

2. Shri. G. L Farbstein. 

3. Shri. B. R. Chinai, Secretary. 



• 

4. Shri. R. S. Patel, Assistant Secretary. 
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Bombay 

1-9-1956 

Indian National 6 

Steamship Owners’■( 
Association 

Bombay. L 

1. Shri. S. N. Haji. 

2. Dr. M. P. Mehta. 

Bombay 

1-9-1956 

Indian Road Trans- f 
port Development 1 
Association, ■{ 

Bombay. j 

L 

1. Shri. A. D. Wenzel, Vice-President. 

2. Shri. B. V. Vagh, Vice-President. 

3. Shri. C. S. Nair, Secretary. 




1. Shri. M. Ganapati, General Manager. 




2. Shri. S. S. Ramasubban, Senior Deputy 
General Manager. 

Bombay 

2-9-1956 

Western Railway, 
Bombay. 

3. Shri. D. R. Khanna, Chief Operating 
Superintendent. 




4. Shri. T. L. Colaco, Chief Commercial 
Superintendent. 




5. Shri. M. V. Seshadri, Financial Adviser 
and Chief Accounts Officer. 



r 

1 

1. Shri. K. R. Damle, I. C. S., Chairman. 

2. Shri. B. N. Adarkar, M. A., Member. 

Bombay 

3-9-1956 

Tariff Commission ..^ 

3. Shri. C. Ramasubban, Member. 



4. Dr. S. K. Muranjan, D. Sc., (Lond.), 
Member. 



. 

5. Shri. S. K. Bose, I. A. S., Secretary. 

Bombay 

3-9-1956 

All India Handicrafts f 
Board, New Delhi. 

1. Shri. M. L. Sodhani, Member. 

2. Shri. R. S. Gattani, Special Officer. 



f 

All India Handloom^; 

1. Shri. K. A. Padmanabhan, Textile Com¬ 
missioner (Handlooms). 



Board. 

2. Shri. Karunakaran, Secretary. 

Bombay 

4-9-1956 

Bombay Village 
Industries Board. 

Shri. R. N. Patel, Member-in-charge, 
Central Gujrat Region. 




1. Shri. Ghulamhusin Jivan. 




2. Shri. Ramniklal Tokessey. 

Bombay 

4-9-1956 

Bombay Charcoal ^ 

Merchants’ Associ¬ 
ation. 

1 3. Shri. Udharam Uttamchand. 

4. Shri. Shantilal Dharamsey. 

5. Shri. N. D. Trivedi. 




6. Shri. Ramchandra Jethmalani, LL. M., 
[ Legal Adviser. 
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Ahmedabad. 


Ahmedabad. 


Ahmedabad , 


Ahmedabad , 


Ahmedabad 


Calcutta 


Calcutta 


Calcutta 


Calcutta 


5-9-1956 Maize Products, Ltd., 
Ahmedabad. 


5-9-1956 Gujrat Vepari Maha-< 
mandal, Ahmeda¬ 
bad. I 


5-9-1956 Ahmedabad Mill- 
owners’ Associa¬ 
tion, Ahmedabad. 


6-9-1956 Government of ^ 

Saurashtra. | 


6-9-1956 Chamber of Com- 

merce, Kutch. I 


17-9-1956 Coal Consumers’ As- f 
sociation of India. I 
Calcutta. 7 


17-9-1956 MacNeill and Barry, 
Ltd., Calcutta. 

17-9-1956 Indian Rope Manu¬ 
facturers’ Associa¬ 
tion, Calcutta. 


17-9-1956 Indian Iron and SteeL 
Co., Ltd., Calcutta. 


f 1. Shri. Vadilal Lallubhai, Managing Agent. 

2. Shri. B. S. Desai, Manager. 

- 3. Prof. T. V. Ramanujam, M. A., Manager. 

4. Shri. R. C. Mehta, Director. 

_ 5. Shri. A. N. Dixit, Assistant Secretary. 

1. Shri. C. L. Premchand. 

2. Shri. Giridharlal D. Mehta. 

3. Shri. Sarabhai Chhotalal Kashiparekh 

■ 

4. Shn. Chandrakant Motilal Jagabhaiwala. 

5. Shri. Premchand Gokaldas. 

6. Shri. L. B. Dani, Secretary. 

1. Shri. Jayakrishna Harivallavdas, Pre¬ 

sident. 

2. Shri. Arvindbhai Narottambhai, Vice- 

President. 

I 3. Shri. Shantilal Mangaldas. 

I 4. Shri. H. G. Acharya, Secretary. 

' 1. Shri. C. T. Trivedi. 

2. Shri. H. P. Oza, Chief Engineer and 
^ Administrative Officer (Ports). 

1. Shri. A. V. Mehta. 

2. Shri. Radhey Shyam Bansal. 

3. Shri. Motiram Tekchand. 

4. Shri. Nagji Nathoobhai. 

1. Shri. D. C. Driver, President. 

2. Shri. Madanlal H. Vakil. 

3. Shri. S. S. Parikh, Secretary. 

1. Shri. A. A. Everingham. 

2. Shri. J. B. Craig. 

Shri. M. L. Banerjee. 

1. Shri. R. K. Ghose. 

2. Shri. N. Laharry, Freight Consultant. 

3. Shri. S. Goswami. 

4. Shri. Bholanath Mukherjee. 
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Calcutta 

18-9-1956 

Bengal National ( 

Chamber of Com-^ 
merce, Calcutta. 

(3rd sitting). | 

' 1. Shri. S. P. Sen. 

2. Dr. N. Sanyal. 

3. Prof. S. K. Roy. 

^ 4. Shri. S. R. Biswas, Secretary. 

Calcutta 

19-9-1956 

Indian Chemical 

Manufacturers’ As-^ 
sociation, Calcutta, j 

1. Shri. C. D. Thakkar, Vice-President. 

2. Shri. B. M. Khaitan. 

3. Shri. N. K. Chandra. 

4. Shri. G. Chandrasekhar \ Secretariat, 

. 5. Shri. C. S. Pande. / I. C. M. A. 




1. Shri. A. B. Bose. 

Calcutta 

20-9-1956 

National Chamber- 
of Commerce, 

Assam. 

2. Shri. R. C. Agarwal. 

3. Shri. N. K. Jain. 

Calcutta 

20-9-1956 

f 

Indian Produce Asso¬ 
ciation, Calcutta. 

1. Shri. Ramniwas Khaitan. 

2. Shri. Shivalaik Ojha. 

3. Shri. Devendra Muni Duvedi. 

4. Shri. R. S. Sharma, Secretary. 

Calcutta 

20-9-1956 

Bihar Chamber of •< 
Commerce, Patna. ] 

L 

1. Dr. Mahadeo Chand. 

2. Shri. D. P. Sharma. 

3. Shri. Bajranglal Bidasaria. 

4. Shri. G. S. Maheshwari. 




1. Sir. B. P. Singh Roy. 




2. Sir. L. P. Misra. 




3. Shri. H. M. Jagtiani. 

Calcutta 

21-9-1956 

Indian Chamber of< 
Commerce, Calcutta 
(2nd sitting). 

4. Shri. G. S. Maheshwari. 

5. Shri. C. S. Pande, Deputy Secretary. 




6. Shri. B. Kalyanasundaram, Assistant 

Secretary. 

7. Shri. G. Subramanidm. 




1. Sir. Lakshmipat Singhania, President. 




2. Sir. B. P. Singh Roy. 

Calcutta .. : 

22-9-1956 

Federation of Indian-l 
Chambers of Com¬ 
merce and Industry 

3. Sir. L. P. Misra. 

4. Rai Bahadur G. M. Modi. 



. 

5. Shri. P. R. Menon, Senior Assistant Secre¬ 
tary of the Federation. 

Calcutta .. : 

23-9-1956 


Dr. A. Krishnaswamy, M. P. (2nd sitting). 

Calcutta .. 1 

23-9-1956 


Shri .S. R. Kalyanaraman, Additional Mem¬ 
ber (Commercial), Railway Board, New 
Delhi. (2nd sitting.) 
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ANNEXURE V 

Schedule of Minimum Weight Conditions applicable to 
Wagon-load rates as proposed by Shri A. K. Basu 
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NOTE 

1. Where no elassiflcation has been shown under smalls, the classification shown under 
column “ wagon’-loads ” will apply to traffic in smalls also. 

2. 4Q.—means any quantity subject to the conditions laid down in I.R.C.A. Goods 

Tariff or Red Tariff as the case may be. 

3. The figures under the column headed “ Minimum weight conditions applicable to wagon-load 
rates’* areinmaunds per 4-wheeled wagon. 

4. The proposed special condition “S/31” attached to “ Jute full pressed ” and “Jute half- 
pressed ” denotes:— 

S/31—(a) Rates quoted for “Jute fall-pressed ” apply to bales averaging 5 manndseadi in 
weight and measuring to not more than 10 j c. ft. 

(b) Rates quoted for “Jute half-pressed ” apply to bales each averaging— 

(i) 4 mauads in weight and measuring to not more than 16 c. ft. 

(ii) 3 j maunds in weight and measuring to not more than 15 c. ft. 

(iii) 1 j maunds in weight and measuring to not more than 5.88 c. ft. 

iVOrff.—Jute bales which do not conform to the above weights and measurements 
will be charged at the rate for “ Jute unpressed”. 
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ANNEXURE V—contd. 


Articles 


A. I. Rounkol" S” .. p ; d 

A2 Monobel .. .. p ; d 

Aalroot .. ■. p/5 

Abrasives, manufactured.. 
Includes— 

Combination stones .. P/22 

Dressing sticks .. P/22 

Emery blocks .. p/22 

Emery cloth .. p/22 

Emery wheels .. p/22 

Finished sticks .. p/22 

Flint cloth .. .. P/22 

Grinding wheels .. p/22 

Oil stones .. .. p/22 

Rubbing bricks .. P/22 

Sand paper .. .. P/22 

Valve grinding com- 


pound 

P/24 

Absolute alcohol 

p: d 

Acetate of lead .. 

P/24c 

Acetate of lead solution .. 

P/24C 

Acetate of lime .. 

P/24 

Acetate of soda .. 

P/24c 

Aceto-arsenite of copper .. 

d 

Acetone 

P ;d 

Acetyl chloride .. 

p :d 

Acetylene compressed into 
porous substances 

p; d 

Acid, acetic (including 
glacial acetic acid) 

p: d 

Acid, boric 

p/6 

Acid, calcium phosphate .. 

P/24c 

Acid,carbolic .. 

p; d 

Acid, citric 

P/24c 

Acid.cresylic .. 

p; d 


General Classi¬ 
fication 


Minima weight 
conditions 
applicable to 
wagon-load rates 


Smalls i B. G. IM. G. |n. G. 


AQ AQ AQ 
AQ AQ AQ 
65 400 300 180 

95 400 300 180 




140 1 CC CC CC In tank wagon. 
270 I 220 150 Not in ta 


wagon. 


500 300 180 
500 300 180 
400 300 180 
500 300 180 
500 300 180 
270 220 150 
300 240 180 
500 300 180 


300 240 180 


400 300 j 180 

500 300 I 180 

300 240 180 

500 1 300 180 

300 ! 240 180 








192 

ANNEXURE V—contd. 


Articles 

General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 


Wagon¬ 

loads 

Smalls 

B.G. 

M.G. 

N.G. 


Acid, fluoric or hydro¬ 
fluoric .. .. p ; d 

150 

180 


240 

180 


Acid,formic .. .. p;d 

150 

180 


240 

180 


Acid, glycerophospboric .. p ; d 

110 

130 


240 

180 


Acid,hydrobromic .. p;d 

150 

180 


240 

180 


Acid,hydrobromic, diluted, p ; d 

110 

130 

300 

240 

180 


Acid,hydrochloric .. p;d 

110 

130 

160 

120 

80 


Acid, lactic .. .. P/24c 

95 

no 

300 

240 

180 


Acid, mudicinal.. .. P/24c 

130 

150 

300 

240 

180 


Acid, oitric .. .. p ; d 

150 

180 

160 

120 

80 


Acidol .. .. p : d 

100 

120 

500 

300 

180 


Acid,oxalic .. .. p;d 

100 

120 

500 

300 

180 


Acid, perchloric, diluted 
(specific gravity not 
exceeding 1.12) .. p ; d 

150 

180 

300 

240 

180 


Acid, i^osphoric .. p ; d 

no 

130 

300 

240 

180 


Acid, picric .. .. p ; d 

180 

.. 

AQ 

AQ 

AQ 


Acid, stearic .. .. P/24 

80 

95 

500 

300 

180 


Acid, styphnic .. p; d 

180 

•• 

AQ 

AQ 

AQ 


Add, sulphuric .. .. p ; d 

no 

130 

300 

240 

180 


Acid, sulphuric, diluted, 
containing not less 

thim 60 per cent, by 
volume of water .. p ; d 

no 

130 

300 

240 

180 


Acid, sulphurous (solution) p ; d 

150 

ISO 

300 

240 

180 


Acid, tannic .. .. P/24c 

130 

150 

500 

300 

180 


Acid, tartaric .. .. P/22 

130 

150 

500 

300 

180 


Aci 3s, vegetable, N. 0. C... P/24c 

130 

150 

500 

300 

180 


Advertising boards or 
signboa^ .. .. P/20 

80 

95 


300 

180 
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ANNEXURE V—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B. G. 

M. G. 

N. O. 


Aerated waters .. 

Includes— 

Mineral waters 

P/24 

65 

75 

300 

240 

180 


Aeroplanes, component 

parts of 

Includes— 

Aero-engines 

P/20f 

130 

150 

300 

240 

180 


Aeroplanes, packed subject 
to a minimum weight for 
charge of 50 maunds for 
each aeroplane or per 
each 4-wheeled vehicle 
used, whichever gives the 
greater charge,. 

P/20f; 
S/3. 

130 


AQ 

AQ 

AQ 


Agar (aloewood, eaglewood 
and lignaloes).. 

e ; P/22 

150 

180 

350 

280 

180 


Agarwood dust .. 

P/6 

55 

65 

240 

200 

120 


Agricultural implements 


60 

70 

300 

240 

180 


and machines, N. O. C., 
power operated 

Includes— 

Chaff cutters 
Decorticating machines 
Harrows 

Ploughs 

Sugar-cane crushers 
Sugar-cane mills, etc. 
Winnowers 

P/20f 

>■ Power 
operated. 

. 




Agricultural implements 

and machines, N. O. C., 
worked by hand or 
animals, packed 

Includes— 

Agricultural or garden¬ 
ing forks and hoes 
Chaff cutters 
Component parts of 
sugar-cane mills. 
Decorticating machines 
Harrows 

Persian wheels 

Pick-axes 

Ploughs 

Powrahs 

P/20f 

55 

65 

1 

1 

300 

240 

180 

1 



13 
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ANNEXURE V—contd. 






j Minima weight 




General Classi- 

conditions 




fication 

applicable to 


Articles 




wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B. O. 

M. G. 

N. G. 


Agricultural implements 



1 





and machines N. O. C., 








worked by hand or ani¬ 
mals, packed — (concld.) 








Sugar-cane crushers .. 
Sugar-cane mills, etc... 
Water boring plant 
Water-lifters 








Winnowers .. 








Agricultural implements 








and machines, N. O. C.. 
worked by hand or 
animals, unpacked 
Includes— 

P/20f 

55 

65 

300 

240 

180 


Agricultural or garde- 








ning forks and hoes 
Chaff cutters 
Component parts of 




■ 

■3 




sugar-cane mills 
Decorticating machines 
Harrows 

Persian wheels 

Pick-axes 

Ploughs 

Powtahs 

Sugar-cane crushers .. 


. 






Sugar-cane mills etc. .. 
Water boring plant 
Water-lifters 








Winnowers .. 








Air-conditioning units 

P/22 

120 

140 

300 

240 

180 


Ajax 

p;d 

180 

— 

AQ 

AQ 

AQ 


Ak floss, full pressed 

P/21 ; 
S/15 

55 

65 

400 

300 

180 


Ak floss, half-pressed 

P/21 ; 

60 

70 

270 

220 

150 


S/15 







Ak floss, loose .. 

P/5 ; 

70 

85 

120 

100 

80 


S/15 







Alabaster, unwrought 

P/20 

55 

65 

CC 

CC 

CC 


Alabaster wrought, N. O. C. 

P/20 

100 

120 

cc 

cc 

cc 


Includes — 








Shades and bowls 
Figures and ornaments. 








Albums 

P/22 

130 

150 

200 

160 

100 


Ale and beer in bottles or 

! 







in jars 
includes— 

P/24 

65 

75 

300 

240 

180 


Port tr 

Stout 

1 
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ANNEXURE V—contd. 


Articles 


i 

General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

1 B. G. 

M. G. 

N. G. 


Ale and beer not in bottles 
or in jars. 

Includes— 

Porter 

Stout 

P/24. 

60 

70 

300 

1 

1 

240 

180 


Almonds 

P/7 

80 

95 

350 

280 

180 


Aloes .. 

P/6 

95 

110 

300 

200 

180 


Alum .. 

P/30 

40 

52.5 

400 

300 

180 


Alumatoi 

P : d 

180 


AQ 

AQ 

AQ 


Alumina 

P/30 

70 

85 

CC 

CC 

CC 


Alurainate of soda 

P/24c 

75 

90 

400 

300 

180 


Aluminium 

Includes— 

Aluminium strips, slugs 
or coils 

P/22 

95 

no 

350 

280 

180 


Aluminium dross 

P/5 

47.5 

60 

400 

300 

180 


Aluminium fluoride 

P/22 

70 

85 

400 

300 

180 


Aluminium foil ., 

P/22 

130 

150 

300 

240 

180 


Aluminium powder 

P/22 

95 

no 

350 

280 

180 


Aluminium scrap 

Pi? 

70 

85 

CC 

CC 

CC 


Aluminium ware, N. 0. C. 

P/22 

120 

140 

120 

100 

80 


Amber 

e ; P/22 

150 

180 

300 

240 

180 


Amberite No. 2 .. 

P ; d 

180 


AQ 

AQ 

AQ 


Amchur 

P/6 

80 

95 

300 

240 

180 


American cloth ., 

P/2 

100 

120 

400 

300 

180 


Amla 

P,.6 

47.5 

60 

400 

300 

180 


Ammonal 

p ; d 

180 


AQ 

AQ 

AQ 


Ammon gelatine dynamite 

P;d 

180 


AQ 

AQ 

AQ 


Ammon gelignite 

P : d 

180 


AQ 

AQ 

AQ 


Ammon gelignite No. 2 ,. 

p ; d 

180 


AQ 

AQ 

AQ 


Ammon gelignite No. 3 

P ; d 

180 


AQ 

AQ 

AQ 


Ammonia in solution 

p ; d 

110 

130 

300 

240 

180 



13a 
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ANNEXURE V—contd. 


Articles 


; General Classi- 
i fication 


Minima weight 
conditions 
applicable to 
wagon-load rates 


Smalls, B.G.jM.G. I N.G. 


Ammonia, liquefied an- 


hydrous or ammonia gas, 
compressed 

P ; d. 

Ammonium bicarbonate .. 

P/24c 

Ammonium bifluoride, solid 

p; d 

Ammonium fluoride, liquid 

p ; d 

Ammonium sulphocyanide 

p ;d 

Amn iunition quick-firing .. 

P; d 

Amo-phous, phosphorus .. 

p; d 

Amsut .. 

p/22 

Amyl acetate 

p; d 

Amyl alcohol 

p; d 

Aniline oil 

P; d 

Aniseed water 

p/24 

Anti-gas fabrics .. 

p; d 

Anti-hydro 

p;24c 

Antimony 

P/22 


Includes-- 

Antimony sulphidCj 


Antimony fluoride mordant 
(antimony salts) .. p ; d. 


Ardeer gelignite.. 

p; d 

Arms .. • ■ 

(See General Rule 49) 

P/22 

A. R. P. Practice Incendiary 

Bombs 

p; d 

Arrowroot 

P/6 

Arrowroot flour, N. 0. C, . 

P/22 

Arsenate or arseniate of lead 

p: d 

Arsenic .. 

d 

Arsenic, oxides of .. 

p; d 


no 

130 

500 

300 

180 

100 

120 

400 

300 

180 

150 

180 

500 

300 

180 

150 

180 

500 

300 

180 

110 

130 

500 

300 

180 

180 


AQ 

AQ 

AQ 

150 

180 

300 

240 

180 

100 

120 

300 

240 

180 

no 

130 

500 

300 

180 

150 

180 

270 

220 

150 

100 

120 

270 

220 

150 

80 

95 

300 

240 

180 

150 

180 

300 

240 

180 

80 

95 

240 

160 

120 

100 

120 

300 

240 

180 

130 

150 

500 

300 

180 

180 


AQ 

AQ 

AQ 

130 

150 

300 

240 

180 

180 


AQ 

AQ 

AQ 

47.5 

60 

450 

300 

180 

95 

no 

500 

300 

180 

100 

120 

500 

300 

180 

100 

120 

400 

300 

180 

100 

120 

400 

300 

ISO 


Remarks 
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ANNEXURE V—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
j conditions 

j applicable to 

wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

jB.G. 

|m. g. 

N. G. 

i 

Arsenious Acid 

p; d 

100 

120 

1 

; 400 

300 

1 180 

! 

Artificial floweis (if of glass) 

e; P/22 

too 

120 

270 

220 

150 


Art pottery 

e; P/20 

130 

150 

270 

220 

150 


Arvi 

P/5 

45 

57.5 

400 

300 

180 


Asafoetida, dry 

P/26-C 

80 

95 

400 

300 

180 


Asafoetida, liquid ,. 

P/26-C 

150 

180 

400 

300 

180 


Asbestos, manufactured 
Includes— 

Asbestos flexible sheets.. 

P/20 

P/20-A 

95 

110 

300 

240 

180 


Asbestos cement products .. 
Includes— 

. Corrugated sheets 

Pipes 

Pipe jointing composition 
Ridges 

Sheeting 

Tiles 

P/20 ♦ 
P/20 * 
P/24 * 
P/20 * 
P/20 » 
P/20 • 

60 

70 

300 

240 

180 

* Packing condi¬ 
tion applies to 
booking in 

‘ smalls ’. 

Asbestos, crude 

P/5 

60 

70 

(OR) 

350 

280 

180 

RR rates will be 
20% higher. 



(UK; 




Asbestos jointing and packing 
sheets, graphited or non- 
graphited 

P/22 

95 

no 

300 

240 

180 


Ashes 

Includes— 

Cinders. 

p;P/30 

32.5 

42.5 

cc 

cc 

CC 


Athletic appliances 

P/22 

95 

no 

300 

240 

180 


Atmospheric air, compressed 

p; d 

150 

180 

500 

300 

180 


Automatic amusement 
machines N. O. C. 

p/22 

1 

no 

130 

300 

240 

180 


Auto-Rickshaws 

Includes— 

Motor Cycle Rickshaws. 
Subject to a minimum 
weight for charge of 
12 maunds per vehicle. 

P/20-f 

1 

i 

1 

120 


AQ 

i 

AQ 

: 

I 

AQ 


Axles and wheels (not fitted 
with rubber tyres). 

1 

P/19 i 

i 

47.5 

60 

1 

300 

1 

1 

240 ' 

180 
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ANNEXURE V—contd. 


Articles 

j General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 

I Wagon- 
1 loads 

1 Smalls 

1 

1 B. G. 

i 

!M. G. 

i 

N. G. 

Axles, wooden 


1 47.5 

1 

60 

300 

240 

180 


Bacon .. 

P/8 

100 

120 

350 

280 

180 


Baelenite 

p :d 

180 


AQ 

AQ 

AQ 


Bagasse (crushed sugar- 








cane refuse) N. 0. C. .. 

P/5 

47.5 

60 

160 

120 

80 


Bagatelle slates .. 

P/22 

80 

95 

160 

120 

80 


Bagatelle tables and 








accessories 

P/20f 

95 

110 

160 

120 

80 


Bags, carpet 

P/22 

l(X) 

120 

270 

220 

1.50 


Bags, cotton 

P/6 

80 

95 

400 

300 

180 


Bags, leather 

P/22 

100 

120 

120 

100 

80 


Bags, N. O. C. .. 

P/6 

55 

65 

270 

220 

150 


Baidmushk water 

P/24 

80 

95 

300 

240 

180 


Ballast.. 

P/30 

30 

40 

cc 

CC 

CC 

RR rates will be 

Includes— 

Gravel 


(OR) 

(OR) 




20% higher. 

Kunker 








Moorum 








Ballistite 

p; d 

180 


AQ 

AQ 

AQ 


Balsam 

p/22 

130 

150 

300 

240 

180 


Bamboos 


42.5 

55 

Ud 

O 

O 

240 

180 


Bam boo chicks .. 

P/1 

65 

75 

300 

240 

180 


Bamaoo chips, cuts, splits 








and splints, N. 0. C. .. 

P/1 

42.5 

55 

300 

240 

180 


Bamboo crushed N. O. C. 


42.5 

55 

300 

240 

180 


Bam 300 handles for cheap 








umbrellas 

P/2 

47.5 

60 

300 

240 

180 


Bamboo ladders 

P/1 

65 

75 

240 

200 

120 


Bamboo stick .. 

P/1 

65 j 

75 

300 

240 

180 


Banderol (Excise) 

e ; P/23 

130 1 

150 

400 

300 

180 


Bangle stone 

P/9 

32.5 

42.5 

CC 

CC 

CC 


Bangles, glass .. 

e ;P/9 

80 

95 

240 

200 

120 


Bang es, glass, broken .. 

P ;P/5 

47.5 

60 j 

300 

240 

180 j 

I 



ANNEXURE V—contd. 


Articles 


Bangles, ivory .. 

Bangles, lac, broken 

Bangles, N. O. C. 

Bangles, wooden 

Barium carbonate 

Barium hydrate (Barium 
hydroxide) 

Barium peroxide 

Barium sulphide 

Bark, plantain .. 

Barley, pearl, in tias 

Barometers 

Barrows 

Bars, sash and sky, iron or 
steel, galvanized or 
coated with lead or with 
anti-rust solution 

Baskets, common, country. 


General ClassI- 




Mimma weight 
conditions 
applicable to 
wagon-load rates 


B.G, M.G. N.G. 


e ;P/22 
p;P/5 


P/24C 
P/I 
P/22 
e; P/23 



300 I 180 


300 180 

300 180 

300 180 

100 80 
280 180 
300 180 



Baskets, N. O. C. 

Battery charging solution 
(Acid) 

Battery charging solution 
(AU^i) (Potash and 
Lithia solution) 

Bauxite calcined 

Beads, coral 

Beads, N. O. C. of 
glasse) 

Bee-hives, wooden and/or 
inetal empty and bM- 
keeping appliances 


Belexl.. 


c;P/22 


83 100 


130 ISO 300 240 180 


130 150 300 


CC CC 


150 180 300 240 180 


80 95 300 


55 65 120 80 
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ANNEXURE V—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 





Belex 3.. 

d 

180 

• • 

AQ 

AQ 

AQ 


Bdlmetal (kansa) ingots, 
sheets or slabs 


75 

90 

CC 

450 

CC 

300 

CC 

180 

for ingots & slabs, 
for sheets. 

Bellmetal (kansa) scrap .. 

P/7 

70 

85 

CC 

CC 

CC 


Bdlmetal ware(Kansaware) 

P/22 

95 

110 

300 

240 

180 


Bellows 

P/22 

100 

120 

400 

300 

180 


Bells, pneumatic 

P/22 

85 

100 

300 

240 

180 


Belting, leather or any 
other k ind(for machinery) P/6 
Includes— 

Cotton tubular banding 

100 

120 

400 

300 

180 


Benjamin 

P/24 

100 

120 

400 

300 

180 


Bentonite 

P/30 

30 

(OR) 

40 

(OR) 

CC 

CC 

CC 

RR rates will be 
20% higher 

Beryl ore 

P/30 

85 

100 

CC 

CC 

CC 


Betel leaves 

p ; P/8 

75 

(OR) 

90 

(OR) 

240 

160 

120 

RR rates will be 
20% higher. 

Betel-nuts 

P/6 

95 

110 

400 

300 

180 


Bhojpattsr 

P/5 

55 

65 

240 

160 

120 


Bicarbonate of potash 

P/6 

85 

100 

400 

300 

180 


Bicarbonate of soda 

P/6 

37.5 

50 

400 

300 

180 


Bichromate of potash 

P/24C 

80 

95 

400 

300 

180 


ffi^omate of soda 

P/24c 

80 

95 

400 

300 

180 


Bicycles, childrens’ subject 
to a minimum weight for 
charge of 20 seers per 
paelmge 

P/20f 

130 

150 

300 

240 

180 


Bicycles, component parts 
of .. 

Pilot 

130 

150 

300 

240 

180 


Bicycle crates, empty, sub¬ 
ject to a minimum 
weight for charge of 20 
seers per crate 


60 j 

j 

70 

120 

1 

100 

80 

! 
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ANNEXURE V—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B.G. 

M. G. 

In. G. 

1 


Bicycles, fitted with auto¬ 
wheel attachments, sub¬ 
ject to a minimum weight 
for charge of two mds. 
perpackage .. 

P/20f; 

S/3 

130 

150 

300 

240 

1 

j 180 

1 

j 

i 

i 

Bicycles, subject to a mini¬ 
mum wei^t for charge 
of one maund perpack- 
oee .. 

P/20f 

130 

150 

300 

240 

i 

1 

! 

! 

180 

i 

1 

Biddies 

P/ll 

100 

120 

160 

120 

80 


Biddy leaves 

P/5 

100 

120 

120 

100 

80 


Billiard table slates 

P/28C 

80 

95 

160 

120 

80 


Billiard tables and other 
accessories 

P/20f 

130 

150 

160 

120 

80 


Birds* skins 

P/22 

100 

120 

160 

120 

80 


Biscuits, dog or forage 

P/22 

75 

90 

200 

160 

100 


Biscuits, N. O. C. 

P/22 

100 

120 

200 

160 

100 


Bisulphide of carbon 

p;d 

150 

180 

270 

220 

150 


Bisulphite of lime solution 
saturated with sulphur- 
didxide gas ., 

d 

80 

95 

300 

240 

180 


Bituminous solution(Paint) 

p;d 

75 

90 

400 

300 

180 


Black, N. O. C. 

Includes— 

Bone black (animal 
charcoal). 

Ivory black. 

P/6 

85 

100 

400 

300 

180 


Blankets, cotton or 

woollen 

Includes— 

Rugs, travelling. 

P/25 

100 

120 

400 

300 

180 


Blasting gelatine 

p ;d 

180 

• 

AQ 

AQ 

AQ 


Bleaching powder 

d 

40 

52.5 

400 

300 

180 


Blotting paper, in bales or 
bundles 

P/17 

55 

65 

400 

300 { 

180 










Boards, patent, insulating 
or building (ceiling, wall 
or tlooring) .. .. P/2 

Boats, N. O. C„ subject 
to a minimum weight 
for charge of 50 mds. for 
the first boat, loaded in 
a four-wheeled or six¬ 
wheeled wagon, and to a 
minimum weight for 
charge of SO mds. for 
each of the first two 
boats loaded in a bogie 
wagon. For every boat 
exceeding one in a four- 
wheeled or six-wheeled 
wagon and for every boat 
exoi^ing two in a bogie 
watx>n the minimum 
weight for charge will 
be 30 mds. The minimum 
weight for charge for a 
single boat loaded in a 
b^e wagon will be 100 
maunds—f. 

Boats, shooting .. P/2( 
As under— 

(1) Non-collapsible 
shooting boats over 
12 feet in length, 
subject to a mini¬ 
mum weight of 
13i mds. each. 

(2) Non-collapsible 
shooting boats 12 
feet in length and 
under, chargeable on 
actual weight. 

(!) Collapsible shoot¬ 
ing boats dispatched 
folded, chargeable on 
actual weight. 

Note.' —Shooting boats shall 
be carried as “ smalls ” 
and loaded in wagons 
with other goods at the 
convenience of railways. 
Otherwise, they shall be 
subject to charge on the 
minimum weights pres- 
criliwl for “ Boats, 
N.O. C. ” 



Bobbiiite 


.. p:d 


180 
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ANNEXURE V—contd. 


Aitidet 

- 

G(»Mial Qaasi- 
fication 

Minima weight 
conditions 
applicable to 
wagon>load rates 



Wa^n- 

loads 

Smalls 

B.O. 

M.G. 

N.O. 

Brides, common .. 
Includes— 

P/30 

32.5 

42.5 

CC 

CC 

CC 

Bricks, brotou 







Bricks,bath 

P/22 

80 

?5 

cc 

CC 

OC 

Brides, (KKoelam .. 

P/20 

65 

75 

CC 

CC 

CC 

Bricks, terracotta .. 

P/20 

70 

85 

cc 

CC 

CC 

Bricks, vitrified 

P/20 

65' 

75 

CC 

CC 

CC 

Bristles, hog 

P/22 

100 

120 

300 

240 

180 

Bromine .. 

p;d 

150 

180 

300 

240 

180 

Bronze ingots or slabs 


80 

95 

CC 

CC 

CC 

Bronze tods 

P/1 

100 

120 

450 

300 

180 

Bronze scrap 

P/7 

70 

85 

CC 

CC 

CC 

Btonzewate 

P/22 

100 

120 

300 

240 

180 

Bronzing sQlution (arsonical) 

p;d 

100 

120 


240 

180 

Brooms .. 

P/1 

47.5 

60 


120 

80 

BrusbeStN. O. C. . . 

Indudes— 

Bobs, polishing, made of 
doth. 

P/5 

80 

95 

270 

220 

ISO 







Buckumtoot 

P/5 

80 

95 


300 

180 

Bulbs 

P/6 


95 


300 

180 

Bunting .. 

P/22 

85 

100 

400 

300 

180 

Butter 

P/24 

95 

no 

300 

240 

180 

Buttons .. 

P/22 

100 

120 

300 

240 

180 

Butyl acetate 

p;ti 

no 

130 

500 

300 

180 

Butyl alcohol 

p;ti 

150 

180 

270 

220 

ISO 

Cactus 

p/6 

47.5 

60 

270 


ISO 

Ca4|an8 .. 

P/i 

47.5 

60 

120 


80 

Cadmium sulphide 

P/24-C 

130 

150 



180 

Cages, iron or sted 

P/19-f 

80 

95 



180 
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ANNEXURE V—contd, 


Articles 


Bottles (if made of articles 
listed in Rule 37 ; e) .. P/22 

Include.'!— 

Feeding bottles 
Glass ampoules 
Stone ginger beer 
bottles 


Boxes, crises, casks, tea 
chests, wt^en, unas* 
sembled with or without 


fittings .. .. P/1 

Boxes or trunks, leather .. P/20f 

Boxes or trunks, tins .. P/20f 

Boxwood .. .. P/1 

Bran ,. .. .. P/5 


Includes— 

Pollard. 


BrassfoU .. .. P/22 

Brass ingots or slabs 

Brass scrap ,. .. P/7 

Brass sheets or rods .. P/1 

Includes— 

Brass jars. 

Brass (drcles. 

Brass stripes. 

Yellov metal sheets or 
plahis. 


Brass ware 
Asunder— 

Brass jngles .. P/22 

Brass pipes .. .. P/22 

Brass tubes .. .. P/22 

Brassware, N. O. C. .. P/22 
Brassware, tin-nickelled P/22 
Brass wire .. ..VII 
Hand sprayers made of 
brass .. .. P/22 

Yellow metal ware .. P/22 

Barattice cloth .. .. P/2 

Bread.P/22 


Minima weight 

General Classi* conditions 
Nation applicable to 

wagon-load rates Remarks 



I 

1 


110 130 350 280 180 

70 85 CC CC CC 

55 65 CC CC CX: 

75 90 450 300 180 


180 


180 i 

100 i 

I 


95 no 300 240 


55 j 65 400 I 300 I 

70 j 85 200 : 160 | 








ANNEXtttE V—coitfd. 


AfiklM 



1IGSQ09 

_ 

-—- 

vVvi^BQuIV 

amllealilB to 

IMIflOMOidiMi 

* 




Wato»> 

mSb 

SmiIb 

B.O. 

M.O.jN.a 

.•munon .. 

!W*~ 

♦ ♦ 

Pt» 

32.S 

42.5 

OC 

OC 

OC 

•'Hh 

• ♦ 

9m 

» 

05 

OC 

OC 

OC 


• • 

9m 

6$ 

75 

OC 

OC 

OC 

.••MOMa .. 


9m 

ID 

05 

OC 

OC 

OC 

.•iiiAmI .4 


9m 

«5' 

75 

OC 

OC 

OC 



9m 

too 

120 

500 

240 

180 

• 

♦ * 

Pid 

ISO 

180 

500 

240 

100 


« « 

«♦ 

ID 

05 

OC 

OC 

OC 

sh 

♦ « 

p/I 

too 

120 

450 

500 

180 

Mp 

♦ « 

p/7 

70 

05 

OC 

OC 

OC 

:«• ♦♦ 

♦ « 

pm 

MD 

120 

500 

240 

180 

. viiiiiQoftiMaicaO 

PJ4 

100 

120 

500 

240 

180 

.. 

« « 

p/I 

4t,S 

00 

100 

120 

80 

• O.C .. 

• • 

f/3 

00 

05 

270 

220 

150 

rt<UiMni>aM4»«r 
«« «« 

♦♦ ♦ ♦ ♦ ♦ ♦ 







*««t «« 

« • 

P/5 

00 

05 

400 

500 

180 

« ♦ 

♦ • 

916 

00 

05 

400 

500 

180 

♦ « 

« « 

9m 

05 

100 

400 

500 

180 

• • 

♦ ♦ 

9m 

05 

110 

500 

240 

180 

« « 

« ♦ 

9m 

100 

120 

500 

240 

180 

♦* ♦ ♦ 

♦ 

P.d 

tio 

150 

500 

500 

180 


♦ « 

pld 

150 

100 

270 

220 

150 


« « 

916 

47.5 

00 

270 

220 

150 


«« 

P/I 

47.5 

OO 

120 

100 

00 

.-•pblde 

♦ ♦ 

p/afc 

150 

150 

400 

500 

180 

4 slecl 


P/IM 

1 00j_ 05 

500 

240 

180 



t 


Aitkin 


Oamial 

Kfiabnaneiplit 

oooditioas 

appIkaUeto 

wapmoadiataa 



Wapoo* 


B.O. 

MLO. 

M.O. 

Ctgn,N.O.C .. 

.. P/2M 

SO 

95 

120 


80 

Olrinmamnateftoikt) 

.. p:d 

130 

ISO 



m 

r^lfjimt chloride .. 

.. P/24« 

60 

70 

IQ 

KTub 

180 

Oddum photphMe 

.. p:d 

110 

130 



180 

Cakiiim liikkk 

.. p:d 

H 

95 

IQ 

Kina 

180 

Omrikad^wabi .. 

.. P/22 

■ 

95 

Q 

160 


Candi* Ink, foll*pnned 

•• Sfj‘ 

■ 

95 

Q 

KToa 

180 

Ouncte* ink. balf-prened 

•• ® 

too 

120 

270 


ISO 

Cnneb’ Inkloow.. 

.. P/5; 
S/15 

130 

ISO 

120 

BN 

■[' *1 

80 

Ouiq;i«4UknSB >• 

loown^ 

Tnts 

Teutmuipaie., 

.. P/6 
P/2M 

100 

120 



100 

Ouophor 

..«;P/22 

130 

150 



i 

Cunphor «ood 

.. P/5 

SO 

95 

350 

280 

m 

Candlei . • 

.. P/22 

85 



240 


Qnidln,amoke>snM>iKl 

MarfcD 

.. p;d 

180 

•• 

AQ 

AQ 

AQ 

CBnn,N.O.C .. 

.. P/I 

PS 

no 



H 

Cum. iralkiiig 

.. P/22 

95 

no 



G 

Cuon, mkkn to a mimniim 

^w^fordmvtasfor 27 
inauids aadi rpu 

95 

•• 

AQ 

AQ 

AQ 


85 

too 



i 

Canvas .. 

.. P/6 

■ 

95 

270 


150 

Canvasbapa 

.. P/6 

■ 

95 

270 


ISO 

Caavnboaa 

.. P/6 

80 

95 

270 


150 

Caouldioiicim 

.. p;d 

no 

130 

600 


n 


Rflinuki 
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ANNEXURE V—contd. 



Miniina 

OoMitl Class!- conditioiis 
ficatton appllcabte to 

wagon-load rates 


Carts, all-sted, with or without 
pneumatic tyres, subject to a 
mi^um wdght for charge 
oflTmaundseadi •• P/20-r 

Carts, all-steel, in pieces or 
parts, Le^ wheels, axles, etc., 
removed' •. • • 

Carts, country. N. O. C 
subject to a minimum 
wdi^ for charge of 13i 
maun^ each • • P/20-f 

Carts, country, N.O. C, . I 
in parts. •• P/20-f 

Carts, mnnidpal, or any 
other kind exo^ carts, 
country, subject to a 
niinimum wei^t for 
charge of 27 maunds 
eadi.. .. •• ' 

Carts, municipaL or any 
other land exc^ carts, 
courdry, in pieces or 

parts,i.e., wtoeb, axles, 
etc., removed. .. P/20-f 

Carts, tar boiling, auWecm 

a minimum W«ght fOT 

rh «r g a of 27 nuunds 
eadi.. f 


Carts, tar boiling, in 
pieces or parts. 


P/20.f 


Carvings 


e;P/22 

Case-hatdming compounds 

P/24 

Casein.. 

• • 

P/6 

Cadiboxes 

•• 

P/22 

Cashew imts 

•. 

P/22.B 

Casting powder .. 

•• 

P/24 

Catediu 

• • 

P/6 

Catgut 

-- 

P/22 

Caustic Coke .. 


P/24.C 



AQ AQ AQ 
no 300 240 180 

AQ AQ AQ 

60 300 240 180 

AQ AQ AQ 

110 300 240 180 


AQ 

no 300 
180 300 

75 400 

no 450 
120 300 

no 500 
100 400 

65 400 

180 300 


AQ AQ 

240 180 
220 180 
300 180 
300 180 
240 180 

300 180 
300 180 
300 180 

I 240 180 


150 CC CC CC 
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ANNEXURE V—contd 


Articles 


General Classi¬ 
fication 


Minima weight 
cdnditions 
applicable to 
wagon-load rates 


Remarks 


Cards for tickets .. 

Cards, N. O. C. 

Carpets or rugs, floor 
Includes— 

Druggets 

Carnage braid 

Carriages, 2-wheeled, con¬ 
signed on their own wheels, 
suliject to a minimum 
we ght for charge of 45 
maunds each 

Carriages, 2-wheeled, consign¬ 
ed wifliout their wheels, 
subject to a minimum wdght 
for charge of 13]^ maunds 
each 

Carraiges, 4-wheele^ consign¬ 
ed on their own wheek, 
sub.ject to a minimum weight 
for charge of 45 maunds 
each 

Carriages, 4-wheeled, consign¬ 
ed without their whe^, 
subject to a minimum weight 
for charge of 27 maunds 
each 


Carriage shafts 

Carriages in pieces or parts, 
i.e. shafts, springs, wheels, 
axles, etc. removM 

Cartridge cases, uncapped, 
empiy .. 

Cartricges for blasting or other 
like purposes 

Cartridges for cannon 

Cartridges for small arms, 
which are not safety cart¬ 
ridges 

Cartridges, illuminating 

Cartridges, safety .. 

Cartridges, signal 



I Wagon- 
1 loads 

Smalls 

B.O. 

M.O. 

jN.G. 

P/22 

1 

80 

95 

400 

300 

180 

P/22 

too 

120 

400 

300 

180 

P/18 

no 

130 

270 

220 

150 

1 

P/22 

too 

120 

400 

300 

180 

f 

120 

•• 

AQ 

AQ 

AQ 

f 

120 

•• 

AQ 

AQ 

AQ 

f 

120 

•• 

AQ 

AQ 

AQ 

f 

120 

•• 

AQ 

AQ 

AQ 

P/20-f 

95 

110 

300 

240 

180 

P/20-f 

95 

no 

300 

240 

180 

P/22 

too 

120 

120 

100 

80 

p ;d 

180 


AQ 

AQ 

AQ 

p: d 

180 


AQ 

AQ 

AQ 

p;d 

180 

., 

AQ 

AQ 

AQ 

p;d 

180 


AQ 

AQ 

AQ 

d 

180 

• • 


AQ 

AQ 

p; d 

180 

•• 1 

AQ 1 

AQ 

AQ 
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ANNEXURE V—contd. 


•Nrticies 


General Classic 
fifStlOP 

Miniina weillit 
conditioaa 
appiicaUeto 
wagon'tead rates 

Retnadcs 



Wasaii> 

loads 

gg 

B.O. 

mm 

m 


i. with or widKNit 
ivrcs. sut(iectto« 
for cbaisB 

i sca^ .. P/2M 

9S 


AQ 

AQ 

AQ 


K-t, in locoes or 
u heels, axteTt^Ci* 

.. P/2M 

95 

110 

300 

240 

1 


(V* O* 01* 

a minimum 
• {wirge of IH 

t« «• 

PtiM 

95 

* ♦ 

AQ 

AQ 

AQ 


1V, N. O. C,, 

PPM 

47.5 



240 

m 


«tMl, or any 
except carts, 
iibjoct to a 
weifl^ for 
27 maonds 
• • • • 

f 

95 

♦ « 

AQ 

AQ 

AQ 


iixtl or angr 








except carts, 

< pieces or 
■vImxIs, axles, 
■1. 

PPM 

95 

110 

300 

240 

180 


iiiit, subject to 

1 weight for 
27 maunds 

f 

95 

* 

« • 

aq 

AQ 

AQ 


builing, in 
.<ns. 

Pj20^ 

95 

no 


240 

180 


• • 

c;PP2 

ISO 



220 

180 


*. compounds 

P/24 

1 65 

75 

400 


180 


.. 

P/6 

i ” 

no 

450 


180 



P/22 

1 100 

120 


240 

180 


*♦ 

P/22.B 

95 

no 

500 


180 


'M . 

P/24 

85 

100 



180 



P/6 

55 

65 



180 


. 

P/22 

ISO 

180 


240 

180 


•• 

P/24-C 

130 

150 

cx; 

OC 

CC 
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ANNEXURE V—contd. 


Articles 


General Classi¬ 
fication 

Minima wdght 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B.G. 

M.G. 

N.G. 


Caustic potash, liquor 

p ;d 

55 

65 

CC 

500 

CC 

300 

CC 

180 

In tank wagons. 
Not in tank 
wagons. 

Caustic potash, solid 

P/24< 

85 

100 

500 

300 

180 


Caustic soda 

P/24-C 

37.5 

50 

500 

300 

180 


Caustic soda, liquor 

p ;d 

37.5 

50 

CC 

500 

CC 

300 

CC 

180 

In tank wagons. 
Not in tank 
wagons. 

Cdestite 

P/30 

47.5 

60 

CC 

CC 

CC 


Celluloid 

p/22 

100 

120 

400 

300 

180 


Cdluloid bangles 

P/22 

85 

100 



120 


Celluloid ware, N. O. C. .. 

P/22 

100 

120 

120 

100 

80 


Cellulose acetate dope .. 

p ;d 


180 

300 

240 

180 


Cellulose acetate flakes .. 

P/7-B 

95 


300 


180 


Cement .. .. P/6; P/6-A 

42.5 

55 

CC 

CC 

CC 


Cement blocks, hollow .. 
Includes— 

Blocks 

P/20 

60 



CC 

CC 


Coke breeze, hollow. 








Cement capitals 

P/20 

130 



CC 

CC 


Cement castings 

P/20 

130 



CC 

CC 


Ceirient clinker .. 

P/30 

60 


CC 

CC 

CC 


Cement sheets .. 

P/20 

65 

75 

CC 

CC 

CC 


Cement tiles 

P/20 

65 

75 

CC 

CC 

CC 


Chaff. 

P/5 

47.5 

60 


280 

180 


Chains, Iron or steel, 
K O. C. 

, , 

80 

95 

545 

330 

220 


Chairs, invalid, subject to a 
minimum wcijlit for 
charge of 4 maunds per 
package 

P/20f 

110 

130 

120 

100 

80 


Oiiiirs, push, (Mdrmi’s 
subj^ to a minimum 
' vtight for charge of 1 
maund per padrage 

P/20f 

no 

130 

300 

240 

180 
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ANNEXURE V—contd. 


Articles 

General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 


Wagon¬ 

loads 

Smalls 





Chairs, push, children’s 
collapsible, subject to a 
minimum woght for 
charge of 20 seers per 
package . . P/20f 

110 

130 

300 

240 

180 


Chakees, wooden 

80 

95 

300 

240 

180 


Chalk .. ..P/5 

Includes— 

Calcium carbonate. ^ 

Chalk, pre^Kited or 
precipitated. 

Precipitated calcium 
carbonate. 

Wiiting .. .. P/6 

30 

(OR) 

40 

(OR) 

CC 

CC 

CC 

R R rates will 
be 20% higher. 

Chalk crayon .. .. py22 

55 

65 

300 

240 

180 


Chanddiers .. .. ^; P/22 

130 

150 

300 

240 

180 


Charcoal fuel .. .. p /5 

30 

(OR) 

40 

(OR) 

300 

240 

180 

RR rates will be 
20 %highw. 

• 

Charges and refills for 
chemi^fiie extinguishers p ; d 
NOTBe—The conditions 

p; d attached to this entry 
will not apply to 
“Charges and refills for 
non-acid chemical fire 
extinguishers ” such as 
“Electroie” and “Fire 

Snow ” 

100 

1 

1 

! 

120 

300 

240 

180 


Charka. . 

55 

65 

300 

240 

180 


Charowlee . . .. P/6 

80 

95 

240 

160 

120 


Charpoys .. : 

80 

95 

160 

120 

80 


Cheese . , ^ ^ P/22 ' 

1 

95 i 

1 

no 1 

300 

240 

180 


1 

Chemical manures—Divi- P/6 
sion A 

As under— 

Ammonium Sulphate 
nitrate. 

Diammophos 

l A 

1 

47.5 i 
i 

i 

1 

1 

1 

60 i 

400 

300 

180 
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ANNEXURE V-ncontd. 



Chemical manures—Divi¬ 
sion B. 

Asunder— 

Ammonium phosphate. 
Calcium ammonium 
nitrate .. 

Cakium Sulphate or 
Sulphate of lime .. 
Cyanamide.. 

Eidios phosphate 
Ground phosphate 
ICanite 
Keiserite .. 
lime nitrogm 
Manure mixture 
Mincaal Phosphate .. 
Muriate of po^ 
(Potassium Chloride) 
Nitrate of ammonia .. 
Nitrate of lime 
Nitrate of soda 
Nitrolim _ 
Pho^hate of lime 
Phosphatic Nodules .. 
Radiophos .. 
Stearmeal ffllack label) 
Sulphate of ammoma 
Sulphate of Potash .. 
Super phosphate 
Sylvinite .. . 


Minima weight 
conditions 
applicable to 
wagon-load rates 


B.G, M.G. N.G, 


45 550 330 220 



! 1 

I i 


i ! 


i 1 

I i 


Chemicab, photographic .. P/22 

Chemicab (not explosive), P/24c 
N. O. C. 

Oiests, ice, packed -. P/20f 

Chests ice, unpacked .. 

Chests iron or steel .. P/20f 

Chicory .. P/6 

Includes— 

Chicory powder .. P/22 


Chillies 
Includes— 
Chillies seeds. 
Green diiUies. 


ChilwQrth smokeless 
poadw No. 2 








ANNEXURE V—contd. 


Articles 


General Qassi- 
fication 

Minima weight 
conditions ! 

applicable to i 

wagon-load rates 



'tti s™* 

B.G. M.G. N.G. 

Chimneys, mica-tin 

P/22 

! 

100 1 120 

240 j 200 { 120 ! 

China or pottery broken . 

P; P/5 

47.5 1 60 

1 * 

350 i 280 1 180 1 


Cbinaware .. e ; P/2 

Chinese lanterns.. .. p/22 

Chlorate of barium .. p ; d 

Chlorate of potash .. p ; d 

Chlorate of soda .. p;d 

Chloride of barium .. p ; d 

Chloride of magnesium .. P/24c 

Chloride of sulphur ., p ; d 

Chloride or muriate of .. d 
zinc 

Chlorinatois .. .. p/20 

Chloroform .. .. p; P/24 

Chrome alum .. p/22 

Chrome ore .. p /30 

Chums, wooden.. .. P/5 

Cider in bottles or in 
jars, packed in cases 
or hampers .. .. p/24 

Cider not in bottles or in 
jars.P/24 

Cigarette paper .. p/22 

Cigarettes P/23A 

Cigars, country ., p /23 

Cigars, imported .. p/23 

Cinchona p/6 

Cineina, Circus and Thea¬ 
trical equipage excluding 
curematograph operating 
apparatus and cinemato¬ 
graph films .. P/20f 

Cinematograph apparatus, e; P/23 


e; P/22 150 

P/22 100 

p ;d 150 

p; d 150 

p;d 150 

Pid 60 

P/24c 60 

P;d 150 

d 60 

P/20 80 

P; P/24C 130 

P/22 65 I 


270 

220 

150 

400 

300 

180 

400 

1 

300 

180 

400 

300 

180 

400 

300 

180 

400 

300 

180 

400 

300 

180 

300 

240 

180 

400 

300 

180 

300 

240 

180 

300 

240 

180 

400 

300 

180 

CC 

CC 

CC 

300 

240 

180 

300 

240 

180 

300 

240 

180 

400 

300 

180 

200 

160 

100 

200 

160 

100 

200 

160 

100 

300 

200 

180 


I 140 j 200 j 160 100 

I 180 '■ 300 I 240 180 

I III 
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ANNEXURE V—contd, 


Articles 


General Classi¬ 
fication 


Minima weight 
conditions 
applicable to 
wagon-load rates 


Remarks 


j Wagon- 
I loads 


Cinematograph films, in- 
fianmiable (nitroceiliilose 



base) 

e;d 

150 

Cinematograph films [non- 
inflammable or slow bum- 



ing (jacetyl cellalose base)] 

P/22 

e:S/28; 

150 

Clay, R O. C. .. 

p;P/30 

32.5 

Oay, China 

p/30 

30 

(OR) 

Olay figures 

p/20 

95 

Clay grates 

P/20 

55 

Clay, modelling.. 

Includes— 

Plasticine 

Plastiklay 

Plasti-mould 

P/22 

95 

Clay tablets used as urine 



absoibent 

P/5 

47.5 

Cleansing and washing 



fluids, inflammable 

p ;d 


Cleansing and washing 



fluids, itcid 

p;d 


Cleansing and washing fluids. 



alkaline 

p;d 


Qocks 

Qoth cuttings (new), 

R O. C., such as tailors’ 
cuttings and hosiery 

e;P/23 

150 

cuttings 

Cloth cuttings (old)R O. C., 
such as tailors’ cuttings 

P/5; 
S/8 

60 

and hosiery cuttings .. 

P/5; 

s/8 

■1 

Clubs, Indian, wooden .. 

P/2 

80 

Coal .. 

Includes— 

Coal shale 

0>ke 

Patent fuel 




Smalls 

B, O. Im. G. 

jRG. 

1 _ 

180 

■ 


180 


180 



180 


42.5 

cc 

cc 

cc 



cc 

cc 

CC 

RR rates will 
20% higher. 




150 


65 





110 


240 

180 



60 

! 

I cc 

CC 

CC 




180 

180 



180 

180 



180 

180 



180 

70 

270 

220 

150 


270 

220 

150 

f 

95 

300 

240 

180 


cc 

CC 

CC 
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ANNEXURE V—contd, 



1 

i 

General Classi- 

Minima weight 


conditions 

Articles 

fication 

applicable to 
wagon<load rates 


Remarks 



Wagon¬ 

loads 

Coal gas, compressed 

p; d 

150 

Cocoa 

P/22 

100 

Cocoanut, desiccated, in 
tins or in cases 

P/22 

100 

Cocoanut, desiccated 

N. O. C. 

P/22 

60 

Cocoanut husks 

P/30 

47,5 

Cocoanut, cocoanut kernels 

P/6 

60 

Cocoanut shells 

P/5 

47.5 

Cocogem 

P/16 

95 

Cocotine 

P/16 

80 

CoflTee .. 

P/6 

95 

Coffins 

P/20f 

100 

Coir 

P/1 

55 

Cold starters 

d 

100 

Collodion 

p ;d 

150 

Coloured cement 

Includes— 

White cement 

P/6,; 

P/6A 

42.5 

Colours and dyes— 
Division A 

P/24 

95 


Asunder— 

Abbir 

Alta 

Annattoo 

Artists’ colouis in 
pans and tubes 
Blue 

Bronze powder 

Carmine 

Oieep 

Qirome colour 
Cinnabar 
Cochineal 
Crimson 

Diy colours for aerated 
watem, confectionery, 
cordials, spirits, 
syrups, etc. 


120 I 3S0 280 

1 

120 350 280 

70 350 280 

60 200 160 

70 300 200 

60 200 160 

no 300 240 

95 350 280 

no 350 280 

120 120 100 

65 270 220 

120 300 240 

180 270 220 

55 CC CC 


95 no 400 300 
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ANNEXUHE V-contd. 



Minima weight 

General Classi* conditions 
fication applicable to 

wagon-load rates 





Colours and dyes— 

Division A-Hconcld.) 

Dyes, aniline, alizarine 
or otherwise des¬ 
cribed 
Hair dyes 
Kankoo 
Liquid colours 
Magenta 
Mahawar 
Rhodamine 
Rou« 

Sulphide of mercury 
Titaniiun oxide 
Vat d^es in paste 
Vermilion 

Colours and dyes—Divi- 
sicn B 
As under— 

•Colours and powders, 
dry, used for colour¬ 
ing and painting 
other than those 
mentioned in Divi¬ 
sion A .. . • P/24 

Cupric oxide .. P/24 

Dhal flowers •. P/24 

Dhow .. . • P/24 

Distempers and water 
paints (such as Cal- 
carium) .. .. P/24 

Gandh •. .. P/24 

Hurra (myrobalan) 
powder .. .. P/24 

Linoleate driers .. P/24 

Litharge .. .. P/24 

Lithopone .. .. P/24 

Lodh .. P/24 

Madder P/24 

Maqjeet .. .. P/24 

Napthenate Driers .. P/24 
Ochre, N.O.C. .. P/24 

Oxide of irtm N. O. C. P/7B 

Pischoo flowers .. P/24 

Red lead .. P/24 

SaflEloww .. .. P/24 

Sulphate of barium .. P/24 
Sulphate of copper .. P/7 
Umber .. .. P/24 

\^te lead .. P/24 

^c, white or oxide of 
•^nc P/24 


Combs for 
madiines 


carding 
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ANNEXURE V—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

] 

I 

Remarks 



1 Wagon- 
1 loads 

Smalls 

j B. G. 

jM. G. 

N. G. 


Containers, tinned unassem¬ 
bled parts of 

. P/1 

80 

95 

1 400 

300 

! 

j 180 


Includes— 

Printed tinned sheets for 
making empty cases 




1 

1 

j 


or containers. 




j 




Stampings. 

Tinned discs. 




i 




Copperas green (Sulphate of 








iron) 

P/7A 

47.5 

60 

400 

300 

180 


Copper coated iron or steel 








wire 

P/22 

80 

95 

: 545 

330 

220 


Copper coin, defaced 

P/22 

85 

100 

cc 

CC 

CC 


Copper foil 

P/22 

no 

130 

350 

280 

180 


Copper ingots and slabs 

1 

70 

85 

CC 

CC 

CC 


Copper ore 

P/30 

55 

65 

cc 

cc 

CC 


Copper scrap 

P/7 

65 

75 

cc 

cc 

CC 


Copper sheets or rods 

P/1 

75 

90 

450 

300 

180 


Includes— 

Copper bars. 

Copper circles. 







Copperware 

P/22 

95 

110 

300 

240 

180 


As under-—■ .. 







Copper jingles 

Copper pipes 

Copper tubes 

Copperware, N. O. C. .. 
Copper wire, N. O. C. .. 

Coral .. .. . .c 

P/22 

P/22 

P/22 

P/22 

P/1 

: P/22 

130 

150 

300 

240 

180 


Cord .. 

p/22 

80 

95 

300 

240 

T80 


Cordeau bickford 

p; d 

180 

1 

1 

AQ 

AQ 

AQ 


Cordite 

p; d 

180 

•• 

AQ 

AQ 

AQ 


Cordite M. D. 

p ; d 

180 


AQ 

AQ 

AQ 


Cordtex 

P : d 

180 j 


AQ 

AQ 

AQ 


Corks 

P/6 

80 1 

95 

270 

220 

150 


Cork sheets 

P/22 1 

1 

80 I 

95 

270 

220 1 

150 







Ill 


ANNEXURE V—contd. 


1 Artides 


General Classi¬ 
fication 

Minima weight ; 
conditions 
applicable to I 
wagon-load rates | 



Wagon¬ 

loads 

Smalls 

1 

jB.G. 

M.G. 

N.G.j 

Combs, bom .. 

P/22 

80 

95 

1 300 

220 

i ! 
1 1 

Combs, Ivory .. 

e;P/22 

150 

180 

i 

300 

220 

! i 

1 

Combs, N. O. C. 

P/22 

100 

120 

300 

220 

1 ' 

1 180 

j 

Combs, wooden 

P/5 

80 

95 

300 

220 

! 180 

Composition for preventing 
incrustation in boilers, 
liquid (not containing 
arsenic) 

p;fl 

55 

65 

300 

240 

180 

Compasition for preventing 
incrostation in boilers, 
solid (not containing 
arsenic) 

p/24 

00 

70 

400 

300 

180 

Compmition pots (Le., pots 
maqufactuira from saw* 
dust and other ingre¬ 
dients) .. 

P/20 

55 

. 

65 

300 

240 

i 

180 

Compressed Argon 

p; d 

150 

180 

500 

300 

180 

(^mpcessed methane or 
natural gas. 

p; d 

150 

180 

500 

300 

180 

Compressed Nitrogen 

p; d 

150 

180 

500 

300 

180 

Concentrated Ethyl fluid 
(Solution of Lead Tetra 
Ethyl in Ethylene Dib¬ 
romide) 

p: d 

150 

180 

270 

220 

150 

Condimrats 

p/22 

100 

120 

300 

240 

180 

Confectionery .. 

Includes— 

Boiled sweets. 

Caramd, N. O. C. 
C^iocolates. 
l..ozBnges. 
tslixed drops. 

I*an sweets. 

)*^permints. 

Jlweets, N. O. C. 

PIZZA, 

j 

120 

i 

1 

i 

1 

i 

1 

1 

140 

t 

1 

\ 

240 

160 

120 

Containers made from tin 
plate and black plate 

P/22 

1 

85 I 

100 1 

i 

300 1 

i 

240 j 

180 


Remarks 
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ANNEXURE V—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

\ 

\ 

Remarks 



Wagon¬ 

loads 

Smalls 

B.G. 

M. G. jn. O. 

1 

Com flour in tins or packets. 

P/22 

100 

120 

350 

280 

180 


Com steep liquor 

P/24 

60 

70 

300 

240 

180 


Cotton linters (the fuzz 
removed from cotton 
seeds) 

P/5 . 

55 

65 

120 

100 

80 


Cotton listing .. 

P/5 

95 

110 

300 

240 

180 


Cotton mill sweepings 

P/5, 

S/18 

65 

75 

200 

160 

100 


Cotton (raw) full-pressed .. 
Includes— 

Simul cotton. 

Staple fibre (artificial 
cotton). 

P/21, 

S/15 

95 

no 

450 

300 

180 


Cotton (raw) half-pressed.. 
Includes— 

Simul cotton. 

Staple fibre (artificial 
cotton). 

P/21, 

S/15 

120 

140 

300 

240 

180 


Cotton (raw) loose 

Includes— 

Simul cottoiL 

Staple fibre (artificial 
cotton). 

P/5. 

S/15 

150 

180 

120 

100 

80 


Cotton rope 

Includes— 

Cotton banding, 
N.O.C. 

P/2. 

95 

110 

300 

240 

180 


Cotton string or twine 

P/22 

95 

no 

300 

240 

180 


Cotton tape 

P/22 

95 

110 

300 

240 

180 


Cotton wadding 

P/5 

100 

120 

300 

240 

180 


Cotton waste 

Includes— 

Cotton waste, hard .. 
Cotton waste, soft 

P/5 

S/16 

S/17 

95 

110 

450 

300 

180 


Cotton with seed 

Includes— 

Simul cotton. 

P/5 

95 

no 

120 

100 

80 
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ANNEXURE V-^ontd. 






j Minima weight 

; 



General Classi- 

conditions 


Articles 


fication 

applicable to 

! 




wagon-load rates 

j Remarks 



Wagon¬ 

loads 

Smalls 

,B.a 

! 

|m.g. 

jN.G. 

1 

Cowries 

P/5 

80 

1 9S 

1 300 

1 220 

j 180 

j 

Cows’ hair 

P/5 

100 

120 

120 

i 

j 100 

80 

! 

C. P. Methanol .. 

p ; d 

ISO 

180 

270 

{ 220 

150 


Creosote 

Inclixles— 

P/24C 

60 

70 

400 

j 300 

180 


Creosote OIL 





1 



Cricket kit and accessories. 

Crucibles or cupels, cement. 

P/22 

95 

no 

300 

! 

j 240 

180 


eartienware or magnesite 

P/20 

80 

95 

300 

240 

180 


Crudbies, or cupels, N.O.C. 

Qucib'.es, graphite 

P/20 

100 

120 

300 

240 

180 


(Pluinb^o) broken and 
unserviceable .. 

P/5 

55 

65 

CC 

CC 

CC 


Cryolite 

P/7 

60 

70 

CC 

CC 

CC 


Cubebs 

P/22 

100 

120 

300 

240 

180 


Culms 

. .. 

47.5 

60 

240 

160 

120 


Curds .. 

P/15 

75 

(OR) 

90 

(OR) 

200 

160 

100 

RR rates will be 
20%higlm. 

Curtains 

P/25 

100 

120 

400 

300 

180 


Cutler}’ 

P/22 

100 

120 

300 

240 

180 


Cuttle 6sb 

P/5 

80 

95 

400 

300 

180 


Cyanides, in airtight tin or 








zinc cases, packed in sub¬ 
stantial wooden cases, 
iron bound, not contain¬ 
ing more than2Cwt.each, 



! 





or in air and watw-tight 
iron drums .. 

As under— 

p; d 

i 

130 

150 

400 

i 

300 1 

180 


Cyanide of copper, 
solid. 

Cyanide of lime or 
^anogas. 

Cyanide of potassium. 


i 

1 

I 


j 


i 

1 


ioUd. 

Cyanide of sodium. 

• 



1 




solid. 


i 


J 

• t 



Cyanide of zinc, solid. 
Cyanide of copper and 

1 


i 

: 


■ 


rinc(bras$salts)solid. 

1 

. i 

i 

i 

i 

1 

i 
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ANNEXURE V—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 





Collides, in air>ti^t tins, 
packed in boxes 

Asunder— 

cyanide of copper, 
solid. 

cyanide of lime or 
(^anogas. 

Cy^de of potassium, 
solid. 

cyanide of sodium, 
solid. 

Cyanide of zinc, solid. 

cyanide of copper and 
zinc (brass salts) solid 

p;d 

130 

150 

400 

300 

180 


cyanides, in hermetically 
sealed )ars or bottles, 
packed in boxes 

As imder— 

Cyanide of copper, 
solid. 

Cyanide of lime or 
cyanogas. 

Cyanide of potassium, 
solid. 

Cyanide of sodium, 
solid. 

p ; d 

150 

180 

400 

300 

180 


Cyanide of zinc, solid. 
C^nide of copper and 
zinc (brass salts), 
solid. 



j 

■ 

! 





Cyanite or Kyanite 

Includes— 

Andalusite. 

P/30 

45 

57.5 

CC 

CC 

CC 


Cyanasorb—Absorbed 
Hydrocyanic Acid 

p; d 

150 

180 

300 

240 

i 

180 

Cycle lorry, subject to a 
minimum weight for 
charge of 4 mds. each 

P/20f 

130 


AQ 

AQ 

! 

! 

AQ I 

Cycle tonga subject to a 
minimum weight for 
charge of 4 mds. each .. 

P/20f 

130 


AQ 

AQ 

AQ 


Cycle trailing cars, subject 
to a minimum weight for 
diarge of 4 mds. each .. 

P/20f 

130 


AQ 

AQ 

AQ 


Cycle trailing vans, subject 
to a minimum weight for 
charge of 4 mds. eadt .. 

P/20f 

130 

•• 

AQ 

AQ 

aq 








ANNEXURE V—contd. 



General Classi¬ 
fication 

Minima weight ! 
conditions : 

applicable to 
wagon-load rates 

Wagon¬ 

loads 

Smalls 

B, G. M. G. N. G. 



Cyclotrimethylene—Trini- 
tramine, thoroughly 
purified 

p; d 

180 


AQ 

AQ 

Dairy appliances and 
machines, N. O. C. 

P/20f 

55 

65 

300 

240 

Includes— 

Bottle filling and cap- 
ping. 

Bottle washing. 

Butter drying. 

Butter workers. 
Churning. 

Oeam separating. 

Milk testing. 

Milking. 

Presses, cheese. 
Sterilizing. 

Dammer 

P/24 

55 

65 

400 

300 

Dandies, subject to a mini- 
miun weight for charge of 
1 md. each 

P/20f 

80 

95 

300 

240 

Dates .. 

P/10 

65 

75 

300 

240 

Date Seed powder 

P/22 

80 

95 

450 

300 

Detonating fuze 

p; <• 

180 

.. 

AQ 

AQ 

Detonating Relays 

p; d 

180 

• • 

AQ 

AQ 

Detonators 

p; d 

180 

• • 

AQ 

AQ 

Dharries 

p/18 

80 

95 

270 

220 

Dhonnai 

p; P/i 

55 

65 

120 

100 

Dhoolies, subject to a mini¬ 
mum weight for charge of 
13}. mds each.. 

P/20f 

95 

j 

.. 

t 

AQ 

AQ 

Dhoop-roots 

P/5 1 

80 

95 

400 

300 


Dichlor-difiourmethane .. p ; d 

Di-nitro-phenol, commer¬ 
cially pure .. .. p: d 

Discarded Healds, old and 
unserviceable, N. O. C... P/1 

Disinfectant liquids, N. O. C. 
in bottles, packed in cases. P/22 


180 ' 500 300 180 

• • I AQ AQ AQ 

65 j 270 220 150 

j 

120 300 240 180 I 


too 
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ANNEXURE V—contd. 


1 

Artides 

General Class!* 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 


Wagon- 

loads 

Smalls 

B.G. 

M.G. 

N.G. 



Disinfectant liquids, N. O. C. 
in drums or tins 

P/24 

55 

65 


240 

180 

Disinfectant powder 

P/24 

55 

65 




Dobby harness .. 

P/22 

85 

100 


160 

120 

Domnuts 

P/5 

55 

65 


300 

180 

Door frames, glazed 

P/20 

100 

120 


240 

180 

Doors, wooden 


55 

65 


240 

180 

Drapery N. O. C. 

P/22 

130 

150 

400 

300 

180 

Drawing boards, wooden, 
drauipitsman’s 

P/20f 

100 

120 

300 

240 

180 

Drawings 

e; P/22 

150 

180 

300 

240 

180 

Drugs, crude or raw 
Asunder— 

Aboober. 

Ajwan flowers. 
Akulkara. 

Atees. 

P/6 

80 

95 

300 


180 

Baboona flower. 







Baibaiang. 

Baidana. 

BUbun seed. 

Black salt. 

Burmic. 

Butch. 







Cbalmoogra seeds. 
Chiretta. 

Chobchinee. 

Croton seed. 







Ephedra herb. 

Esufgool seed, husks 
and powder. 



1 




Ginger, dried. 

Googul. 



1 

i 


i 


Haritai. 

Herbs, medicinal. 
Rahuseed. 

Kaiphul nut. 
Kakursinghee. 
Kapurkadiri. 
Khakseeseed. 
Khurasani ajwan. 
Kounch seeds. 


1 

i 

1 

1 

! 

i • 

1 

1 

! 

i 

i 

i 

1 

i 

1 

j 

i 


i 
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ANNEXURE V—contd, 


Articles 


Drugs, crude or raw 
—concld. 

Kurroo roots or wood. 
Leaves mandhar for 
niedidnal purposes. 
Lraves medicinaL 
Liquorice root. 
Malungaseed. 
Murtharsingh. 
Narkachoor. 
NuK-vomica, unpre- 
[ored. 

Pe<!plee. 

Pet^Iee root. 

Poppy heads. 

Rcomi Mustki. 

Salum mism. 
Sa'iamokbi. 

Drugs, crude or raw, 
N. O. .. 

Drugs, manufactured. 

N. O. C. 

Drugs, narcotic .. 

Includes— 

Bliang. 

Churras. 

Ga^a. 

Majum. . 

(Sw General Rule 49) 

Drums beating, country, 
wooden or iron 

Dumb-bells 

Duplicating machines 

Dye riX)ts 

Dye wood 
Includes— 

Logwood. 

Dynobel No. 2 .. 

Earthenware N. O. C. .. 

Earth oil 


1 

1 General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 


B. G. M. G. N. G. 

1 1 1 


P/22 
e; P/23 


95 300 200 180 

150 300 240 180 

180 300 240 180 


80 

95 

120 

•100 

80 

80 

95 

300 

240 

180 

60 

70 

300 

240 

180 

80 

95 

1 400 

300 

180 

80 

95 

: 350 
« 

280 

180 

180 

1 

; AQ 

AQ 

AQ 

65 

I 75 

1 300 

240 

180 

55 

65 

i cc 

I 

CC 

CC 


1 

I 350 

1 

280 

180 


Remarks 


wagons. 


I 

t 


I 





Minima weight 
conditions 
applicable to 
wagon-load rates 


'Ym* * 



Earths N. O. C. 
Ebony.. 


.. P/30 
.. e ; P/22 


E. C. sporting powder .. p ; d 
Egg Powder, in tins .. P/22 


.. p;P/14 


Electrical appliances and 
fittings—^Div. “A” .. 

Asunder— 

Battery containers Of of 
glass, e) .. 

Cdls of all types con¬ 
taining acid or alka¬ 
line Uquids or jelly .. 
Oectric appliances, 

N. O. C. 

Electric bulbs, c 
Electric fans and their 
components 
Electric advertising 

signs and flashers Of 
of China or glass e).. 
Electric lamps Of of 
glass, e) .. 

Electric meters 
Electric torches 
Electrodes, carbon .. 
Electrodes, metal weld¬ 
ing 

Electro-magnets 
Heating and cooking 
apparatus, electric 
Hooks .. .. 

Instruments, electric .. 
Lighting fittings, N.O.C. 
Neon Signs Of made of 
articles listed in 
Rule 37, e ) 

Relays, elearic 

Electrical appliances and 
fittings—Div, “B** .. 

As under— 

Accessories for electri¬ 
cal wiring, N. O. C., 
such as Bonding 
strips, connectors, 
Cdling roses. Junc¬ 
tion boxes. Lamp 
holders. Link clips. 
Strap dips and Tum¬ 
bler swipes 


9S 120 100 


140 300 


120 300 240 180 


15 
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ANNEXURE V—contd, 


j 


Minima weight 

General Classi* conditions 


Articles 


Electrical appliances and 
fitti^p—Div. “ B 

concld. 

Bus-bars, aluminium or 
copper .. .. P/22 

Cadnuum copper wire. P/20 
Conduits or piping 
insulated .. .. P/22 

Copper weld wire .. P/20 
Electric bells and their 
accessories .. P/22 
Fuse units .. .. P/22 

Insulating and jointing 
materims and com¬ 
pounds .. ,. P/22 

Insulators, sudi as 
cleats, tubes (if of 
China or glass, e) .. P/22 
Regulators and rheo¬ 
stats .. .. P/22 

Resistance strips or 
wires .. .. P/22 

Wires, cords and cables 
unarmoured, insul¬ 
ated with rubber, 
cottonfabricor silk.. P/20 
Wire, enamelled .. P/22 
Wire fuse .. .. P/22 

Wire, tinned copper, for 
binding .. .. P/20 


Electrical appliances and 
fittings—Div. “C" 

As imder— 

Accessories for over¬ 
head transmission 
lines, iron or steel 
work, N. O. C. such 
as arcing horns, ball 
and socket ^es, 
cross arm straps, 
lead tip pins and 
strain clamps .. P/22 
Alternators .. P/22 

Aluminium cable steel 
reinforcedconductors 
(A.C.S.R.). .. P/20 

Battery separators .. P/22 
Boxes, metal, for cable 
jointing with fitting. P/22 
Cables, armoured, oil- 
filled and ^per 
insulated .. P/20 


! fication applicable to 

wagon-load rates Remarks 

Smalls B. G. M. G. N. G. 
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ANNEXURE V—contd. 


Articles 

General Classi* 
flcation 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 


Wagon¬ 

loads 

Smalls 

B.G. 

M,G. 

N.G. 



Electrical appliances and 
fittings—^Div. “C”— 

condd. 


Cells of all types not 

1 





containing add or 
alkaline liquids or 







jelly 

P/22 






Orcuit breakers 
Condensors, static or 

P/22 






rotary .. 

P/22 






Control equipment .. 
Control panels 

P/22 

P/22 



j 



Converters, motor or 



i 



rotary 

P/22 






Copper strips 

P/22 






Distribution pillars .. 
Dry batteries 

Dynamos .. 

P/22 

P/22 

P/22 






Electrically operated 






Cranes .. 

P/20f 






Electric furnaces 

P/22 






Electric motors 

P/22 






Electric pumps 
Generators .. 

P/22 

P/22 






Hard-drawn bare 






copper wire 

Lift machinery electric. 

P/20 






P/20f 






Lightning arrestors (if 







of glass, e) 

P/22 






Motor controllers 

Oil filtration plant elec¬ 

P/22 






trically driven 

P/22 






Reactors 

P/22 






Rectifiers .. 

P/22 






Resistance grids 

P/22 






Switch gear 

P/22 






Transformers 

P/22 






Turbo-generators 

Wire aluminium steel 

P/22 






cored 

P/20 






Electrical appliances and 







fittings—Div. “ D ” .. 
As unrter— 

P/2 

65 

75 

300 

240 

180 

Wooden battens, blocks, 







casing and capping. 







Bectric boosters 

p; d 

180 


AQ 

AQ 

AQ 

Electric detonators 

p; d 

180 


AQ 

AQ 

AQ 

Electric fuses 

p; d 

180 

.. 

AQ 

AQ 

AQ 

Electric mercury arc recti¬ 







fier bulbs, e .. 

p/22 

150 

mm 

300 

240 

180 1 


15a 
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ANNEXURE V—contd. 




! 

Minima weight 



General Oassi- 

conditions 




fication 

applicable to 

Remarks 

Aiticle* 



wagon-load rates 


Vagon- 

loads 

Smalls I 

I.G. W 

LG. !■ 

i.G. 


Heebie primers .. .. p ; d 

1 

180 ■; 
j 

! 

• • t 

AQ j 

AQ 

AQ 1 

i 


Heebo eblorine .. p: d 

no j 

130 



80 


Heebode paste .. .. P/24 

100 

120 

gl 


120 


Heeboliers (if of glass, e) .. P/22 

130 

150 



180 


Heebolyte, solid .. P/24 

130 

ISO 



180 


Hecbo-medical apparatus 
(if of glass, e) .. P/22 

ISO 

180 



180 


Hecb opiated ware .. P/22 

150 

180 



180 


Embroidety .. .. P/22 

130 

150 



180 


Emery powder .. .. P/22 

80 

95 



180 


Emery stone, in lumps ., P/22 

53 

65 



180 


Empire powder .. .. p;d 

180 

•• 

AQ 

AQ 

AQ 


Empties 

As under— 

liarreb, iron or steel.. P/3c 
lloxes, common, 

^vooden 

60 

70 

120 

100 

80 


1 






t^ans, used and old .. P/3c 
<::ases for packing 

Casks ,. .. P/3c 

Cones, cores, spools or 
tubes, paper or card¬ 
board returned 

empty •. P/22 

Coopahs .. ..P/1 

Crates N.O.C. 

Crocks .. .. P/20 

Cylinders .. .. S/23 

Drums .. P/3c 

Dubtwrs .. P/22 

Hnpty baskets, used 

•• ..P/1 

lars, used and old . P/20 
Returned empty steel 
or tin trunks .. S/21 

Tins, used and old p ; P/1 

P/3c 

Eiamelled ware N. O. C. P/22 

95 

no 

■ 

240 

180 

' 

Enamels, nibocellulose .. p ; d 

150 

180 

m 

240 

180 

. 

Eng 'avings .. e ;P/22 

l■i 

180 

300 

220 

180 


Essences P/22 

!■ 

180 

IIS 

24( 

> 18( 


Ether . . .. ■ • P ; d 


ISO 

27C 

22( 

15( 

) 
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ANNEXURE V—contd. 


Articles 


General Classi* 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon 

loads 

Smalls 

m 

m 

11 


Ether Aneasthetic 

p:d 

130 

150 

270 

220 



Ether butyric 

Pld 

150 

180 

270 

220 

150 


Ether formic 

p:d 

150 

180 

270 

220 

150 


Ether (sidphuric) 

Pld 

130 

150 

270 

220 

150 

• 

Ethyl acetate (Acetic ether) 

p;d 

150 

180 

270 

220 

150 


Ethyl chloride .. 

Pld 

150 

180 

270 

220 

150 


Ethylene 

Pld 

150 

180 

500 

300 

180 


Ethylene Otycol 

p/24 

80 

95 

270 

220 

150 


Exeacise Books .. 

p/22 

70 

85 

400 

300 

180 


Exhibits or specimens for 
the bonafide use in 
museums 

Includes— 

Botanical specimens 
Geological specimens 
Natural history 
specimens. 

P/22; S/7 

55 

65 

300 

240 

180 


Exhibits or specimens when 
not for use in museums.. 

P/22 

100 

120 

300 

240 

180 


Explosives 598 .. 

Pld 

180 


AQ 

AQ 

AQ 


Fans made of matting, 
leaves or canvas 

Includes— 

PuUpunkhas. 

P/1 

65 

75 

270 

220 

150 


Fans, N. O. C. .. 

P/22 

100 

120 

270 

220 

150 


Fats, animal 

Asunder— 

Dripping. 

Lard. 

P/24 

80 

95 

300 

240 

180 


Feathers 

(See General Rule 49). 

P/22 

150 

180 

120 

100 

80 


Feathers, fish 

P/5 

60 

70 

120 

100 

m 


Felt. 

P/22 

100 

120 

400 

300 

180 


Ferro-manganese 

P/30 

60 

70 

CC 

CC 

CC 


Ferro-phosphorus 

P/30 

60 

70 

CC 

CC 

CC 









ANNEXURE V—contd. 


Artides 


General Gassi- 
ficalion 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B.O. 




Ferro-alicon 15% and 
abovn 

p;<i 

100 

120 

350 

280 

180 


Ferro-silicon less than 15 % 

P id 

150 

180 

350 

280 

180 


Ferro-imnadium 

P/30 

no 

130 

350 

280 

180 


Fibre products, vulcanised. 

P/22 

05 

no 


300 

180 


Fibres, madtine-pressed, 
hand or power. 

As under— 

Aloe. 

Aiona. 

Flax. 

Hemp. 

Pcmunt weed. 
Pine-wool. 

Plantain. 

Rnea. 

Tow. 

Vegetable, N. O. C. 


85 

100 

270 


150 


Fibres impressed 

As under— 

Aloe. 

Anona. 

Flax. 

Hemp. 

Piirmint weed. 
Pine-wool. 

Plantain. 

Rhea. 

Tow. 

Vegetable, N. O. C. 

P/2 

95 

no 

200 

160 

100 









Fibrous materials for paper 
making, unpressed 

1 

P/1 

65 

75 

200 

160 

100 


Fibrous materials, pressed, 
N.O.C. 

P/1 * 

60 

70 

270 

220 

150 


Files, Iron or Steel. 

P/22 

80 

95 

545 


220 


Filled shells not containing 
their own means of igni¬ 
tion and closed by a sub¬ 
stantial metal plug 

p;d 

180 

.. 

AQ 

AQ 

AQ 


Fillets .. 

p/22 

85 

100 

350 


180 


Films, photographic 

P/22 

150 

180 



180 


Filters, earthenware 

P/20 

80 

95 


240 

180 
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ANNEXURE V—contd, 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

m 

m 



Fire-arms 

(See General Rule 49). 

P/23 

130 

150 

300 

240 

180 


Fire-clay 

Includes— 

Ground ganister. 
Ground silica. 

P/30 

30 

(ORl 

40 

• (OR) 

CC 

CC 

CC 

RR rates will be 
20% higher. 

Fire extinguishers, N. O. C. 

P/20f 

100 

120 

400 

300 

180 


Fire-lighters 

P/22 

60 

70 

400 

300 

I80j 


Fireplaces 

Includes— 

Fireplace fronts. 

P/19 

SO 

95 

300 

240 

180 


Fire proofing solution 
(non-poisonous) 

P/24 

130 

150 

500 

300 

180 


Firewood 

P/30; 

S/ll 

30 

(OR) 

40 

(OR) 

270 

220 

150 

RR rates will be 
20% higher. 

Fireworks 

p ;d 

180 


AQ 

AQ 

AQ 


Firework compositions .. 

p;d 

180 


AQ 

AQ 

AQ 


Fish, dried or salted 

Includes— 

Salted fish eggs. 

P/10; 

S/6 

60 

70 

400 

300 

180 


Fish fins 

P/10 

55 

65 

400 

300 

180 


Fish, fresh 

p;P/8 

75 

(OR) 

90 

(OR) 

400 

300 

180 

RR rates will be 
20% higher. 

Fish in tins, imported 

p/22 

100 

120 

400 

300 

180 


Fish in tins, indigenous .. 

P/22 

85 

100 

400 

300 

180 


Fishing rods or tackle 

P/22 

130 

150 

300 

240 

180 


Fish meal 

P/10 

65 

75 

400 

300 

180 


Fish, smoked 

P/10; 

S/6 

60 

70 

400 

300 

180 


Fish spawn 

P 

75 

(OR) 

1 

120 

100 

80 

RR rates will be 
20%higlm. 

Flajs • • 

P/22 

85 


400 

300 

180 


Flares, landing wing tip .. 

p;d 

180 


AQ 

AQ 

AQ 


Flares, reconnaissance .. 

p;d 

180 

■ 

AQ 

AQ 

AQ 
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ANNEXURE W—contd. 


Articles 



General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 




Wagon¬ 

loads 

Smalls 

B.G. 

M. G. 

N.G. 


Flasks, vacuum (if partly 
of G ass, e) .. 

P/22 

130 

150 

270 

220 

150 


Floodlights and search¬ 
lights Qf with glass re¬ 
flectors, e) 

P/22 

130 

150 

300 

240 

180 


Flooring patent.. 
Include— 

Hooring 

«!omposition. 

« « 

P/24 

60 

70 

CC 

CC 

CC 

1 

Flour .. 

As under— 

Attah. 

Grun flour. 

Maida. 

Self-nusing flour, 
Soojee. 

« • 

P/6 

37.5 

50 

500 

300 

180 


Flour Mills refractions 
Includes— 

Cockle seed. 

MiQ sweepings. 

« « 

P/5 

47.5 

60 

300 

240 

180 


Fluorspar, florite 

or 

P/30 

47.5 

» 

60 

CC 

CC 

CC 








Flypaper 

• • 

P/22 

65 

75 

400 

300 

180 


Fog sig'ials, railway 

• • 

p ;d 

180 


AQ 

AQ 

AQ 


Foods for live-stock, 

N. O C. 

Includes— 

Maize grit. 

P/5 

47.5 

60 

300 

240 

180 

1 


Foods, N. O. C„ including 
patent foods prepared 
from cereals and/or milk. 

P/22 

100 

120 

350 

280 

180 


Formaliiehyde .. 

• • 

P/26C 

130 

150 

400 

300 

180 


Frames for Indian drums, 
wooden. 


■ 

95 

120 

100 

80 


Frames for piles, iron 
steel. 

or 



95 

545 

330 

220 


French polish .. 


p;d 

■ 

95 

400 

300 

180 


Frictior tubes .. 

• • 

p;d 

180 


AQ 

AQ 

AQ ! 

1 


Fruit juices or syrups, 
country 

P/24 

80 

95 

300 

240 

180 











ANNEXURE V—contd. 



Olauware, Dintion * C ’ 
—condo. 

Glass cfainmeys and 
^bes othdr than 
‘ unmshades 
Olassnguie or flowers 
instoets .. 

Glass inkpots 
Glass sh^ ([date or 
sheet) of thickness 
bdow3/16"silvered 
orunsilvtced 
Glass rods, shells and 
tubes .. 

. Glass tiles ... 
Glasswate pressed 
indudint'Oishes, 
jars and tumblers .. 
hurrotSi tiiL wooden or 
cellut^lnuned,not 
exceeding 14 ins. in 
length or 10 ins. in 
bi^th ,. .. 

Ribbed glass 
Wired glass 

Gloves, N. O. C. 

GluooseN.O.C 

Glucose powdw 

Glue .. 

Glycerine crude.. 

Glycerine, other than crude. 

Goats* hdr—artides made 
of—sudiasbags, bdtings, 
strings, ropes, carpets OT 
rugs aM putties 

Goats* hair, full-pressed .. 

Goats* hair, half-pressed .. 

Goats* hair, loose 

Go^arts, subject to a mini¬ 
mum weight for charge 
of20se6rsperpaCkage .. 

Goggles (if of glass, e) 

Goldm drink powdw 


Goieral Clasd- 
flcatkm 


small. 





Minima weight 
conditions 
applicable to 
wagon-load rates 



150 400 

75 350 

120 350 

95 400 

70 400 



95 400 

120 270 


150 120 100 


140 300 1 240 

180 400 


no 350 




180 *P/24wiUapplyfor 
« Glue Uquid. ” 

180 


95 400 300 180 


100 400 
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ANNEXURE V—contd. 


Articles 

1 

i 

General Class!- 
Ocation 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls j 

B. G. 

M.G. 

N.G. 


Gelignite 

p ;<i 

180 

.. 

AQ 

AQ 

AQ 


Gelignite, 62% N. O. 

p;d 

180 

•• 

AQ 

AQ 

AQ 


Generators, lachrymatory 

p;d 

180 

•• 

AQ 

AQ 

AQ 


Geobel 

p;<i 

180 

•• 

AQ 

AQ 

AQ 


Geobel No. 2 .. 

p:d 

180 

•• 

AQ 

AQ 

AQ 


Geobel No. 3 .. 

p;<i 

180 


AQ 

AQ 

AQ 


Oeophex 

p;d 

180 

•• 

AQ 

AQ 

AQ 


Ghee . • 

p/24; 

S/2 

95 

no 

300 

240 

180 


Ghooting 

P/30 

32.5 

42.5 

CC 

CC 

CC 


Ginger, green 

P/6 

80 

95 

300 

240 

180 


Ginger, preserved 

P/22 

100 

120 

300 

240 

180 


Glass, broken .. 

p;P/5 

47.5 

60 

400 

300 

180 


Glass carboys, returned 
empty 

e; P/20 

47.5 

60 

300 

240 

180 


Glass, crushed or powdered 

P/22 

85 

300 

400 

300 

180 





Glassgow Dynamite 

d 

180 

• • 

AQ 

AQ 

AQ 


Glass ulk or wool 

P/22 

130 

150 

300 

240 

180 


Glass substitutes 

P/22 

100 

120 

300 

240 

180 


Glassware Div.' A ’ 

As under— 

Glass, N. O. C. 
Mirrors, N. O. C. 
Stained glass 

Triplex glass 

e;P/22 

150 

180 

300 

240 

180 


Glassware Div. ‘ B ’ 

As under— 

Glass sheets (plate or 
sheet of thickness 3/16” 
and above silvered or 
unsilvered) 

e;P/22 

95 

no 

300 

240 

180 


Glassware Division ‘ C * .. 
As under— 

Electric bulb, unassem¬ 
bled parts 

Glass carboys, empty.. 

P/20 

P/20 

65 

75 

300 

240 

180 
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Minima weidit 




Oeneral Ciaasi> 

conditions 





appUeaUeto 


Aitidet 




wagondoad rates 

ftemartLS 



Wagon* 

Smallt 

B.O. 

|M.a. 

N.G. 


-arc, Diviskm ‘C’ 








s>ndd. 

• •ki’M cUnuiqn and 

Klobes other diaa 
lamp shades 

• iiofisfiguie or floweta 

P/9 




• 



in sh^ ,. 

«•lass inkpots 

P/20 

P/9 







< ikiss sheets Mate or 
sheet) of thickneei 
below 3/ld**eitwied 
sirunsineied 
.'ass tods, shdie and 
tubes 

t.lass tiles .. 






, 

P/22 

P/20 

P/20 

• .iusswaie pressed 







mdudinc^diehee, 
Mrs andtmnbleis.. 
Mirrors, thL woodenor 
cclluloidlnuned, not 

P/9 





■ 


cxceedina 14 ins. in 








length or 10 ins. in 
Ineadth ,. .. 

Pin 







Hibbeddaes 

ss lied glass .. 

p/22 

P/22 







N.O.C, 

Pin 

130 

150 

400 

300 

180 


"•C N* Oe C* • • 

p/24 

05 

75 

350 

280 

180 


‘ .'M.* powder 

p/22 

100 

120 

350 

280 

180 


• • • e « « 

*P/5 

80 

95 

400 

300 

180 

*P/24willu>pfyfor 

"Oluettiuld.’’ 

' • ('(inc emde.. 

P/24 

00 

70 

400 

300 

180 


' tine, other than oude. 

P/24 

80 

95 

400 

300 

180 


' iiair—artMeemade 
Mich as hags, bettings, 
■IKS. ropes, ciuq^ets or 


85 


400 

300 

180 


• andputtiet 

P/22 

100 


< ' hair, fulH^ressed .. 

P/21; 

S/15 

80 

95 

400 

300 

180 

• 

' hair,half-presied 

100 

120 

270 

220 

150 


• ii ' hair,loosa 

130 

150 

120 

100 

80 


• !ris.sub^toandni> 
-ail weight for dwfse 

120 

140 

300 

240 

180 


’ ‘Othersperpadcage .. 

p/ 2 or 


..>s('irorglass,e) .. 

p/22 

150 

180 

400 

300 

180 


■< II <lrink powder 

P/22 

95 

no 

350 

280 

180 
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ANNEXURE V—contd. 


Articles 

General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Wagon- Smalls 
loads 

B. G. M. G. N. G. 

Golden syrop in bottles or 
in tins 

■ 

P/22 

too 120 

300 240 180 

Golf kit 

P/22 

130 150 

300 240 180 

Goodak 

P/5 

80 95 

300 240 180 

Goolkhand 

P/24 

95 no 

300 200 180 

Gooroochand 

e;P/22 

ISO 180 

300 200 180 

Grain and pulses 

P/6 

32.5 42.5 


Astmdcar—_ 


1 



B^rec. 

Black gram 
Cheetia 
Chowlee seeds 
DhaU 
Oram 

Oram, parched 
Horse gram 
Indian com 
Jowaii. 

Khesiji. 

Milo <;Mil]ets) 

Moong. 

Mussoor. 

Mutt. 

Oorid. 

Raggi 

Rice 

Rice, beaten. 

Rice, pounded. 

Toor. 

Whea’:. 

Barle>. , _ _ 

Barle>, pearl, N. O. C. 
Beans, N. O. C. 

Beans, parched. 

Chuni (i.e. mixture of 
broken pieces, powder 
and husks of Grain 
or pulses.) 

Cow-pea, dry. 
Karamony. 

Oats. 

Paddy. 

Peas. . 

R^geia. 

Sago, common. 

Tapioca globules. 


Remarks 


545 330 220 


Nora.—T h i s 
classification 
does not apply 
to pffopriet^ 
varieties of 
Ckain and 
pulses, e.g. 
Quaker oats 
packed in tins or 
bottles, which 
are chargeable 
as Foods, 
N.O.C.&C. 


450 300 180 
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ANNEXURE V—contd. 


Articles 


t 

; 

General Classic 
ficatioQ 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B. G. 

M.G. 

N.G. 


Grain and pulses, N. O. C. 

P/6 

55 

65 

545 

330 

m 


Gramophones .. 

Includes— 

Gramophone compo¬ 
nent parts of Gramo¬ 
phone records. 

P/22 

150 

180 

300 

240 

180 


Gramoi^one needles or pins P/22 

100 

120 

350 

280 

180 


Gramophone records, 
broken 

P/5 

55 

65 

400 

300 

180 


Graphite 

P/30 

70 

85 

cc 

CC 

CC 


Grass, dry, N. O. C. 

Includei^ 

Bankas, grass 

Bhoosa 

Chari 

Dhall stalks 

Hay 

Kirby 

Moonj 

Sabai 

Sirkee 

Straw 

(For rules and rates for 
fodder or forage booked 
during periods of fodder 
scarcity, see Chapter IIQ. 

P/I 

P/5 

P/1 

P/I 

P/1 

P/1 

P/1 

P/1 

P/1 

P/1 

42.5 

55 

160 

120 

80 









Grass, green 

P/1 

42.5 

55 

160 

120 

80 


Grease 

Includes— 

Petroleum jelly. 

P/24 

70 

85 

300 

240 

180 


Grenades, hand-filled 

p;d 

180 

• • 

AQ 

AQ 

AQ 


Grenades, hand-filled (with¬ 
out detonators) 

p;<i 

180 



AQ 

AQ 


Grenades, hand, for extin¬ 
guishing fire .. 

P/22 

130 

150 


300 

180 


Grenades, hand or rifle 
filled 

p;d 

180 

, . 

AQ 

AQ 

AQ 

■ 

Grenades, rifle filled 

p ;<i 

180 

• • 

AQ 

AQ 

AQ 


Grinding mills (stone) 


65 

75 

CC 

CC 

CC 


Grindstones 

Includes— 

Honestones. 

Whetstones. 

p/22 

80 

95 

CC 

CC 

CC 
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Articles 

Goieral Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 


Wagon¬ 

loads 

SmaUs 

B.G. 

M.G. 

N.G. 

* 

Groceries, N. O. C. .. P/22 

95 

no 

240 

160 

120 


Ground>nuts witb shells .. P/5 

75 

90 

350 


180 


Gum, crude .. P/6 

Includes— 

Kudru. 

60 

70 

400 

300 

180 


Gum, manufactured .. P/22 

SO 

95 


300 

180 


Gun cotton .. .. p ; d 

180 

• • 

AQ 

AQ 

AQ 


Gim-metal ingots, sheets 
or slabs. 

70 

85 

CC 

450 

CC 

300 

CC 

180 

For Ingots or 
Slabs. 

For Sheets. 

Gun-metal scrap .. P/7 

65 


CC 

CC 

CC 


Gun-metal ware .. P/22 

95 


300 

240 

180 


Gunnies .. P/6 

Includes— 

Gunny bags. 

Heisian cloth. 

Hessian canvas 
(plain and uncol- 

85 



220 

150 


cured). 

Jute twine. 







Gunny waste and cuttings, 

N.O.C.P/I 

55 

65 

270 

220 

150 


Gunpov/der .. p ; d 

180 

•• 

AQ 

AQ 

AQ 


Gunpowder, schultze p; d 

180 

• • 


AQ 

AQ 


Guns .. .. .. P/23 

(See Oenl. Rule 49) 

130 

150 


240 

180 


Guts, salted .. P/24c 

80 

95 

300 

240 

180 


Guttapercha .. P/22 

100 

120 

400 

300 

180 


Gymnastic apparatus .. P/22 

95 

no 

300 

240 

180 


Gypsum .. P/30 

32.5 

42.5 

CC 

CC 

CC 


Haberdashery (miscellane¬ 
ous small wares) .. P/22 

Ittdudes— 

Boot and shoe acces- 
sisries .. .. S/26 

100 

120 

t 

350 

280 

180 


Hair, hcsrse .. P/22 

100 

120 


300 

180 


Hair, human .. P/S 

130 



100 

80 

s 
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Hair oils and hair dressing 
preparations .. 
Includes— 

Cocoanut oii, refined 
orpafumed,inbot- 
ties. 

Jessamine oil 
Pomades. 


Ham .. 

P/8 

Hand blowers 

P/22 

Hand mills 

P/20f 

Hand trucks 

P/19 

Hardware, N. O. C. 
Includt^ 

Suit case clips. 

P/22 

Harness and saddlery 

P/22 

Hats .. 

P/22 

Healdsand reeds for looms. 

P/22 

Helmets 

• • ♦ • 

P/22 

Hide fishings, scrapings 
and trimming 

P/30 


General Classi¬ 
fication 


Minima weight 
conditions 
applicable to 
wagon-load rates 


'YS' G- M. O, N. G, 


95 j 110 300 240 I 180 


100 120 350 280 180 

60 70 300 240 180 

95 110 300 240 180 

95 110 300 ‘ 240 180 

HO 130 545 330 220 

j 

100 120 240 200 120 

110 130 270 220 150 

85 100 300 240 180 

130 150 270 220 150 

40 52.5 350 280 180 


Remarks 


Hides, skins or pelts, 
common, dry .. ., p/i • 

Asunder— 8/4 

Camel. ' 

Cattle. 

Goat. 

Horse. 

Pig- 

Sheep. 


85 350 280 180 


Hides, skins, or pelts, 
common wet .. .. P/5 

As under— S/4 

Camel. 

Cattle. 

Goat. 

Horse. 

Pig. 

She^. 


85 400 300 180 
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Articles 

1 

! 

General Ctassi* 
fication 

Minima weight 
conditions 
applicable to 
wagon*load rates 

Remarks 


Wagon¬ 

loads 

Smalls 

B.O 

03 

. N.G. 


Hides, skins or pelts, fine.. • P/22; 
As under— S/4 

CrcKodile. 

Dew. 

Fox. 

Hides, skins or pelts, 
fine, N. O. C. 

Jackal. 

. La^nb skins for furs. 

Lirard. 

Rabbit. 

Ti«er. 

100 

120 

400 

300 

180 

*P/5 will apply 
for “ Hi& 

skins or pelts 
fine wet”. 

Honey, imported .. P/24 

100 

120 

400 

300 

180 


Hon^ indigenous .. P724 

85 

100 

400 

300 

180 


Hookahs, common, country P/5 

55 

65 

300 

240 

180 


Hookahs, N. O, C. .. P/22 

100 

120 

300 

240 

180 


Hops.P/22 

100 

120 

300 

200 

180 


Homs, stag .. P/S 


110 

350 

280 

180 


Hose, N. O. C.P/22 

too 

110 

270 

220 

150 





Hosiery, silk .. .. e; P/22- 

150 

180 

400 

300 

180 


Household (effects of all 
kind?, bona fide, not for 

sale.P/20f, 

S/9 

120 

140 

160 

120 

1 

80 


Howdahs, subject to a 
minimum weight for 
chartie of 13i maunds 
each .. .. P/20f 

130 


AQ 

1 

AQ 

1 

1 

AQ 


Husks of grain, pulses, 
common seeds, oil seeds, 

N. O. C. and seeds, 

N. O. C.P/5 

32.5 

42.5 

300 

240 

180 

• 

Hydraulic brake fluid .. p; d 

80 

95 

270 

220 

150 


Hydrochloric salt .. P/24c 

55 

65 

400 

300 

180 


Hydrofienated oils .. P/l$ 

95 

no 

300 

240 

180 


Hydroitoi gas, compressed, p; d 

150 

180 

500 

300 

180 


Hydrogen/Nitrogos .. p ; d 

150 

180 

500 

300 

1 

180 
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Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

. Remarks 




Wagon¬ 

loads 

Smalls 

B.O. 

M.G. 

N.G. 


Hydrogen peroxide solution 
exceeding 40 volumes 
strength 

p: d 

J50 

180 


M 

180 


Hydrogen peroxide solution 
of strength 40 volumes 
and under 

P/29C 

100 

120 

300 


180 


Hydrosulphate or hydro¬ 
sulphite of soda 

p;d 

80 

95 

400 


180 


Hyposulphite of soda 


P/7 

55 

65 


300 

180 


Ice .. .. 

•• 

p: P/12C 

45 

(OR) 

57.5 

(OR) 

300 

240 

180 

RR rates will be 
20% Ugto. 

Idols, stone 

•• * 

p/20 

95 

no 

CC 

CC 

CC 


Implements for games 

** 

P/22 

95 

no 

300 

240 

180 


Improved ballistite 

.. 

p;d 

180 

.* 

aq 

AQ 

AQ 


Incandescent mantles for 
gas and high power 
lamps, etc. .. 

P/22 

100 

120 


300 

180 


Incense 

• • 

P/22 

100 

m 

300 

wan 

180 


Incubators 

• • 

P/22 

80 

95 

300 

240 

180 


Indigo.. 


P/22 

80 

95 

400 

300 

180 


Indigo dust 


P/22 

55 

65 

400 

300 

180 


Indigo seeds 


P/22 

55 

65 


300 

180 


Indigo sweepings 

. . 

P/22 

55 

65 

400 

^^3 

180 


Industrial alcohol, dena¬ 
tured 

As under— 

Denatured mhowa 
spirit.' 

Deratuied spirit, 
ordinary. 

Denatured spirit, 
special. 

Mediated spirit. 

p;d 

95 

no 

270 

220 

150 


fofusorial earth 

diatomite 

or 

p/30 

47.5 

60 

CC 

CC 

CC 


Inhibitor 

• • 

P/24C 

130 

150 

300 

240 

180 


Ink 

•• 

P/24 

80 

95 

m 

la 

180 
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General Oassi- 

Minima weight 



conditions 


Articles 

fication 

applicable to 
wagon-load rates 

Remarks 

( 

'iS'-l S”* 

' 1 

Ib.o. 

M. G. [n. G. 

1 

i 

i 

1 


Insecticides (fluid) inflam¬ 
mable having a flashing 
point bdow 76® Fahr .. d 

1 

1 

1 

55 

) 

65 


240 

180 

Insecticides (fluid) inflam¬ 
mable, havmg a flashing 
point at or above 76® 

Fahr. but below 200® 

Fahr. .. .. d 

55 

i 

65 

300 

240 

180 

Insectiddes (fluid) inflam¬ 
mable, non-dangerous, 
having a flashing point 
atorabove200°Fahr. P/24 

55 

65 


240 

1 

180 

Insectiddes, N. O. C. .. P/24 

55 

65 

400 


180 

Instantaneous fuze .. p; d 

ISO 


1 AQ 

AQ 

AQ 

Iron, nitrate of .. .. p; d 


180 


300 

■a 

Ironorsteel—Division ‘ A*. 

As trader— 

Anchors .. .. p/19 

Anodes or iron 

choolas .. .. p/19 

Anvils .. p /19 

Bangles ,. .. P/5 

Beaters, cast .. P/l9 

Bell chairs .. .. P/19 

Belt fasteners ,. P/22 

Belt ladng iron or steel P/22 
Brackets .. .. p/i9 

Buckets .. .. P/1 

Buckles .. ,. p/22 

Bungs and caps .. P/5 

Chbles, chain .. P/19 

Cables, wire .. p/l 

Coastings, N. O. C. .. P/19 

Cliimneys .. .. P/19 

Cisterns p/i9 

Cktlumns, cast .. p/19 

Itoor-bolts .. .. P/8 

Ik>or-mats .. ,. P/19 

I>oors .. p/19 

Ihistbins .. ., p /19 

Expanded metal .. p/l 

Foidngs ..P/l 

Forges .. p/19 

Oates .. p/19 

Hammers .. ,. P/5 

Hangers .. p/5 

Hasps' .. .. P/8 

Heels .. .. P/5 

Hinges .. p/22 

Hooks .. p/5 

75 

90 

545 

330 

220 • 

1 


1 



1 

1 
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ANNEXURE V—contd. 


! 

Articles 

General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates j 

Remarks 


Wagon¬ 

loads 

Smalls 

|b.g. 

. 

M.G. 

|n.g. 



Iron or steel—^Division ‘ A’ 
(Concld.) 


Horse shoes 


P/5 

Hydrants .. 


P/19 

Ladders 


P/19 

Lamp posts 


P/19 

Laundry iron 


P19 

Measures .. 


P/5 

Mortars and pestles 


P/19 

Nickeled steel bars 


P/1 

Pad bolts .. 


P/8 

Permanent way materi¬ 
als, N. O, C. 

P/19 

Piles, screw 


P/19 

Pulleys 


P/19 

Railings 


P/19 

Ridgings .. 


P/19 

Rollers 


P/19 

Rope, wire ., 


P/I 

Screws 


P/22 

Shoe tips 

Shutters 


P/19f 

Spoons (iron) 


P/22 

Springs 


P/22* 

Staples 


P/8 

Tanks 


P/19 

Terminal boxes and 
other iron castings 
not fitted 

P/19 

Tinned sheets 


P/1 

Troughs 


P/19 

Tyres 


P/19 

Valves 


P/22 

Vats 


P/19 

Weights 


P/5 

Well curbs .. 


P/19 

Window frames 


P/19 

Wine bins, wire 


P/1 

Wire fencing 


P/1 

Wire handles 


P/1 

Wire netting 

• • 

P/1 


•P/22 will only 
apply when 
each spring is 
under one seer. 


Iron or steel—^Division ‘ B 
As under- 
Angies 
Axes 

Axles, iron or steel 

Bands 

Bars 

Beams 

Bearing plates 
Bolts 

Channels .. 
Cooking utensils 


.P/19, P/31* 
. P/1 
. P/19 
. P/1 
.P/19, P/31* 
. P/19 
. P/19 
. P/6 
.P/19, P/31* 
. P/1 


70 


83 


545 

300 


330 

240 


220 Other than pipes 
180 For pipes. 

*P/31 will apply 
when in wagon 
loads and 
loaded in 4> 
wheder open 
wagons. 


16a 
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General Classi¬ 
fication 


Iron, pig 
Isinglass 

Isoan^l acetate .. 
Isopropyl alcohol 
Itr 

Ivory .. 

Jacquard cards .. 

Jagree .. 

Includes— 

Rab 

Shukkur (vound or 
powdered jagree, 
not sugar) 

Jam, country 
Asunder— 

Jams 

Jellies 

Marmalade 

Jam, imported .. 

Asunder— 

Jams. 

Jellies. 

Marmalade. 
Japannedware .. 

Jeera seed, white 

Jhaoo stalks 

Jingles, N. O. C. 

Joss,paper 

Jute full-pressed 
Includes— 

Jute sliver. 

Jute half-pressed 
Includm— 

Jute sliver. 

Jute manufactured, 

N.O.C. 

Includes— 

Blankets, Jute. 

Jute matting. 

Jute, yam. 

Jute webbing. 


Minima weight 
conditions 
applicable to 
wagon-load rates 


Smalls B. G. M. G. N. O. 


52.5 CC ! CC CC 
120 400 I 300 180 


p;d 

Pld 

e;P/22 

e;P/22 

P/22 

P/4c; 

S/13 

P/24 


130 500 I 300 180 


180 270 220 150 

180 300 240 180 

180 300 220 180 

100 400 300 180 

57.5 500 300 180 


95 300 240 180 


120 300 240 180 


120 270 220 150 

75 300 240 180 

60 160 120 80 I 

95 300 240 180 

180 400 300 180 

85 CC CC CC 


100 270 220 150 


no 400 300 180 


Remarks 
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Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 





Jute, unpiessed .. 

P/1 

100 

120 

200 

160 

100 


Indudes— 





Jute sliver. 

Jute Stick 

p;P/i 

55 

65 

300 

240 

180 


Jute waste and cuttings, 
N.O.C. 

p/2 

65 

75 

270 

220 

150 


Kaladana 

P/6 

55 

65 

450 

300 

180 


KaUjiri 

P/6 

65 

75 

450 

300 

180 


Kaloiyee seed .. 

P/6 

65 

75 

450 

300 

180 


Kamela 

P/6 

55 

65 

450 

300 

180 


Kar\<ees 

P/6 

55 

65 

450 

300 

180 


Keora water 

P/24 

80 

95 

300 

240 

180 


Kernels, N. O. C. 

P/6 

95 

no 

300 

200 

180 


Kora for locks .. 

P/22 

80 

95 

545 

330 

220 


Kharad 

P/7 

55 

65 

240 

160 

120 


Khas tatties 

P/1 

85 

100 

270 

220 

150 


Khas water 

P/24 

80 

95 

300 

240 

180 


Khuskhus, pressed 

.. 

55 

65 

270 

220 

150 


Khuskhus, unpressed 

P/1 

80 

95 

200 

160 

100 


Kni& cleaning boards 

P/22 

80 

95 

300 

240 

180 


Kokam 

P/24 

100 

120 

300 

240 

180 


Kutbroots (kooth, kuth or 








kut) .. 

P/6 

100 

120 

400 

300 

180 


Lac, crude or unr^ned .. 

P/6 

65 

75 

400 

300 

180 


Includes— 

Dust lac. 

Crain lac. 

Lac refuse. 

Seed lac. 

Stick lac. 




Laolye 

P/22 

65 

75 

400 

300 

180 


Lac, refined 

P/6 

95 

110 

160 

120 

80 


Includes— 

Button lac. 

Carnet lac. 




Shellac. 
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Articles 


General Classi* 
fication 

Minima weight 
conditions 
applicable to 
wagondoad rates 

Remarks 



Wagon 

loads 

Smalls 

IB 

IB 

m 

■ 

Lace, gold 

. e;P/22 

150 

180 

ns 

m 

> 180 

1 

Lace, N. O. C. 

Includes— 

Cotton lace. 

Fringed lace. 
Insertions. 

Trimmings. 

. e;P/22 

130 

150 

400 

300 

180 


Lace, silver 

e;P/22 

150 

180 


m 

180 


Lacquered ware 

P/20 

130 



220 

150 


Lacquers, nitrocellulose .. 

p:d 

150 



240 

180 


Lametta 

P/22 

130 

150 



120 


Lamp black 

p;d 

80 

95 


300 

180 


Lamp burners .. 

P/22 

80 

95 


300 

180 j 


Lamps, brass or tin (if with 
chimneysand/or globes).. 

Lamps for motor vehicles, 
cycles, and carriages of 
all descriptions 

e;P/22 

80 

95 

1 

120 



P/22 

130 

150 


120 



Lamp shades of all kinds 
(if of china, glass, 
marble, silk; e) .. 

P/22 

100 

120 

160 

120 

80 


Lamps, glass 

e;P/22 

130 

150 


120 



Lamps, N. O. C. (if with 
chimneys and/or ^obes; e) 

P/22 

130 

150 

160 

120 



Incandescent lamps. 








Lanterns, brass or tin (if 
with chimneys and/or 
globes;c) 

P/22 

80 

95 

160 




Lanterns, N. O. C. (if with 
chinmeys and/or globes; e) 

P/22 

130 

150 

160 




Incandescent lanterns. 




i 


1 


Lathis wooden .. 

P/1 

70 

85 

m 

240 

180 


Lawn mowers .. 

P/20f 

60 



240 

180 


Lead for packing tea 

P/17 

65 

75 

CC 1 

CC 

CC 
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Lead foil 

P/22 

no 

130 

400 

300 

180 

Lead ingots or slabs 
(See General Rule 49) 


65 

75 

CC 

CC 

CC 

Lead ore 

P/30 

60 

70 

CC 

CC 

CC 

Lead oxide 

p ; d 

100 

120 

400 

300 

180 

Lead, pig 

(See General Rule 49)... 


65 

75 

CC 

CC 

CC 

Lead scrap 

(See General Rule 49)... 

P/7 

65 

75 

CC 

CC 

CC 

Lead sheets 


70 

85 

450 

300 

180 

Lead sulphate .. 

P/24C 

70 

85 

500 

300 

180 

Lead’ware 

As under— 

Lead pipes. 

Lead shots or bullets. 

P/22 

95 

no 

300 

240 

180 

/Spp* Oeneral Rule 49"^ 






Lead tubes. 

Leadware, N. 0. C. 
Lead wool or yarn. 







Leather, artificial or imita¬ 
tion .. 

Includes— 

Leather cloth 

P/22 

P/2 

100 

120 

400 

300 

180 

Leather bellies .. 

P/5 

65 

75 

400 

300 

180 

Leather board .. 

P/22 

80 

95 

400 

300 

180 

Leat ler goods, N. O. C. .. 
Includes— 

Gloves, leather. 

P/22 

120 

140 

400 

300 

180 

Leather, N. O. C. 

P/22 

120 

140 

400 

300 

180 

Leather parings 

P/5 

65 

75 

350 

280 

180 

Leather refuse (unservice¬ 
able for use as leather) 
Includes— 

Clippings. 

Scrapings. 

Shavings. 

P/5 

40 

52.5 

350 

280 

180 
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Articles 

General Classi¬ 
fication 

■ 

Minima weight 
conditions 
applicable to 

wagon-load rates Remarks 

Wagon¬ 

loads 

Smalls 

B. G. M. G. In. G. 

1 i 

Leathers 

P/22 

120 

140 

400 300 180 

As under— 





Belting. 





Chamois. 





Coloured, i.e., any lea¬ 





ther which has been 





artificially coloured. 





Crocodile and other 





reptile. 




i 

Enamelled. 




I 

Morocco. 




i 1 1 

Patent. 




1 j 

Roller skins. 





Russian. 




i 

Leather trimmings 

P/5 

65 

75 

350 280 180 

Leather washers.. 

P/22 

85 

100 

400 300 180 

Leaves, Indigo or Indigo 

P/22 

80 

95 

400 300 180 

leaves, powdered. 





Leaves, mendhee or mendhee 

P/22 

80 

95 

400 300 180 

leaves, powdered or men¬ 





dhee flowers. 





Includes— 





Henna leaves. 





Leaves, N. O. C. 

Pi PIS 

70 

85 

120 100 80 

Includes— 





Bay leaves. 





Leaves, mandhar. 





Letter boxes, iron 

P/20 

100 

120 

300 240 180 

L. G. Gelatine .. 

p; d 

180 

-. 

AQ AQ AQ 

Life-belts 

p/22 

100 

120 

270 220 150 

Life-buoys 

P/20f 

100 

120 

270 220 150 

Lightload smokeless 

p; d 

180 

.. 

AQ AQ AQ 

Lime and lime-stone 

p/30* 

32.5 

42.5 

CC CC CC * P/16A wiU 

Includes— 




apply for “Un- 

Calcite 




slak^ lime" 

Dolomite. 




when booked 

Lime-shells. 




as “ smalls ”. 

Magnesium lime 





stone. 





Linoleum.. 

p/6 

110 

130 

400 300 180 

Linseed meal 

P/6 

60 

70 

545 330 220 

Liquefied or compressed 





chlorine. 

p: d 

no 

130 

500 300 180 



ISO 


ANNEXURE V—contd. 


Articles 

General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 


Wagon¬ 

loads 

Smalls 

B.G. 

M.G. 

N.G. 


Liquid paraffin .. .. P/24 

80 

95 

300 

m 

180 


Lithographed forms, loose 
or bound in books, and 
other lithographed mat¬ 
ter, N.O.C.P/22 

100 

120 

400 

300 

180 


Lithographic stone .. P/20 

95 

no 

CC 

CC 

CC 


Locks with or without keys. P/22 

80 

95 

545 

330 

220 


Locomotives, steam, 

electric, diesel, &c., 

(railway or tramway) ., 

80 


AQ 

AQ 

AQ 


Locomotives, unassembled 

component parts of .. P/20f 

80 

95 

300 

240 

180 


Lorries, steam, subject 
to a minimum weight for 
charge of 50 maunds each f 

130 


AQ 

AQ 

AQ 


Macaroni .. .. P/22 

too 

120 


280 

180 


Machinery, other than 
electrical. 

70 

85 


240 

180 


Includes— 

Ball bearing .. P/23 

Boilers, N. O. C. .. f 

Cranes .. .. P/20f 

Engines .. .. P/20f 

Looms .. .. P/20f 

Lubricators .. P/20f 






1 

Machinery parts, 

h.O.C... .. P/22 

Presses, copying .. P/20f 

Preises, grass .. P/20f 

Presses, indigo .. P/20f 

Presses, printing .. P/20f 

Pumps .. .. P/22 

Ref rigerating machines 
ocher than electric.. P/2(tf 
Rollers, gin leather .. P/20f 
Rollers, road .. f 

Scales weighing and 
accessories .. P/22 

Screw jacks .. P/20f 

Sewing machines .. P/22 
Stemming blocks .. P/20f 

Turntables, railway .. f 

Wajer meters .. P/22 

Weighbridges .. f 

Weighing machines 
a id accessories .. P/22 
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ANNEXURE V—contd. 


Articles 

General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



B. G. |m. G. in. G. 



Machine tools, electrically 



driven 

P/20f 

75 

Magnesia 

P/24 

130 

Magnesite bricks 

Magnesite crude, calcined. 

o 

60 

burnt or powdered 

p/30 

40 

Magnesium carbonate 

P/6 

85 

Magnesium powder 

p; d 

150 

Magnesium sulphate not in 

p/6 

55 

tablet form 

Includes— 



Epsom salt. 

Magnets N. 0. C. 

p/22 

100 

Maida lakdi 

P/5 

80 

Makoh water 

P/24 

80 

Malt .. 

P/6 

55 

Manganese chloride 

P/24c 

70 

Manganese ore .. 

P/30 

40 

Manganese oxide or dioxide 

P/30 

47.5 

Manganese sulphate 

P/24c 

60 

Manganesite paste 

P/24c 

80 

Mansil 

P/6 

80 

Manures 

P/30 

25 

As under— 



Ajwan refuse (i.e., 




all its constituents 
have been chemically 
extracted). 

Farmyard refuse. 

Fish manure. 

Glue factory waste 
(Hide fleshings, 
scrapings and 

trimmings refuse). 

Guano. 

Husk manure. 

Margosa or nim husk. 

Municipal town swee¬ 
pings and animal 
dung. 


90 300 240 180 

150 400 300 180 

70 CC CC CC 

52.5 CC CC CC 


180 400 300 180 


65 400 300 180 


95 300 200 180 

95 300 240 180 

65 450 300 180 

85 400 300 180 

52.5 CC CC CC 

60 CC CC CC 

70 500 300 180 

95 400 300 180 

95 240 160 120 

32.5 500 300 180 

350 280 180 For Glue factory 

waste (Hide 
fleshings 
scrapings and 
trimmings 
refuse) and offal 
such as blood 
I dried, blood 

j meal and meat 

meal only. 
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ANNEXURE V-contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



1 Wagon- 
1 loads 

Smalls 

B. G. 

M. G. 

N. G. 


Mica .. 

As under— 

Mica crude as mined. 
Mica sheets. 

Mica blocks or 

splittings. 

P/23 

95 

1 

110 

400 

300 

180 


Mica waste 

Includes— 

Mica powder. 

P/5 

55 

65 

CC 

CC 

CC 


Microscopes 

e : p/23 

150 

180 

400 

300 

180 


Military chemical defence 

p: 4 



AQ 

AQ 

AQ 


stores 

180 



Military electric tubes 

p; d 

180 


AQ 

AQ 

AQ 


Milk. 

p;P/15 

75 

(OR) 

90 

(OR) 

200 

160 

100 

RR rates will be 
20% higher. 

Milk, condensed and tinned. 
Includes— 

Cream, condensed and 
tinned. 

P/22 

80 

95 

350 

280 

180 


Milk powder in tins 

P/22 

100 

120 

350 

280 

180 


Millinery 

P/22 

130 

150 

400 

300 

180 


Mineral salt bricks 

P/20 

55 

65 

400 

300 

180 


Mineral wool .. 

P/5 

80 

95 

350 

280 

180 


Minor gem stones 

As under— 

Agate. 

Cat’s eye. 

Cornelian. 

Garnet. 

Jade. 

Jasper. 

Lapis Lazuli. 

e ; P/22 

150 

180 

300 

240 

180 


Onyx. 

Models 

P/20 

100 

120 

270 

220 

150 


Mokhana 

P/6 

80 

95 

240 

160 

120 


Molasses 

Monazite sand .. 

P/24 

P/30 

40 

100 

52.5 

120 

CC 

400 

CC 

CC 

300 

CC 

CC 

180 

CC 

In tank wagons. 
Not in tank 
wagons. 

Monobel No. 1 .. 

p ;d 

180 


AQ 

AQ 

AQ 


Moong bread .. 

P/22 

80 

95 

200 

160 

100 
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ANNEXURE V—contd. 



General Oassi- 

Minima weight 
conditions 

i 

j 

Articles 

flcation 

applicable to 




wagon-load rates 

Remarks 


Wagon¬ 

loads 

Smalls 

B.O. 

M.O. 

N.O. 


Match boxes, empty ,. p/22 

Matches, fuzes, packed in 

70 

i 

85 

200 

160 

100 

1 

metal lined cases .. p ; d 

180 


AQ 

AQ 

ig 


Matdies, non-safety .. p ; d 

150 

180 

m 

160 



Matches, safety ., ,. p ; d 

Matting of all kinds. 

150 

180 

200 

160 

i 


N.O.C .. P/18 

70 

85 

270 

220 

150 


Mattresses, N. O. C. .. P/6 

100 

120 

270 


ISO 


Mattresses, steel . p/20f 

80 

95 

545 

330 

220 


Measuring tapes.. ,, p/22 

130 

150 



180 


Meat, dried .. p /22 

80 

95 

350 


180 


Meat, fresh ..P/8 

75 

90 

350 


180 

RR rates will be 


(OR) 

(OR) 




20%biglm. 

Mechanical fans ., p /22 

Medical mixtures .. p ; d 

95 

110 

300 

240 

180 


150 

180 

500 

300 

180 


Medical stores, N. O, C. .. p/22 

130 

150 

300 

BBli 

180 


Medicated wines, imported. P/24 

130 

150 

300 

240 

180 


Medicines ,. p /22 

130 

150 

300 


180 


Medicines, narcotic ,. «; p /23 

150 

180 

300 


180 

1 

Mercury e;P/24c 

150 

180 

400 


180 


Meta fuel .. .. p;d 

Metal cutting or drilling 

95 

110 

400 


180 


compounds .. .. p /24 

65 

75 

400 


180 


Metals, N. O. C. , p /30 

Includes— 

100 

120 

400 


180 


Silkxm metal. 







Methjd acetone .. .. p ; d 

130 

180 

270 

220 

150 


Methyl alcohol .. .. p ; d ! 

Methyl dtloride, liquefied 

150 

180 

270 


150 


or ctmipressed .. p ; d 

150 

180 

500 

0 

180 


Mediy] Ethyl Ketone .. p ; d 

190 

180 

270 

220 

1») 
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ANNEXURE V—contd. 






1 

1 Minima weight 




General Classi- 

j conditions 


Articles 


fication 

applicable to 



1 


j wagon-load rates 

Remarks 



Wagon¬ 

loads 

1 

1 Smalls 

1 

Ib.g. 

1 

M.G. 

N.O. 


Mica .. 

P/23 

95 

110 

400 

300 

180 

1 

1 

As under— 





1 

Mica crude as mined. 
Mic:i fleets. 

Micit blocks or 


1 

i 





1 

1 

i. 

splittings. 








Mica waste 

P/5 

55 

65 

CC 

CC 

CC 


Includis— 





Micii powder. 








Microscopes 

c: P/23 

150 

180 

400 

300 

180 


Military chemical defence 








stores 

p;d 

180 

• • 

AQ 

AQ 

AQ 


Military electric tubes 

p :d 

180 


AQ 

AQ 

AQ 


Milk. 

P; P/15 

75 

90 

200 

160 

100 

RR rates will be 



(OR) 

(OR) 




20% higher. 

Milk, CO idensed and tinned. 

p/22 

80 

95 

350 

280 

180 


Includes— 





Cream, condensed and 








tinned. 








Milk powder in tins 

P/22 

100 

120 

350 

280 

180 


Milliner/ 

P/22 

130 

150 

400 

300 

180 


Mineral salt bricks 

P/20 

55 

65 

400 

300 

180 


Mineral wool .. 

P/5 

80 

95 

350 

280 

180 


Minor gem stones 

e;P/22 

150 

180 

300 

240 

180 


As under— 


I 




Agate. 

Cat’s eye. 








Comeliatu 

Garnet. 

Jade. 








Jasper. 

La>>is Lazuli. 

Onyx. 








Models 

P/20 

100 

120 

270 

220 

150 


Mokhasa 

P/6 1 

80 i 

95 

240 

160 

120 


MolasS)» 

P/24 

40 1 

52.5 

CC 

CC 

CC 

In tank wagons. 



1 


400 

300 

180 

Not in tank 

Monaz tesand .. 

P/30 

100 j 

120 

CC 

CC 

CC 

wagons. 

Monobel No. 1 .. 

p:d 

180 

" i 

AQ 

AQ 

AQ 


Moong bread 

p/22 

80 

95 I 

200 

160 

100 j 
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ANNEXURE V-contd. 


Articles 

i 

: 

General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B. G. 

M. G. N. G. 1 

! 1 

Mother-of-pearl shells 

P/6 

80 

95 

300 

220 

180 


Motia water 

P/24 

' 

80 

95 

300 

240 

180 


Motor cycles, subject to a 
minimum weight for 
charge of 4 maunds per 
package 

P/20f; 

S/3 

!20 

’ • 

AQ 

AQ 

AQ 


Motor cycles, component 
parts of 

P/20f 

130 

150 

300 

240 

180 


Motor cycles, with side cars 
attached, subject to a 
minimum weight for 
charge of 12 maunds per 
package 

p/20f : 
s/3 

120 

•• 

AQ 

AQ 

AQ 

’ 

Motor lawn mowers, sub¬ 
ject to a minimum weight 
for charge of 4 maunds 
per package .. 

P/20f ; 
S/3 

100 

120 

120 

100 

80 


Motor scooters, subject to a 
minimum weight for 
charge of 4 maunds per 
package 

P/20f ; 
S/3 

120 

•• 

AQ 

AQ 

AQ 


Motor tractors, component 
parts of, N. O. C. 

P/20f 

130 

150 

300 

240 

180 


Motor tractors, subject to 
minimum weight for 
charge of 100 maunds per 
4-wheeled or 6-wheeled 
wagon used and 200 
maunds per bogie wagon 
used .. 

f; s/3 

! 65 


i 

i AQ 

AQ 

i 

1 

i AQ 


Note. —Railways accept no liability for detachable fittings such as rubber mats, spare tyres, 
tamps, inflators, tools, bells, &c., unless they are securely packed in cases and entered on the 
Railway Receipt. Detachable fittings in cases will be carried in the same truck, as the motor- 
tractors no charge being levied, provided they form part of the motor tractor or tractors with 
which they are loaded, and the total weight of detachable fittings and the motor tractor or 
tractors does not exceed the prescribed minimum weight for charge laid dosvn above. If 
the total weight exceeds the minimum weight for charge, charges will be levied on actual 
weight. 
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ANNEXURE V—contd. 



General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 1 
wagon-load rates j 

"Si s™'- 

B. G.jM. G.jN. G. j 


Remarks 


Motor tricars, subject to a 
minimum weight for 

charge of 12 maunds per 
package 
Includes— 

Mowr tricycles, with 
receptacle. 

Motor tiicycles, subject to a 
minimum weight for 

charge of 12 maunds per 
package 

Motor vehicles, N. O. C. .. 
Induces— 

Motor boats 
Motor cars.. 

Motor car bodies 
Motor car chassis 

Motor cars and com- 
nietcial trucks in 
unassembled state, 
packed 
Motor lorries 


P/ 20f: 
S/3 


AQ AQ 


ISOr'Jta.f, 


P/20f 

P/20f; 

S/22 

P/20f 

P/20f ; 

S/22 



AQ 

AQ 

1 

AQ 

AQ 

! AQ 

AQ 



ing rules for 
escorts, see Rule 
2 . 





packed .. P/20f 

Motor lorries .. P/20f; 

S/22 

Motor lorry bodies .. P/20f 

Motor lorry chassis .. P/20f ; 

S'22 

Motor omnibus bodies P/20f 
Motor omnibus 
chassis .. .. P/20f; 

S/22 

Motor omnibuses .. P/20f; 

S/22 

Motor trailers .. P/20f; 


Motor trollies .. P/20f 

Subject to a minimum 
weight for charge of 80 
maunds for the first motor 
vehicle, boat or body 
loadeil in a four-wheeled 
or six-wheeled wagon and ; j 

to a minimum weight for j i 

charge of 160 maunds for I i 

either one or two motor i 1 

veUcles, boats or bodies 

loaded in a bogie wagon. For every additional 
motor vehicle, boat or body exceeding one in a 
four-'vhecled or six-wheeled wagon and for every 
additional motor vehicle, boat or body exceeding 
two in a bogie wagon, the minimnm weight for 
charge will be 40 maunds. 
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ANNEXURE V-contd, 


Minima weight 

General Classi- conditions 


Articles 


fication 


Wagon¬ 

loads 


Smalls 


Motor vehicles, N. O. C.— (concld.) 

If the number of motor 
vehicles, boats or bodies 
loaded in a four-wheeled 
or six-wheeled wagon ex¬ 
ceeds two and in the case 
of bogie wagons exceeds 
five, charges will be levied 
on the actual weight sub¬ 
ject to a minimum weight 
for charge of 150 maunds 
per four-wheeled or six¬ 
wheeled wagon and 300 
maunds per bogie wagon. 

Note.—T he above classifi¬ 
cation is applicable for 
the transport of motor 
vehicles when despatched 
in open wagons. 

Motor vehicles, N. O. C... S/3 
Includes— 

Motor boats 
Motor cars 
Motor car bodies 
Motor car chassis 
Motor cars and com¬ 
mercial trucks in un¬ 
assembled state, 
packed. 

Motor lorries 
Motor lorry bodies 
Motor lorry chassis 
Motor omnibus bodies 
Motor omnibus 
chassis 

Motor omnibuses 
Motor trollies 

Subject to a minimum 
weight for charge of 80 
maunds for the first motor 
■ vehicle, boat or body 
loaded in a four-wheeled 
or six-wheeled covered 
motor truck and to a 



minimum weight for charge of 160 maunds for 
either one or two motor vehicles, boats or bodies 
loaded in a bogie covered motor truck. For every 
additional motor vehicle, boat or body, exceeding 
one in a four-wheeled or six-wheeled truck and for 


every additional motor vehicle, boat or body exceed¬ 
ing two in a bogie truck, the minimum weight for 
charge will be 40 maunds. 


applicable to 
wagon-load rates 



Remarks 


Note.— Regard¬ 
ing rules for 
escorts, see 
Rule 32. 


17 
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ANNEXURE V—contd, 


Articles 

General Classi¬ 
fication 

Minima weight 
, conditions 

applicable to 
wagon-load rates 

Remarks 


Wagon¬ 

loads 

Smalls 

B, O. M. G. N. G. 



Motor vehicles, N. O. C.— 
—(contd.) 

If the number of motor 
vehicles, boats or bodies 
loaded in a four-wheeled 
or six-wheeled covered 
motor truck exceeds two 
and in the case of bogie 
covered motor truck ex¬ 
ceeds five, charges wUl be 
levied on the actual 
weight subject to a mini¬ 
mum weight for charge of 
150 maunds per four- 
whetded or six-wheeled 
truck and 300 maunds per 
bogie truck. 


Noth.—© The above 
classification is applicable 
for the transport of 
motor . vehicles, when 
despatched in covered 
motor trucks. 


(iO Raaways accept no lia- 
bilits for detachable fit¬ 
tings. such as rubber 
mats, spare tyres, lamps, 
'inflaiors, tools, bells, etc., 
unless they are securely 
packed in cases and enter¬ 
ed on the Railway 
Receipt, Detachable 
fittings in cases will be 
carried in the same trucks, 
as the motor vehicles, no 
charije being levied, pro¬ 
vided they form part of 
the motor vehicle or vehi¬ 
cles with which they are 
loaded, and the total 
weiglit of detachable fit¬ 
tings and the motor vehi¬ 
cle or vehicles docs not 
exceedtheprescribedmini- 
mum weight for charge 
Uud down above. If the 
total weight exceeds the 
mi^num weight for 
charge, charges wfll be 
levied on actual weight. 
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ANNEXURE V—contd, 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B.O. 

M.O. 

N.G. 


Motor vehicles, N. O. C.— (concld.) 

(iii) Spare parts of rootor 
cars and personal effects 
of the consignor may be 
carried in the same van in 
which a motor vehicle has 
been loaded provided the 
consignor agrees to—• 

fa) Arrange to have the 
additional goods weigh¬ 
ed, booked and loaded; 

(b) Indemnify the railway 
against all incidental risks 
of damage to the motor 
car or Ae other goods 
loaded in the van, arising 
out of the carriage of the 
motor car and the goods 
in the one and the same 
van. 

A separate Railway Receipt 
should be issued for the 
motor car and for other 
goods loaded in the same 
van. 

Motor vehicles, spare deta¬ 
ched parts of, N. O. C. P/22 

130 

150 

300 

240 

180 


Includes— 

Differential axles 

Moulding powder, N. O. C. 

P/24 

55 

65 

400 

300 

180 


Moulds 

P/22 

100 

120 

cc 

CC 

CC 


Mouse or rat traps 

P/22 

95 

no 

300 

240 

180 


Mowha flowers .. 

P/5 

60 

70 

400 

300 

180 


Mowha flowers, refuse ., 

P/5 

47.5 

60 

400 

300 

180 


Mowha juice 

P/24 

55 

65 

300 

240 

180 


Muriate of ammonia 

P/6 

80 

95 

400 

300 

180 


Muriate of tin .. 

p; d 

150 

180 

400 

300 

180 


Musical instruments, 

N. O. C. 

e; P/22 

150 

180 

300 

240 

180 


Musk 

e;P/22 

150 

180 

300 

200 

180 



n-A 












ANNEXURE V—contd* 


Ardctos 

Oen«al CIassi< 
ficatioo 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 


Wagon* 
loads . 

Smalls 

B.O. 

M.G. 

N.Q. 



Noil yam, not press-packed 
or not padced inboxes or 
cases.. .. .. P/d 

100 

120 

■ 

240 

180 

Noise production crackers 
(for A. R. P. training 
purposes containing no 

Chlorate) .. .. p;d 

180 

« * 

AQ 

aq 

AQ 

N. S. Gelatine dynamite .. p;d 

180 

e • 

AQ 

AQ 

AQ 

N.S.OeUgnite .. .. p:d 

180 

.. 

AQ 

AQ 

AQ 

Numdahs .. .. P/ti 

95 

110 

mm 

300 

180 

Nuts,N.O.C. .. .. P/6 

80 

95 

400 

300 

180 

Oatmeal in bags ..P/6 


95 

545 

330 

220 

Oatmeal in tins .. . . P/ZZ 

95 

no 

350 

280 

180 

Qfficeiecords .. .. P/22 

100 

120 

300 

240 

180 

Oilcake .. .. P/5 

25 

32.5 

545 

330 

220 

Oa-doth .. ..P/2 

Oil dressed fabrics .. p;d 

100 

120 

400 

300 

180 

150 

. 180 

300 

240 

180 

Oil, fish, hardened or solidi- 
&d .. .. .. P/24 

80 

95 

300 

240 

180 

OOs—Division A .. P/24c 

Asunder— 

Cinnamon 

Qoveoil 

Essential oils, N. O. C e 

Khol 

Sandalwood .. e 

150 

180 

300 

240 

180 

OUs—Division B .. P/24c 

As undo'— 

Almond 

Camphor 

Gtronella oil 

Groton 

Lemon grass (til 

Poppyseed 

130 

150 

300 

240 

180 

Oils-DivMon C 

Asunder— 

Castor oil in bottles .. P/24 
CodliveroU.. .. P/24 

Com or Maim oO in 
bottles .. .. P/24 

95 

110 

300 

240 

180 
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ANNEXURE V—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B. G. 

M.G. 

N.G. 


Nickel-copper-zinc alloy .. 

P/7 

130 

150 

400 

300 

180 


Nickel-copper-zinc alloy 
scrap 

P/7 

95 

110 

cc 

CC 

CC 


Nickel-copper-zinc alloy 
ware 

P/6 

100 

120 

300 

240 

180 


Nickel ware 

Includes— 

Nickel wire 

P/22 

P/1 

100 

120 

300 

240 

180 


Nickel ware scrap 

P/7 

95 

no 

CC 

CC 

CC 


Nitrate of barium 

p ;d 

150 

180 

400 

300 

180 


Nitrate of lead .. 

p ;<i 

150 

180 

400 

.300 

180 


Nitrate of strontium 
(strontia) 

p :<i 

i ,95 

no 

400 

300 

180 


Nitrite of soda .. 

P/24C 

85 

100 

400 

300 

180 


Nitro benzol 

p ;d 

150 

180 

270 

220 

150 


Nitto-cellulose dope 

p :d 

150 

180 

300 

240 

180 


Nitrogen/Argaon 

p ;d 

150 

180 

500 

300 

180 


Nitro-napthalene - 

Nitrous oxide gas, com¬ 
pressed or liquefied 

p: d 

150 

180 

270 

220 

• 150 


p :d 

150 

180 

500 

300 

180 


Nobel cordite .. 

p;d 

180 

.. 

AQ 

AQ 

AQ 


Nobel’s electric delay action 
detonators 

p ;d 

180 


AQ 

AQ 

AQ 


Nobel’s explosive No. 673. 

p ;d 

180 

•• 

AQ 

AQ 

AQ 


Nobel’s Explosives No. 968 
or Open Cast Gelignite M 

d 

180 

. • 

AQ 

AQ 

AQ 


Nobel rim neonite 

p ;d 

180 

• • 

AQ 

AQ 

AQ 


Nobel’s safety electric fuzes. 

p :d 

180 

•• 

AQ 

AQ 

AQ 


Nobel shaped charges No. 6. 

p :d 

180 

•; 

AQ 

AQ 

AQ 


Noil yam. in bales, press- 
packed and bound with 
Iron bands or steel wire or 
packed in boxes or cases. 

p/21 

1 

85 

100 

I 400 

300 

1 

180 

i 
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ANNEXURE V—contd. 


Articles 


yam, not press-packed 
not packed in boxes or 
«.P/6 

: production crackers 
r A. R. P. training 
poses containing no 
cffate) .. .. p ; d 

Oelattne dynamite .. p ; d 


Gelignite .. 

• • 

Pid 

lahs 

• • 

m 

N.O.C .. 

• • 

p/6 

:alin bags 


P/6 

ml in tins .. 


P/22 

records .. 

•• 

P/22 

ke 

• « 

P/5 

•th 

. • 

P/2 

»sed fabrics 


p;d 

h, hardened or solidi- 
♦ • • • « • 

p/24 

Division A 
nder— 

•• 

P/24C 


nnamon 

oveoil 

sential oils, N. O. C, e 
aol 

ndalwood .. e 

:>ivisionB .. p/24c 

nder— 

nond 

mphor 

tronella oO 

oton 

mon grass oil 
ppyseed 

division C 
ider— 

stor oil in bottles .. P/24 
dliver oil.. .. p /24 

m or Maize oil in 
ottles .. p /24 
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ANNEXURE V—contd, 



General Classi* 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

“S'- 

..o. 

M.G. N.G. 


Oils—Division C—(concld.) 
Eucalyptus oil in 

bottles ., .. P/24 

Oingelly oil in bottles P/24 
Groundnut oil in 

bottles .. .. P/24 

Hydnocarpus oil .. P/24 
Linseed oil in bottles.. P/24 

Olive oil .. .. P/24 

Shark liver oil .. P/24 


Oils—Division D 
As under— 

Batching oil 
Cashew shell oil 
Castor oil, N. O. C. .. 
Coaltar oil .. 
COcoanut oil, N. O. C. 
Corn or maize oil, 

N. O. C. 

Cotton seed 
Eucalyptus, N. O. C... 
Fish oil, N. O. C. .. 
Flux oil 

Gingelljf oil, N. O. C. 
Green oil .. 
Groundnut oil N.O. C. 
Insulating oil 
Kardi se^ oil 
Kusum seed oil 
Linseed oil, N. O. C... 
Lubricating 
Margosa oil 
Mowhaoil .. 

Mustard 
Pungam 
Rangoon oil 
Rape seed .. 
Shelcrome .. 

Sperm 

Sulfolene .. 

Tallow 
Tara seed oil 
Turkey red oil 
Vegetable oils, N.O. C. 
White 


Oil seeds, N. O. C 
Includes— 
Aniseed 
(^tor 
Cotton ' 
Flax 


., P/6; S/29 47.3 



Remarks 


(in tank wagons) 

(notin tank 
wagons) 









264 


ANNEXURE V—contd. 


Aitidet 

• 

General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon- 

loads 

Smalls 

m 

m 

m 


Oa seeds, N. O. C—concld. 

GingeUy 

Grounemuts without 
shells 

Kusum (sa£3ower) 

Linseed 

Mowha 

Mustard 

Nim 

Polang 

Poppy 

Pimsam 

Rape 

Scorgoja 

Tua 

Taramira 

Tobacco seeds 

Ttang seeds 







Oily materials .. 
Asunder- 
Bagging 
canvas 

Coven 

.4 

130 

150 

300 

240 

180 


Paper 

Rags 

Waste, N. O. C. 








Olive wood 

P/5 

80 

95 

350 

1 280 

180 


Onions 

P/6 

42.5 

(OR) 

55 

(OR) 

400 

300 

180 

RR rates will be 
20% higher. 

Oodbatd 

P/22 

100 



160 

100 


Open erst gelignite 

p;d 

180 

• « 

AQ 

AQ 

AQ 


Opium 

(See (general Rule 49) 

e;P/22 

130 

150 



180 


Opium, crude, liquid 

e;P/24c 

150 

180 


200 

180 


Ores, common, N. 0. C... 
Includes_ 

P/30 

32.5 

42.5 

CC 

CC 

CC 


Alunite 

Baiytes 

Bauxite 

llmenite 

Iror. ore 

Iror pyrites 








Omaiiiects,gUt.. 

P/22 

130 

150 

il 

240 

180 
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ANNEXURE V—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B. O. 

M. G. 

N. G. 


Ornaments made of beads 
(if made of articles listed 
m Rule 37; e) 

P/22 

130 

150 

■ 

! 

240 

180 

i 

Ovens, clay 

P/20 

55 

65 

300 

240 

180 


Ovens, N. O. C. 

P/20 

80 

95 

400 

300 

180 


Oxalate of potash 

PJd 

130 

150 

500 

300 

180 


Oxygen, gas, compressed 

p ;d 

100 

120 

500 

300 

180 


Oxygen, liquid or liquid air 

p; d 

150 

180 

500 

300 

180 


Packing made of greased 
jute, hemp or flax, for 
pipe joints or pump 
glands 

P/5 

65 

75 

270 

220 

150 


Paintings 

e;P/22 

150 


m 

300 

180 


Paint and varnish removers, 
corrosive, non-inflam¬ 
mable 

p ;d 

65 

75 1 


j 

240 

180 


Paint and varnish removers, 
inflammable .. 

p : d 

150 


300 

400 

240 

300 

1 

180 

180 


Paints, having a flash point 
below 200* Fahr. but not 
below 95° Fahr.—^Divi¬ 
sion A 

As under— 

Enamels, and 
enamel paints (such as 
Paripan, Ripolin, 
Aspinals, &c.). 

d 

95 

110 


Paints, having a flash point 
below 200° Fahr. but not 
below 95° Fahr.—Divi¬ 
sion B 

Includes— 

Varnish paint. 

d 

75 

90 

400 

300 

180 


Paints, nitrocellulose 

p;d 

150 

180 

m 

240 

180 


Paints, non-dangerous, 
having a flash point at or 
above 200° Fahr, ., : 

As under— 

Paints paste or liquid. 

p/24 

75 

90 

400 

300 

180 
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ANNEXURE V—contd. 


Articles 

General Classi* 
fication 

1 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 


Wagon¬ 

loads 

Smalls 

B.G, 

, M.G, 

. N.G. 


Paints, partly composed of 
naphtha or other infiam* 
mabte liquids, i.e., having 
a flash point at or above 

76“ Fahr. but below 95“ 

Fahr., N. O. C. ,. p ; d 

130 

150 

400 

300 

180 


Paints, polishes, cements, 
compositions, and other 
articl'K partly composed 
of naphtha or other highly 
inflammable liquids, i.e., 
having a flash point below 

76* Fahr., N. O. C. .. p ; d 

150 

180 

300 

240 

180 


Paint thinners, having a 
flash point at or-above 

76° Fahr, .. .. p : d 

95 

110 

400 

300 

180 


Paint thinners, having a 
flash point below 76“ 

Fahr. .. .. p ; d 

100 

120 

400 

300 

180 


Palanquins, subject to a 
minimum weight for 
charge of 13i maunds 
each .. .. P/20f 

100 


AQ 


AQ 


Palmine .. .. P/22 

80 

95 

240 




Palo .. .. .. P/22 

■ 80 

95 



! 


Paniphul .. .. P/5 

55 

65 


mm 



Paper bags .. .. P/2 

55 

65 


300 



Paper or card board cones, 
cores, spools or tubes .. P/22 

60 


H 

240 

180 


Paper kites .. P/22 

65 

75 


240 

B 


Paper, N. O. C. in rolls or 
reels protected at the ends 
and sides, or in bales or 
bundles .. .. P/17 

65 

75 

1 

300 

180 


Paper, N. O. C. in cases .. P/22 

80 

95 


300 



Paper trarsfers .. .. P/22 

100 

120 


240 



Paper, wa l .. .. P/22 

100 

120 

Qi 

300 
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ANNEXURE V—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditfons 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B. G. |m. G. 

N.G. 


Paperware (other than 
Stationery), N. O. C. .. 
Includes— 

Drinking straws. 

Paper capsules. 

Paper cups. 

Paper dishes. 

Pin 

95 

no 

300 

240 

180 


Paper waste and cuttings, 
N.O. C. 

p/5 

47.5 

60 

300 

240 

180 


Papier-mache ,. 

Pin 

95 

no 

300 

240 

180 


Papundkar (potash) 

p/6 

60 

70 

400 

300 

180 


Paraffin wax 

P/6 

100 

120 

300 

240 

180 


Parchment 

P/22 

100 

120 

400 

300 

180 


Pastes, adhesive 

P/24 

80 

95 

400 

300 

180 


Patterns for castings 

P/22 

100 

120 

cc 

CC 

CC 


Paulins.. 

P/6: 

s/5 

80 

95 

400 

300 

180 


Pedal, vehicles, children’s 
N. O. C. subject to a 








minimum weight for 
charge of 1 maund per 
paelmge 

P/20f 

130 

150 

300 

240 

180 


Peel (lemon, orange and 
citron) raw .. 

P/5 

55 

65 

270 

220 

150 


Pencils 

P/22 

100 

120 

300 

240 

180 


Pentachlorophenol dissol¬ 
ved in selected petroleum 
oils .. 

d 

60 

70 

300 

240 

180 


Penthrite(P.E.T.N.) .. 

p ; d 

180 

•• 

AQ 

AQ 

AQ 


Pepper, in tins, bottles, or 
jars .. 

P/22 

100 

120 

300 

240 

180 


Perambulators, collapsible, 
subject to a minimum 
weight for charge of 
20 seers per package .. 

P/20f 

130 

150 

300 

240 

180 
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ANNEXURE V—contd. 



j General Classi- 

Minima weight 
conditions 


Articles 

1 fication 

applicable to 



wagon-load rates 

Remarks 


Smalls B. G, M. G. N. G, 


Perambulators in pieces or 
parts .. .. P/22 


Perambulators, subject to a 
minimum weight for 
charge of two maunds 
per package .. .. P/20f 


Petchloride of iron, liquid.. p ; d 


Perchloride of iron, solid .. p ; d 


Perchlonde of mercury or 
Bichloride of mercury 
(corrosive sublimate) .. p ; d 

PerchlorUe of ammonia .. p ; d 


Perfumery 


.. P/22 


Permang^mate of potash .. P/24c 


Peroxide of sodium .. p ; d 


Pestles, wooden .. .. P/5 


Petroleurri and other hydro¬ 
carbon oils, dangerous, 
i.e., having a flash point 
below 75° Fahr., N. O. C. p ; d 
Include!)— 

Aviation spirit. 

Benzene. 

Benzine (petrol). 

' Benzc4. 

Benzcle. 

Crude oil. 

^nzcline. 

Ethyl Aviation spirit. 

Gasolene (Gasoline). 

Leaded Aviation 
spirit. 

Lighter fluid. 

Motor spirit. 

Petrol (benzine). 

Petroleum ether. 

Solver t oil. 



In tank wagons. 

Not in tank 
wagons. 
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ANNEXURE V-contd, 



Petroleum and other hydro¬ 
carbon oils, non-danger- 
ous, Le., having a 
flashing Mint at or 
above 76’ Fahr 
Includes— 

AeromexoiL 
Cleaning oiL 
Colza (MineraD oiL 
Diesel oil. 

Furnace oil. 

Gas oiL 

Heavy diesel oil. 

High soMd diesel oil. 
Jet turbine fuel. 
Kerosene or paraffin 
oil. non«dangeious. 
Light diesel oil. 

Liquid fuel. 

Marine diesel oil 
Naphtha, solvent 
having a flashing 
point at or above 
76 Fahr. 

Refrigerator burning 
oil. 

Tea drier oil. 
Vapourising oil. 


j 62.5 72.5; CC ' CC CC In tank wagons. 

' I : 300 I 240 180 Not in tank 

I I ; waflon*. 


Petroleum coke .. .. P/5 

Includes— 

Qtlcined coke. 


Phenyle, soluble 


.. P/24 


40 52.5 CC CC CC 


55 65 300 240 ISO 


Phenylene-di-amine pan 

crystals •• Pfd 100 120 500 300 180 


Phosphor copper .. P/7 
Phosphorus .. p; d 

Phosphorus pentachloride. p; d 
Phosphorus sulphide .. p ; d 
Phosphorus trichloride .. p; d 
Photo electric cells .. e;P/ 
Photographic apparatus .. e; Pi 
Photogmphic paper .. P/22 


p:d 150 

e; P/23 ISO 

e: P/23 150 j 


150 400 300 180 
180 300 240 180 
180 300 240 180 
180 300 240 180 
180 300 240 180 
180 300 240 180 
ISO 300 240 180 
ISO 400 300 180 









ANNEXURE V—contd. 


Articles 

General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 



B. G. 

M.G, 

N.G 




1 


Remarks 


Photographic plates 

Pianos .. 

Pickers 
Incluiles— 

Lestther buffers. 

Picking sticks wooden for 
looms 

Picric pDwder .. 

Picture frames, common, 
wooden 

Picture frames, N. O. C. ., 

Picture frame mouldings 
N.O.C. 

Picture frame mouldings, 
wooden, not polish^, 
lacquered, enamelled or 
plastered 

Pictures, N. O. C. 

Pictures lithographed 
Includes— 

Pic:orial advertise¬ 
ments, calendars and 
labels. 

Piece-gcods, cotton, woollen 
or ar ificial silk, with or 
without common metal, 
brass or tinsel thread 
edging, false or imitation 
lace in-bales, press-packed 
or packed in boxes or 
cases and all hand-loom 
products including 
“Khaddar” not press- 
packed 
Includes— 

Bed-covers, 

Bed-sheets 
Book-binding cloth. 
Bread cloth. 

Calico. 

Cambric. 

Colton velvet. 
Do>)sootie cloth. 
Duigree cloth. 

Flannel. 


e ; P/22 150 ! 180 ! 300 I 240 180 ! 

e; P/22 150 ^ 180 300 240 180 ! 

I I 

100 400 300 180 ' 


P/22 
c; P/22 
P/22 


85 I 100 ! 300 I 240 | 180 i 

180 ! ,. AQ j AQ j AQ I 

I ' I 

100 120 300 240 180 ! 

150 180 300 240 180 

100 120 3C0 240 ! 180 


65 300 240 180 

180 400 300 180 

120 400 300 180 


100 I 120 I 400 300 


i ! 1 
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ANNEXURE V—contd. 


Articles 



Minima weight 


General Classi¬ 

conditions 


fication 

applicable to 
wagon-load rates 

Remarks 


Piece-goods, cotton, woollen 
or artificial silk, with or 
without common metal, 
brass or tinsel thread 
edging, false or imitation 
lace in bales, press-packed 
or packed in boxes or 
cases and all hand-loom 
products including 
“ Khaddar ” not press- 
packed—concld. 

Floor cloth, 

Garah cloth. 

Gloves, cotton, woollen 
or artificial silk. 

Handkerchief. 

Hosiery. 

Kharwa cloth. 

Linen. 

Lois. 

Mullmull. 

Muslin. 

Pugnes, khaki. 

Putties, woollen. 

Rayon. 

Ribbons. 

Shawls, common 

Tennis screens. 

Thread.cotton, woollen, 
artificial silk, flax or 
hemp. 

Towel, 

Turbans. 

Twist, cotton, woollen, 
artificial silk, flax or 
hemp. 

Umbrella covers, cotton 
or artificial silk. 

Wearing apparel. 

Yam, cotton, woollen, 
artificial silk, aloe, 
flax hemp and artifi¬ 
cial cotton or rayon. 

Piece-goods, cotton, woollen 
or artificial silk, with or 
without common metal, 
brass or tinsel thread edg¬ 
ing, false or imitation lace, 
not press-packed or not 
packed in boxes or cases. 
Includes— 

Book-binding cloth. 

Broad cloth. 

Calico. 

Cambric. 
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ANNEXURE V—contd. 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Wagon¬ 

loads 

Smalls 

B. G. |m. G. N. G. 


Piece-goods, cotton, woollen 
or artificial silk, with or 
without common metal, 
brass or tinsel thread edg¬ 
ing, false or imitation lace, 
not i^ress-packed or not 
packed in boxes or cases 
—concld. 

Cotton velvet. 

Doosootie cloth. 

Dimgrce cloth. 

Fltnnel. 

Floorcloth. 

Garah cloth. 

Gloves, cotton, woollen 
or artificial silk. 
Hosiery. 

Kharwa cloth. 

Linen. 

Lois. 

MuilmuU. 

Muslin. 

Puggries, khaki. 

Putties, woollen. 

Rayon. 

Ribbons. 

Shawls, common .. e 
Tennis screens. 

Thread, cotton, 

woollen, artificial 
lilk, flax or hemp. 
Turbans. 

T\MSt, cotton, woollen, 
artificial silk, flax or 
hemp. 

U mbrella covers, cotton 
or artificial silk. 
Wearing apparel. 

Yiirn, cotton, woollen, 
artificial silk, aloe, 
flax, hemp and artifl- 
■ dal cotton or rayon. 


Piece-goods, cotton, woollen 
or artificial silk, mixed 
with silk, with or without 
common metal, brass or 
tinsel thread edging false 
or initation lace .. e ; P/25 


Piece-goods, cotton, woollen 
or artificial silk, worked 
with gold or silver lace .. e ; P/2S 



III' 

150 180 , 400 ; 300 180 I 

I I I I 


Remarks 


I 
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ANNEXURE V—contd. 


Articles 

1 

1 

1 

I 

j 

General Classi- | 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 


! 

Wagon-1 
loads 1 

Smalls 

B.G. 

51. G. 

N. G. 


Piece-goods, silk 

Includes— 

Silk, manufactured, 
N. O. C. 

Thread or twist. 
Umbrella covers, alk. 
Velvet. 

e; p/25 1 

i 

i 

! 

j 

150 1 

! 

I 

1 

i 

180 ' 

400 

300 1 

1 

1 

180 


Pine oil 

p; d i 

80; 

95 ! 

400 

300 

180 


Pipe clay 

P/5 1 

65 ; 

i 

CC 

CC j 

CC 


Pipes, cement .. 

P/20 i 

6t) ! 

i 

70 1 

300 

240 j 

1 

180 


Pipes, earthenware and 
. stoneware 

t 

P/20 j 

60 1 


1 

300 ' 

1 

1 

240 1 

180 


Pipes, N.O.C. .. 

P/20 i 

60 1 

i 

70 

300 1 

240 1 

180 


Pipes, smoking, earthen or 
clay .. 

j 

P/22 

1 

55 i 

65 

300 

240 

180 


Pipes, smoking, N. O. C... 

p/22 

130 1 

150 

300 

240 

180 


Pistols .. 

(See General Rule 49). 

P/23 

130 

150 

300 

240 

180 


Piston packing .. 

P/22 

80 

95 

270 

220 

150 


Pitch ., 

P/24 

45 

57.5 

450 

300 

180 


Pith. 

P./3 

80 

95 

270 

220 

150 


Plans .. 

e; P/22 

150 

180 

300 

240 

180 


Plantain trees 

p;P,'l3 

55 

65 

270 

220 

150 


Plants .. 

P ; p/13 

75 

(OR) 

90 

(OR) 

270 

220 

150 

RR rates will be 
20% nigher. 

Plaster 

P/22 

47.5 

60 

300 

240 

180 


Plaster casts for ornament¬ 
ing ceilings or walls 

P/20 

130 

1 

150 

CC 

CC 

CC 


Plaster Gelatine.. 

p; d 

180 


AQ 

AQ 

AQ 


Plaster of Paris .. 

p/22 

55 

65 

1 

CC 

CC 

CC 


Plastic Igniter cord 10 
seconds/ft. 

‘ 

p; d 

180 

i 

AQ 

AQ 

AQ 



18 








ANNEXURE V—contd. 


i Minima weight 

j General Classi* conditions 
i iicat'Oii appiic.tble to 

Articles ; wagon-load rales 



j Wagon- 
1 loads 

' Smalls 
1 _ 

j B. G. 

M. O. 

f 

N.O 

Plastic materials, manu¬ 
factured, N. O. C. 
Inclades— 

Bikeliteware. 

Eaoniteware. 

Vjicaniteware. 

P/22 

120 

j 

140 

120 

too 

80 

Plasticised Nitrocellulose 
Chips 

d 

! 150 

180 

; 300 

i 240 

i 

; 130 
j 

Plastic wood 

p : d 

150 

180 

: jOO 

j 240 

1 !30 

Plated'vare 

e ; P/22 

150 

ISO 

j 300 

240 

ISO 

Plioboad 

P ;d 

1.50 

iva 

1 400 

300 

ISO 

Polar tjax 

p ; d 

180 

.. 

j AQ 

AQ 

AQ 

Polarammon gelignite 

p; d 

180 

• • 

1 AQ 

AQ 

AQ 

Polar ammon gelignite No. 2 

p ; d 

180 

-• 

j aq 

AQ 

AQ 

Polar ammon gelignite No.3 

p ; d 

180 

• • 

AQ 

AQ 

AQ 

Polar ammon gelatine 
dynamite 

p : d 

180 

• • 

AQ 

AQ 

AQ 

Polar Dynobel No. 2 ” S ”. 

p : d 

180 

• • 

AQ 

AQ 

AQ 

Polishes, cements, composi¬ 
tions and other articles, 
partly composed of 
naphtha or other inflam¬ 
mable liquids, i.e., having 
a flashing point at or 
above 76" Fahr. N. O. C. 

p :d j 

130 

150 

400 

1 

! 

300 I 

180 

Polishes, dressings, stains 
and cleaning compounds, 
not composed of naphtha 
or other inflammable 
liquids 

i 

t 

p/24 ! 

1 

1 

j 

95 i 

no ; 

400 ; 

i 

300 i 

180 

Polishes, dressings, stains 
and cleaning compounds 
partly composed of 
naphtha or other inflam- 
mablo liquids having a 
flashing point at or above 
76" Fahr. 

p ;d 1 

95 

no 1 

400 

300 ; 

180 1 

Polishes, nitro-cellulose .. 

p; d i 

] 

150 

180 

300 

240 j 

180 

Polo kit 

p/22 j 

130 

150 

300 j 

240 j 

180 

PomegrtJiate rind 

p/5 j 

55 

65 

270 1 

220 j 

150 


Remarks 







ANNEXURE V-.-coutd. 


Articles 

Oenetal Clasd* 
ficatiiMi 

Minima wdght 
conditions 
applicable to 
wagon-load rales 

Remadcs 


Wagon- 
loads j 

i 

Smalls ; 

B. O. jM. O. 

N.O.| 


PorcelaiQ .. .. e;P/22 

133 . 

150; 
1 

270 

220 

150 


Port Fires .. .. p; 4 

1 

180 I 

1 

AQ 

AQ 

AQ 


Posteens .. .. j 

lOU ' 

120 

300 

240 

180 


Potassium .. .. p ; d j 

150 

180 

400 

300 

180 


Potassimn, oouutry .. PI'* \ 

55 

85 

400 

300 

180 


Potatoes .. .. Pi6 

42.5 1 

(oaii 

55 

(OR) 

400 

j 

300 

180 

RR rates will 
> be 20% 





183 

aigoer. 

Potatoes,s^'cet .. .. i*,6 j 

i 

i 

55 

400 

303 


(OR) ! 

(OR} 

1 




Poultry shell grit .. P/6 

47.5 j 

80 

cc 

CC 

CC 


Power alcohol .. p:<l 

120 

140 

270 

223 

150 i 

t 

Power alcohol mixture .. p; d 

Preserves, vegetabks. 

120 

140 

270 

220 

150 


country .. .. P/24 

80 

95 

300 

2'I0 

18C 


Includes— 

Pkkies. 







Preserves. v.*Ketables. 


120 

300 

240 

183 


ifflpt>rt&l .. P/24 

100 


Indudrs— 

Pickles. 







Preserves (fish and mcr-i). 


110 

300 

210 

ISO 


T4.0.C. .. .. P/24 

95 


Predhiwiented alumininr.) 


130 

303 

240 

180 


con®i>.>n.^nls .. .. P TOf 

no 


Indudes— 

Afutiinium alloy extruJ* 







c-1 sections. 

Aluminium houw com* 
ponents. 

Presses, screw, cotton or 



300 

240 

180 


jute. P20r 

65 



Primers, percussion .. p : d 

Printed forms, loose in¬ 

180 

•• 

AQ 

! 

« 

s 

AQ 

AQ 


bound in books, and 
other printed matter. 


120 

400 

300 

180 


N.O.C .. .. P/22 

100 


Printing materials, N.O.C P/22 

100 

120 

300 

240 

180 



18a 
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ANNEXURE V—contd, 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B. G. 




Printing metal .. 

Includes— 

Types old and un¬ 
serviceable. 

P/7 

95 

no 

CC 

CC 

CC 

• 

Prodicer Gas Plant 

P/20f 

70 

85 

300 

240 

180 


Prussiate of Potash 

P/24c 

85 

100 

400 

300 

180 


Pmssiate of soda 

P/24c 

85 

100 

400 

300 

180 


Public address equipment 
(electric) 

P/22 

150 

180 

300 

240 

180 


Pulp itnd pulp sheets 

As under— 

Bamboo. 

Grass. 

Paper. 

Straw. 

Wood. 

P/22 

60 

70 

300 

240 

180 


Pulpboard, N. O, C in 
bales or bundles 

Inc'udes— 

Cardboard. 

Duplex board. 
Greyboard. 

Millboard. 

Pasteboard. 

Ticket board. 

P/2 

65 

75 

400 

300 

! 

1 

ISO ! 

5 








Pulpboard, N. O. C. in 
cases.. 

Includes— 

Cardboard. 

Duplex board. 
Greyboard. 

Millboard. 

Pasteboard. 

Ticket board. 

P'22 

95 

no 

* 

400 

300 

180 

1 

! 

j 

Pulp, cotton (for filtering 
purposes) 

i 

P/22 

100 

120 

300 

240 

180 j 

Pushmina 

P/22 i 

100 

120 

270 

220 1 

150 1 

Push vehicles, children’s, 
N. 0. C. subject to a 
minimum weight for 
chaige of 20 seers per 
pacluige 

1 

P/20f i 

1 

130 

150 

j 

300 j 

240 1 

1 

: 

180 1 


Putty .. 

P/22 j 

65 

75 

400 1 

300 I 

180 1 



Putty 
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ANNEXURE V—contd. 


Articles 


General Classi¬ 
fication 

t 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



j Wagon- 
1 loads 

Smalls 

B.G. 

M.G. 

N.G. 


Raw materials for the 
manufacture of plastic 
materials—concld; 

Cellulose acetate 

moulding powder. 

Ebonite. 

Ethyle cellulose mould¬ 
ing powder. 

Ivory, synthetic. 

Malaminc forma’dehyde 
moulding powder. 

Nylon moulding, 

powder 

Phenol formaldehyde 
moulding powder. 

Phenol furfural mould¬ 
ing powder. 

Polystyrene moulding 
powder 

Polythlene moulding 
powder 

P. V. C. moulding 
powder 

Urea forma’dihyde 
moulding powder. 

Vulcanite. 


' 


• 



Rectified spirit (50° over 
proof and above) 

P 5 d 

. 95 

110 

■ 

270 

220 

150 


Redwood 

•• 

95 

110 

350 

280 

180 


Reeds and rushes 

P/I 

47.5 

60 

270 

220 

150 


Reeds writing .. 

P/2 

47.5 

60 

270 

220 



Reflex signs and Signals 
(when fitted with glass 
lenses; C} 

P/22 

100 

120 

300 

240 

180 

* 

Refractory bricks 

Include— 

Fire-bricks. 

Canister bricks. 

Silica bricks. 

P/30 

i 

45 

57.5 

CC 

CC 

CC 


Refiigerators electric 

P/22 ! 

1 

100 

120 

300 

240 

180 


Refrigerators, N. O. C. ... 

1 

P/22 

100 

120 

300 

240 

180 

■ 









2n 


V-conid. 


Articles 


Raw rnaierial:} Co/ the 
manufacture of paper or 
straw board to be book¬ 
ed to a paper or straw 
baird mii!.,—(concld.) 


Fibrous materials pressed P/1 
As under— 

A oe straw. 

F.ax straw. 

Hemp combings. 

Hemp cuttings. 

Jute cuttings. 

Jute waste. 

Linseed straw. 


Grass, dry 
Includes— 
Bankas, grass 
Bhoosa .. 
Chari 

Dhall Stalks 
Hay 

Kirby ,, 

Moonj 

Sabai 

Sirkee 

Straw 


Gunny waste and cutt¬ 
ings. 

Hemp netting, unservice¬ 
able or cuttings 
Newspapers and maga¬ 
zines, old 

Paper waste and cuttings 
Rags, other than oily rags 

Rope unserviceable or 
cuttings 
Salia logs 
Sib-er fir 
Spruce 

Ustxl Railway tickets 

Raw materials for the 
manufacture cf plastic 
ma erials 
I icludis- ■ 

Acrylic moulding 
powder 

Bakelite. 

Cellulose acetate buty¬ 
rate moulding powder 


P/24 


General Ctassi- 
ficatioii 


Minima weigiit 
conditions 
! applicable to 
j Wagon-load rates 


I '^oifd'r I i G. IM. G. ^N. G. 



Remarks 
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lNNEXURE V—contd. 




; Minima wei^t 
; Oaaeraiaassi- ! co^om 


Wagon-J s,^ ; b.O.Im.O. N.O. 


Raw matcrLui for the 
numufaciure of plastic 
ntai-- iais—conUd. 

CV.luU>sc acciatc 
inauldhtK potvder. 

rNr.ite. 

riti!ylccd*u*osc n'oala- 
irig poa<5ir. 

Ivory, synthetic. 

Malamine formt'dchyde 
moulding powtkr. 

Nylon 

itovtclcr 

■piwrii'! fo/nt ■ Idclij di. 

I H fWiPB r '-’-dw- 

ri;vi;oi ij'ti'sT. i ir.ouU* 
Ing ttewd*.*-. 

Polys*;, r.-nc jfiOUld'P;’ 
^Wder 

Hol>'h!c'.C 

powder 

P. V. C. OtOU’.!!! ii! 
powder 

Ure.s forii<4t d •liyde 
mou'oing powdf.. 

Vulcauit*. 


Reciified spirit (» ov'v 
proof and abo‘ c» 

p; fi 

95 

110 ‘ 

270 

220 

150 • 

1 

Redwood 

•• j 

95 

no i 

350 ^ 

280 

180 j 

% 

Reeds and rushes 

P/I 

47.5 j 

»i 

270 

220 

150 

Reeds writing .. 

P/2 

47.5 

60 

270 

220 

ISO 

Reflex sifms and isigrals 
(when fitted with glass 
lenses; C; 

P/22 

1 

ICO 

120 

300 

240 

180 

Refraciofy bricks 
lochidn— 

Flre-biicks. 

Ganhter bricks. 

Silica biicks. 

p;30 

45 

i 

57.5 

! 

! 

OC 

CC 

1 

OC 

’ 

ReT.igerators cicctsic 

Pi22 

10) 

i m 

1 

300 

! 240 

1 

180 

Refrigerators, N. O. C. ... 

P,7.2 

100 

j 120 

300 

1 240 

180 
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ANNEXURE V—contd. 


Artides 

General Chssi- 
fication 

1 

i - 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 


Wag )n- 

' loads 

1 

j Smalls 

1 

|b. G. 

M.G. 

;n.o. 


Reinforced concrete 

Includes— 

Beams .. .. P/20 

Columns .. .. P/20 

Pipes .. ,. P,'20 

Posts .. .. p/20 

Tanks etc. .. .. p/20 

1 60 

70 

300 

240 

180 


Relays for boihbs (for 
aircraft) .. .. p ; d 

180 


AQ 

{ 

! aq 

AQ 

j 

1 

1 

Rennet ,. .. P/22 

80 

95 

240 

j 200 

120 

! 

Resin .. ,. d 

65 

75 

400 

1 

: 300 

180 


Resin, synthetic ,, P/24* 

95 

no 

400 

j 300 

180 

*P/7 will apply 
when in lumps. 

Respirators (Gas masks) .. P/22 

130 

150 

300 

240 

180 


Ribs of palm leaves .. p/1 

47.5 

60 

200 

160 

100 


Rice, parched .. .. P/6 

80 

95 

350 

280 

180 


Rice pounders, wooden .. P/1 

60 

70 

300 

240 

180 


Rickshaws, in pieces or parts. P/20f 

no 

130 

300 

240 

180 


Rickshaws, subject to a mini¬ 
mum weight for charge of 4 
mainds per package .. P/20r 

130 

•• 

AQ 

AQ 

• 

AQ 


Road surface dressings, com¬ 
posed mainly of creosote, 
petroleum residue, pilch or 
tar oil, N. O. C. .. P/24 

Includes— 

Bitumen. 

45 

57.5 

CC 

500 

CC 

300 

CC 

180 

In tank wagons. 

Not in tank 
wagons. 

Road surface dressings, liquid, 
com posed mainly of 

creosote, petroleum residue, 
pitch or tar oil, having a 
flash point below 200 Pahr. 
but not below 76 Fahr. d. 

65 

75 

500 

300 

180 


Roburite No. 4 .. .. p ; d 

180 

• • 

AQ 

AQ 

AQ 


Rockite .. .. .. p ; d 

180 

*• 

AQ 

AQ 

AQ 


Rollers, stone 

70 

85 

CC 

CC 

CC 


Roofing felt or patent .. P/2 

70 1 

85 

400 

300 

180 1 

1 













General Classi¬ 
fication 


Wagon- Q 
loads ** 


Sandalf, wooden wi-h or wi.h- 
out straps .. .. P/5 


Sandalwood 
Includes— 

Sandalwood roots. 

S indalwood bark, chips and 
dust 

Sandstone 
Sathi food 
Saw dust, N. O. C. 

Saws 

Scented waters, N. O. C. .. 
Scents 

Sciendfic instruments, 

N. O. C. 

Seeling wax 

Seeds, batr.bco 


e;P/22 

e:P/2; 

p/30 

P/22 

P/5 

P/20f 

P/24 

c:P;x2 

e;P/2: 

p/32 

P;6 



42.5 CC 
95 350 


22J 

?i1 


ijifl 

yj 


Seeds common 
As under— 
Ambacssecd. 
Bowchee. 

Broom. 

Date ^eed. 

Gowar seed. 

Crass. 

Hemp. 

Hura. 

Jute. 

Kang seed. 

Kai£i. 

Kootoo 

Lonar. 

Lucerne. 

Methi. 

Sar^i seeds. 

Sawa. 

Senji. 

Tamaifaid. 

Ajwan seeds, N. O. C. 
Oori .nder 
Scapnut seeds.. 
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mXEXLRE V—contd. 


Article* 


i 

i OtfnitTJ'-j (.lus?/* 
ficatton 

Minima weijsht 
coi'i'.iitions 
appUeable to 
wagon-load rates 

Remarks 



Wagon- 
: loads 

Smalls 

B. G. 

M. O. 

N. G. 


Rubber reclaimed .. 

fV5 

I 

■ \10 

143 

4f0 

200 

UO 


Rubber solution, composed 
of rubber and napb ha 
havv'.g a fl.isi'Jrg point 








below 76° Fail.'... 

Rubber solution i-omposed 
of rubber and iiiii;htha 
havi.ig a drsi-i ;g point at 

p; d 

ISO 

f >0 

uo 

iOO 

1.V0 


or above 70° l-ahr.- 

p: d 

120 

140 

■i(0 

.iiiO 

180 


Rutile 

. 

100 

120 

cc 

t:c 

CC 


Saccharine 

P-22 

130 

.50 


280 

ISO 


Safes, iron or steel 

Includes — 

Steel ballot boxes. 

f, :of 

100 

120 

30; 1 

24(1 

ISO 


Saffron 

c;r'.:2 

130 

i:-0 

300 

200 

• so 


Sago, conunon, waste 


32.5 

42.5 

.300 

240 

180 


Sago, pearl 

P 22 

loO 

120 

45U 

.<00 

iSO 


Sailcloth .. 

PO 

SO 

i;S 


220 

150 


Salt, aivi.ine 

p; d 

130 

150 

50; / 

300 

ISC 


Salt earth or earth salt 
(See General Rule 4?) 

P6 

47.5 

60 

CC 

CC 

cc 


Salt for table use .. 

r/22 

95 

110 

500 

3C0 

180 


Salt, N. 0. C. 

IncluJcs— 

Hide salt. 

P,6 

35 

45 

545 

330 

Z20 


Sal petre crude 

(See G .naral Rule 49) 

d. 

32.5 

42.5 

450 

300 

180 


Saltpetre, refined .. 

(See General Rule 49) 

d. 

65 

75 

450 

300 

180 


Salt, refined, ia bags 

P/6 

70 

85 

545 

330 

220 


Samsoniia 

p; d 

180 


AQ 

AQ 

AQ 


Sam;oniic 

p; d 

180 


AQ 

AQ 

AQ 


Simsoni' c No. .1 .. 

P . d 

180 


AQ 

AQ 

AQ 


Sand 

Includes— 

Q . .r.z sand, 
di.ica sand. 

p;P/30 

30 

(OR) 

40 

(OR) 

CC 

CC 

CC 

RR rifles v ill 
tc 20 % higher. 





ANNEXURE V—contd. 


Articles 

i 

General Class!* 
ficalion 

1 

Minima weight | 
conditions 
applicable to ; 
wagon-load rates 


! 

i 

1 

Wagon¬ 

loads 

Smalls 

B. O. 

M a. In 

' 

.G. 

S ir.dal'.'.V.v deri wl h or wi.h- 


55 

ts 

300 

24(i: 

ISC j 

oui sirups 

P 5 
■ 




1 

; 

San M wood 

e:P,22 

95 

no 

350 

280 

180 : 

India';.-!.— 

Sun J .lw( cd roolf. 

S.lid.ilwood bark, chips and 


55 

65 

3C0 

200 

ISO i 

dust 

S.tndsionc 

P,3C 

32.5 

42.5 

cc 

CC 

CC 

Sad.ifjod 

P,22 

80 

-■)5 

350 

280 

130 1 

Suit' uusi. N. O. C. .. 

Pa 

47.5 

60 

210 

200 

120 

Saws 

I’.’Cf 

80 

95 

545 

.330 

22C ‘ 

Sicnlud waters, N. O. C. .. 

P/24 

150 

ISO 

300 

210 

180 ^ 

Scents 

e;P :2 

150 

180 

300 

240 

180 ! 

S:i;n.rfli instn ir.cnts, 
N.O.C.. 

c;?/2. 

130 

ISC 

400 

; 300 

180 

S.a U.ii wi>.\ 

P.2: 

65 

75 

300 

240 

180; 

Svvds, 1'Cn tc 0 .. .. 

r c 

8C 

95 

300 

240 

130 

Seeds coinincn 

P6 

37.5 

50 

1 




As unUci— 
AmbiK.dsxd. 
IJov.ciiw, 

Broom. 

UaiC eed. 

Ciow.ir sttcl. 

Grass. 

Homp. 

Huia. 

Jute. 

Kang seed. 

Kaii.;. 

Kootuo 

Lonar. 

Lucerne. 

Meit i. 

Sari i seeds. 

SaViii. 

Senji. 

Taniaiir.o. 

Ajw.in seeds, N. O. C, 

Coit.ndcr 

Sc apnut seeds.. 



f-450 300 180 


I}"! 


i ! 


240 ! 180 
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ANNEXURE V—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 1 
wagon-load rates j 

Remarks 



Wagon¬ 

loads 


B. O. jM. G, i 

1 i 

N. G. 1 


Seeds, N. O. C. .. 

Includes— 

Celery seeds. 

Suwa seed. 

P/6 

55 

65 

SCO 

240 

180 


Seeds rubber 

. P/6 

80 

95 

3C0 

240 

180 


Seeds til, scented .. 

P/7 

IOC 

120 

SCO 

240 

180 


Selenium 

P,24 

13C 

150 

SCO 

3CC 

18C 


Shanks .. 

P/22 

8C 

95 

270 

220 

150 


Shawls, fine, e. .. 

Includes— 

Cashmere shawls. 

P22 

150 

18C 

400 

300 

180 


Shells filled and fused 

p; 4 

180 


AQ 

AQ 

AQ 


Shells N.O.C. .. 

P/5 

80 

95 

200 

160 

100 


Shell, star 

p.d. 

180 

•• 

AQ 

AQ 

AQ 


Shrubs 

P/13 

80 

95 

270 

220 

150 


Shuttles 

P/22 

65 

75 

300 

240 

180 


Side-cars of bicycles, 
subject to a minimum 
weight for charge of 1 
maund per package 

P/20f 

130 

150 

300 

240 

180 


Side-cars of motor cycles, 
subject to a minimum 
weight for charge of 4 
maunds per package .. 

P/20f 

130 

. 

AQ 

AQ 

AQ 


Sieves 

P/22 

80 

95 

160 

120 

80 


Signals mortar smoke- 
Blue 

p. d. 

180 

« . 

AQ 

AQ 

AQ 


Signals mortar smoke- 
Red 

p.d. 

180 

. . 

AQ 

AQ 

AQ 


Signals mortar smoke- 
Yellow 

p.d. 

180 


AQ 

. 

AQ 

AQ 


Signs N. O. C. .. 

P/22 

100 

120 

400 

300 

180 


Sikakai 

P/5 

65 

75 

300 

200 

180 


Silicate cement .. 

P/24 

85 

100 

cc 

CC 

CC 

f 

Silicate of cotton 

P/5 

80 

95 

350 

280 

180 1 
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ANNEXURE V—contd. 


Articles 

i 

1 

General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B. G. 1 

i»I.G. 1 

4. G. j 


Silicate of soda .. 

P/24c 

37.5 

50 

400 

300 

183 


Silicawarc (Pure fused 
Silica) 

P/22 

1 

130 

150 

300 

240 

180 


Silicol . 

p;d. ^ 

150 

180 

350 

280 

183 


Silico manganese 

P/6 1 

55 

65 

CC 

CC 

CC 


Silk raw or in cocoons e. 

P/22 

too 

120 

300 

240 

180 


Silk waste 

P/6 

too 

120 

300 

240 

180 


Sillimanite (Silica of 
alumina) 

P/30 

45 

37.5 

CC 

CC 

CC 


Sire 

P/22 

80 

95 

450 

300 

180 


Slag .. 

P/30 

32.5 

42.5 

CC 

CC 

CC 


Slate pencils 

P/22 

55 

65 

450 

300 

180 


Slates in tiles or slabs 

P/30 

60 

70 

CC 

CC 

CC 


Slates writing .. 

P/22 

55 

65 

450 

300 

180 


Smoke balls 

Smoke Generators, 
smoke candles 

P;d 

180 

•• 

AQ 

AQ 

1 

AQ 


P id 

180 

. * 

AQ 

AQ 

AQ 


Smokeless diamond 

p; d 

180 

. . 

AQ 

AQ 

AQ 


Snaps, when contained in 
fully manufactured 

Christmas or bonbon 
crackers 

d 

120 


AQ 

AQ 

AQ 


Snuff .. 

Includes— 

Medicated snuff. 

p/22 

1 100 

120 

350 

280 

180 


Soap 

Includes— 

Liquid Soap. 

P/22 

P,24 

^ 70 

! 

1 

i 

85 

500 

1 

300 

180 


Soapnuts 

P/5 

1 47.5 

60 

300 

240 

180 


Soapsand 


! 60 

70 

400 

300 

180 


Soap-stock (bye-product 
obtained in refining 
cotton-seed or other 
oil with caustic soda; .. 

P/24 

1 47.5 

1 

60 

500 

300 

180 





ANNEXURE V—contd. 


Minima weight i 
Genera! Oassi- 1 conditions 
fication applicable to j 

Articles wagon-load rates I 




B.G. 

M. G. 

N. G. 

Soapstone 

32.5 

42.5 

CC 

CC 

1 CC 

i 

i 

Includes— 

French chalk P/6 

Soapstone powder .. P/6 





Steatite .. .. P/6 

Talc .. ..P/6 

1 

1 

i 

j 


! 

I 

Soapstone, dressed .. P/20 

i 55 

65 

CC 

CC 

i 

CC 

Inclutles— 

Soapstone tiles or 
slabs 

Soda crj’stals or soda ash. P/6 

i 

i 

1 

37.5 

50 

: 

500 

! 

1 

1 

1 

300 

180 

Sodium .. .. P ; d 

15C 

180 

400 

300 

180 

Sodium bisulphate .. P/24c 

47.5 

60 

400 

300 

180 

Sodium bisulphite .. P/24c 

60 

70 

400 

300 

130 

Sodium fluoride .. P/24c 

70 

C5 

400 

300 

180 

Sodium fluosilicate .. P/6 

70 

85 

400 

300 

180 

Sodium formaldehyde 

sulphoxylate .. .. P/24c 

95 

no 

400 

300 

ISO 

Sodium hypochlorite 

solution or electro¬ 
lytic chlorine in 
bottles, packed in cases. P/24c 

100 

120 

500 

300 

• 

180 

Soc’i ini hypochlorite 

solution or electro¬ 

lytic chlorine in drums. P/24c 

60 

70 

500 

300 

] 

! 

! 

ISO 

Sodium perborate .. P/24c 

130 

150 

400 

300 

180 

i 

Sodium phosphate .. P/24c 

60 

70 

400 

300 

180 1 

Includes— 

Disodium phosphate. 

Monosodturo phos¬ 
phate. 





Sodium niiphidc .. P, 24c 


85 

400 

300 

180 j 

Sodium sulphite .. P/24c 

TO, 

85 

400 

300 

180 1 

Sodium (anthate .. p ; d 

; 

65 

75 

400 

300 

ISO 1 

Sola.P/5 

80 

95 

270 

220 

150 i 

Sola hats .. .. P/22 

100 

120 

270 j 

220 

150 ! 

1 


n.."iiarks 







ANNEXURE V—contd 


Articles 

■ General Classi- 
1 fication 

Minima weight • 
conditions 1 

applicable to i 

wagon-load rates 



! Wagon* 
j loads 

Smalls 


M, O. 

N.G. 

Solder .. 

Includes— 
Brazing metal. 

.. P/22 

i too 

1 

•• 

t 

i 

120 

400 

300 

1 

180 1 

1 

I 

S<.ddcring fluid .. 

.. d. 

m 

70 

400 

300 

180 

Solidified fuel stoves 
with fuel and refills 
for solidified fuel stoves, p ; d 

! 

i RO 

95 

270 

220 

ISO 

Soopdahs 

. P/1 

1 80 
t 

95 

240 

160 

120 

S.torinceo wood 


I 80 

95 

350 

280 

180 

Soya, beans 

.. P/6 

i 65 

1 

75 

450 

300 

180 

Spangles 

.. P/22 

; 130 

150 

300 

240 

180 

Sparklets 

.. P./22 

> 80 

I 

95 

240 

160 

120 

Special Gelatine 
strength 

30-i,, 

.. p;d 

i 180 


AQ 

AQ 

AQ 

Special Gelatine, 
strength 

■15% 

•. p; d 

180 

.. 

AQ 

AQ 

AQ 

Sixtdal Gelatine, 

90% 



AQ 

AQ 

AQ 

strength 

.. p ; d 

180 


.Special Geintine, 
strength 

80% 

.. p ; d 

; 180 


AQ 

AQ 

AQ 

Special Gelatine, 
strength 

75% 

.. p; d 

1 180 


AQ 

AQ 

AQ 

Special Gelatine, 
strength 

00 % 

.. p;d 

1 

j ISO 

. , 

AQ 

AQ 

AQ 

Spectacles. 

.. c: p/22 

! 150 

180 

400 

300 

180 

Spent blenching 
<jr earth 

clay 

.. P/30 

i 

32 5 

42.5 

CC 

CC 

CC 

Sr T.t c.Kidc of iron 
purifier-: .. 

from 

.. p :d 

47.5 

60 

•too 

300 

180 

Spices .. 

As under— 
Caraway seed. 
Cardamoms. 
Cassia. 
Cinnamon. 
Cloves. 

.. P/7 

100 

i 

120 

1 

: 

■ 

1 

300 

i 

240 

■ 

180 


Remark.-, 
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ANNEXURE V—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 


1 

1 

Wagon- 

loaJs 

Smalls 

B. G. 

M. G. In. G. 

1 


Spices—concld. 

Jt«ra seed black. 

Mace. 

Nutmeg. 

Pepper, N. O. C. 

Sahjeera. 

Spices, N. O. C, 








Spirits, wines and cordials 
(in bottles or in jars 
packed in cases or 
hampers) imported 

Includes— 

Liquor. 

P/23 

120 

140 

300 

240 

180 


Spirits, wines and cordials 
(not in bottles or in 
jars) imported 

Includes— 

Liquor. 

P/24 

110 

130 

300 

240 

180 


Spirits, wines and cordials, 
country (below 50* 
over-proof havins; a 
flashing point below 
76*Fahr.) .. .. p 

As under— 

Arrack, 

Liqu.r, 

Mowha spirit. 

Toddy. 

;d 

JOO 

120 

300 

240 

180 








> 

Spirits, wines and cordials, 
country (below 50' over- 
proof having a flashing 
point at or above 76 Fahr.) 
As under— 

Arrack. 

Liquor. 

Mowha spirit. 

Toddy, p. 

p/24 

100 

120 

300 

240 

180 


Spirit varnish 

p; d 

95 

110 

270 

220 

150 


Splints for matches 

p/22 

70 

85 

200 

160 

100 


Sponges .. 

P/22 

150 

180 

160 

120 

80 


Spoons wooden .. 

P/5 

80 

95 

300 

240 

180 


Stable kit.. 

P/2 

70 

85 

200 

160 

100 


Stain'ess steel sheets or rods. 

P/I 

85 

100 

450 

300 

180 
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ANNEXURE V—contd. 


Articles 


General Classi¬ 
fication 

Minima weight j 
conditions | 

applicable to ! 

wagon-load rates | 



Wagon¬ 

loads 

1 Smalls 

t 

B.G. 

M.G. 

N.G. 

Stainless steel ware 
Includes— 

Stainless steel pipes. 
Stainless steel tubes 

.. P/22 

100 

i 

1 

1 

1 120 

300 

1 240 

i 

180 

Stains, nitrcxellulose 

.. p; d 

i 130 

180 

300 

240 

180 

Stamped paper, e. 

.. P/23 

130 

150 

400 

300 

180 

Stamps, e 

.. P/23 

130 

150 

400 

300 

180 

Stannic CUoride .. 

.. p; d 

180 

• . 

AQ 

AQ 

AQ 

Starch in tins 

.. P/22 

80 

95 

350 

280 

180 

Starch, N. O. C. .. 
Includes— 

Arrow root flour 
in bags 
or casks 

Gluten starch 

Maiie flour in bags 
Potato flour in bags 
Sago flour in bags 
Tamarind seed flour 
Tapioca flour in bags 

.. P/6 
.. P/22 
.. P/6 
.. P/6 
.. P/6 
.. P/6 
.. P/6 
.. P/6 

47.5 

60 

430 

300 

180 

Stationery, N. O. C. 

.. P/22 

100 

120 

300 

240 

180 

Statuary, e. 

.. P/20 

150 

180 

CC 

CC 

CC 

Stearine .. 

.. P/6 

80 

95 

300 

240 

180 

Steel grit.. 

.. P/5 

80 

95 

CC 

CC 

CC 

Steel wool 

.. P/22 

80 

95 

300 

240 

180 

Stencil paper 

.. P/22 

100 

120 

400 

300 

180 

Stencil plates 

.. P/22 

80 

95 

545 

330 

220 

Sticks, walking 

.. P/22 

130 

150 

300 

240 

180 

Stone, cut or engraved 

. . P/20 

80 

95 

CC 

CC 

CC 

Stone flour 

.. P/6 

47.5 

60 

CC 

CC 

CC 

Stone, moss or flower 

.. P/7 

60 

70 

CC 

CC 

CC 

Stone, N. O.C. 

Includes— 

Chakees, stone. 
Felspar. 

Flagstone. 

Ghantees. 

Jatta. 

.. P/30 

32.3 

42.5 

CC 

1 

. 

CC 

CC 

. 


Remarks 


19 
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ANNEXURE V—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B. G. 

M. G. 

1 

In. g. 

! 


Stone N. O. C.—concld. 

Kooringhee stone. ’ 

Koorum stone. 
Korandum. 

Mill stones 

Quartz. 

Sils and lohras. 

i 







Stone pumice 

PIS 

80 

95 

300 

240 

180 


Stoneware, N. O. C. 

Pj20 

65 

75 

300 

240 

180 


Stont ibel .. 

p ; d 

180 


AQ 

AQ 

AQ 


Stoves, N. O. C. .. 

Includes— 

(lookers, toasters, etc., 
other than electric. 

P/20f 

100 

120 

270 

220 

150 


Strawboard boxes empty 

P/22 

80 

95 

400 

300 

180 


Strawboard, N. 0. C 

P/2 

1 

60 

70 

400 

300 

180 


Straw envelopes .. 

p/22 

70 ; 

85 

400 

300 

180 


Submarine Blasting Gelatine 

p: d 

180 


AQ 

AQ 

AQ 


Sugar, .. .. P/6 B; 

Includes— 

Shukkur (sugar not ground 
or powdered jagree). 

S/29 

65 

75 

545 

330 

220 





Sugar candy 

P/6 

70 

85 

500 

300 

180 


Sugarcane 

P/30 

42.5 

55 

270 

220 

150 


Sugarcane juice 

P/24 

65 

75 

300 

240 

180 


Sugar clarifiers (chemical), 
N. 0. C. 

P/24 

85 

100 

400 

300 

180 


Sulphate of alumina 

Includes— 

Alumino ferric. 

P/30 

40 

52.5 

400 

300 

180 


Sulphate of salt .. 

P/6 

130 

150 

400 

300 

180 


Sulphate of soda 

P/6 

37.5 

50 

400 

300 

180 


Sulph ate of zinc .. 

P/6 

100 

120 

400 

300 

180 


Sulph ited cellulose extract .. 

P/24C 

47.5 

60 

300 

200 

180 


Sulph ar . . 

(See General Rule 49) 

P/30 

47.5 

60 

400 

300 

1 

180 

1 

1 
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ANNEXURE V—contd. 


Articles 

General Classi¬ 
fication 

1 

i 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 


Wagon¬ 

loads 

SmaUs 

B.G. 

MG. 

N.G. 


Sulphurous acid gas, compres¬ 
s' or liquefied (Sulphur 
dioxide) .. p ; d 

1 150 

1 

180 

500 

300 

180 


Sulphuretted hydrogen, com¬ 
pressed or liquefied. .. p:d 

150 

i 

180 

500 

300 

180 


Surgical dressings .. ,. P/2A 

Includes— 

Bandage. 

Cotton wool 

Gauze. 

Lint 

130 

150 

300 

240 

180 


Surgical instruments .. P/22 

150 

180 

400 

300 

180 


Survey instruments and appli¬ 
ances, e. .. .. P/22 

130 

150 

400 

300 

180 


Sweetmeats, Indian .. P/22A 

Includes— 

Cakes, Jalebies, Roso- 
gollas, Sandesh, etc., 

(made of flour, sugar 
and ghee or oil and 
which are of an easily 
perishable nature) 

55 

65 

240 

160 

120 


Laddoos. 

Swords .. ., .. P/22 

(See General Rule 49) 

130 

150 

300 

240 

180 


Tabulating machines and 
parts .. .. P/22 

Includes— 

Calculating machines. 

130 

150 

300 

240 

180 


Tallow .. P/6 

Includes— 

Non-edible vegetable 

tallow, 

60 

70 

300 

240 

180 


Tamarind .. P/5 


70 

400 

300 

180 


Tanning extract of all kinds. P/S 

60 

70 

300 

200 

180 


Tanstiiir, N. 0. C. i.e., 
bark, leaves, nuts, or 
firuPs, used in tanning .. P 5 

32.5 

42.5 

300 

200 

180 


Tape, wool .. P'22 

100 

120 

300 

240 

180 


Tapi jca in tins .. .. P,'22 

95 

no 

350 

280 

180 


Tapioca, sundried .. P. 6 

Includes— 

Tapicca chips. 

55 

65 

450 

300 

180 



I 9a 
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ANNEXURE V—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 



■ 


Tar 

Tarpaulins 

Includes— 

Water-proof gunny 
cloth. 

P/24 

P/6; S/5 

45 

95 

57.5 

no 

CC 

450 

400 

CC 

300 

300 

CC 

180 

180 

In tank wagons. 
Not in tank 
wagons. 

Tarstil.. 

P/24 

55 

65 

450 

300 

180 


Tarter emetic 

p ;<i 

150 

180 

400 

300 

180 


Tea 

p/27 

no 

130 

350 

280 

180 


Tea chest fittings metal .. 

P/22 

70 

85 

450 

300 

180 


Tea chests, made up 

• • 

55 

65 

120 

100 

80 

i 

Tea seed 

P/22 

100 

120 

300 

240 

180 

i 

Telegraph and telephone 
instruments 

P/22 

150 

180 

300 

240 

180 


Telegraph and telephone 
materials, N. O. C. 

P/22; 

S/14 
e; P/23 

95 

no 

300 

240 

180 


Telescopes 

150 

180 

400 

300 

180 


TereWne or sundryers 

p;<i 

SO 

95 

400 

300 

180 


Terracotta ware 

P/9 

65 

75 

300 

240 

180 

! 

Thermite A. R. P. Bombs. 

p ;<! 

180 

• • 

AQ 

AQ 

AQ 


Thread, gold or silver 

e; P/22 

150 

180 

300 

240 

180. 


Threiid, gold or silver 
imitation 

P/22 

130 

150 

300 

240 

i 

180 


Tiles, common (Fltwring).. 

P/20 

60 

70 

CC 

CC 

CC 


Tiles, common (Roofing).. 

P/20 

30 

(OR) 

40 

(OR) 

CC 

CC 

CC 

RR rates will be 
20 “i higher. 

Tiles, flooring, earthen .. 

P/20 

32.5 

42.5 

CC 

CC 

CC 


Tiles, glazed and orna¬ 
mental 

P;20 

95 

no 

CC 

CC 

CC 

1 

j 

Tiles, glazed, not orna¬ 
mental 

P/20 

55 

1 

1 65 

1 

CC 

CC 

CC 1 


l^berN.O.C. 

• • 

40 

52.5 

350 

280 

180 1 


Tin dross (containing not 
mo re than 50 % tin) 

P/16 

85 

100 

400 

300 

180 
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ANNEXURE V-contd. 


Artklet 


General datai* 
ficaiion 

1 

Minima weight 
conditions 
applicable to 
taagon-load rates 

Remarks 



Wagon -1 

loads ; 
1 

Smalls 

1 

B.a.j 

M.G. IrG. 

1 


Tin fwil 

p;22 1 

1 no 

( 

130 

300 


180 


Tin ingois. sheets or blocks. 

- - 

100 

120 

350 


180 


Tinnedwart, N. O. C. 

P22 

95 

no 


240 

180 


Includes— 

Hand spr.iyers made 
or:inned plate or sheet 




1 




Tinning materials 

P22 

80 

95 


300 

180 


Tin plate or tinned sheet 
scrap 

P30; 

S 19 

32.5 

42.5 

cc 

CC 

CC 


1 insci .. 

P22 

130 

150 


240 

180 


Tinsel, glass 

e;P22 

100 

l») 


240 

180 


Tipping wagons 
includes— 

rippicre. 

•• 

75 

90 

270 

220 

ISO 


Tiunnim potassium oxalate 

p:«l 

130 

ISO 


300 



Titanium tetrachloi idc .. 

P id 

ISO 

• • 

AQ 

AQ 

AQ 


Title deeds 

e;P22 

ISO 




180 


Tobacco, country, manu* 
factured 

Includes— 

Biddy tobacco, i.e.. 
broken or cut 
tobacco ready for 
use in making 
biddies. 

Hookah tobacco or 
tobacco which has 
been subjected to a 
certain aromatic 
process. 

pio 

100 

120 


240 

180 


Tobacco.eountry unmanu* 
factur^ 

Includes— 

Cured or dried tobacco 
leaves separated 

from stalks. 

Raw tobacco (green 
tobacco leaves). 

Tobacco butts. 

Tobacco butts, dust. 

Tobacco dust. 

Tobacco stalks. 

P7 

1 

95 

1 

I 

! 

no 

300 

240 

1 


■ 
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ANNEXURE V—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 



Wagon¬ 

loads 

! Smalls 

1 

B. G. Im. G. 

! 

N. G. 

Tobacco, imported 

P/23 

120 

140 

300 

240 

1 

1 180 

Toilet requisites, N. O. C. 
Includes— 

Brushes, hair, nail, 
shaving and tooth. 
Sanitary Towels. 

P 22 

100 

i 120 

j 

300 

240 

180 

Toluol. . 

p;d 

100 

1 120 

270 

220 

150 

Tonite or cotton powder 
No. 1 

p; d 

180 

.. 

AQ 

AQ 

AQ 

Tonite or cotton powder 
No. 2 

p ; d 

' 

180 


AQ 

AQ 

AQ 

Tonite No. 3 

P ; d 

180 


AQ 

AQ 

AQ 

Tools, N. O. C. .. 

Includes— 

Boring tools. 

Hand punches. 

P 22 

95 

no 

300 

240 

180 

Tortoise shell 

Toys, bamboo, clay and 
wooden 

P/22 

100 

120 

200 

160 

100 

P 22 

47.5 

60 

300 

240 

180 

Toys, N.O.C. .. 

P/22 

85 

100 

300 

240 

180 

Trailers, N. O. C. 

Subject to a minimum weight 
for charge of 50 maunds 
for the first trailer loaded 

f 

1 

1 

110 

1 

AQ i 

1 

i 

AQ 

AQ 


Remarks 


in 4-wbeeled or 6-wheeled 
wagon and to a minimum 
weight for charge of 100 
maunds for either one or 
two trailers loaded in a 
bogie wagon—For every 
additional trailer exceed¬ 
ing one in a 4-wheeled or j 

6-wheeled wagon and for j 

every additional trailer i 

exceeding two in a bogie 
wagon, the minimum 
weight for charge will be 
30 maunds. 

If the number of trailers loaded in a 4-wheeled or 
6-whee led wagon exceeds two and in the case of a 
bogie wagon exceeds five, charges will be levied on 
the actual weight subject to a minimum weight for 
charge of 100 maunds per 4-wheeled or 6-wheeled 
wagon and 200 maunds per bogie wagon. 
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ANNEXURE V-^ontd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B. G. 

M.G. 

N. G. 


Treacle, refined in bottles or 
tins 

P/22 

100 

120 

300 

240 

180 


Trenails 

P/5 

55 

65 

545 

330 

220 


T richlorethylene (Etheylene 
Trichloride) .. 

P/24c 

130 

150 

270 

220 

150 


Tricycles, subject to a mini¬ 
mum weight for charge of 

2 maunds per package .. 

P/20f 

130 

150 

300 

240 

180 


Tricycles and scooters, 
children’s, subject to a 
minimum weight for 
charge of 20 seers per 
package 

P/20f 

130 

150 

300 

240 

180 


Tricycles, component parts 
of ., 

P/22 

130 

150 

300 

240 

180 


Tri-nitro-toluol, commer¬ 
cially pure 

p; d 

180 

• • 

AQ 

AQ 

AQ 


Trisodium phosphate 

P/7Bc 

55 

65 

400 

300 

180 


Trollies 

f 

120 

140 

270 

220 

150 


Trunks, N. O. C. 

P/20 

110 

130 

120 

100 

80 


Tubes for firing explosives. 

P; d 

180 

•• 

AQ 

AQ 

AQ 


Tubs, bath, earthenware or 
fire-clay 

p/20 

80 

95 

300 

240 

180 


Tubs, bath, enamelled 

p/20 

95 

110 

300 

240 

180 


Tubs, bath, marble (includ¬ 
ing Baroda Green) 

e ; P/20 

100 

120 

1 

cc 

CC 

CC 


Tubs, bath, N. O. C. 

P/20 

80 

95 

545 

330 

220 


Turmeric 

P/6 

70 

85 

500 

300 

180 


Turpene 

p: d 

100 

120 

400 

300 

180 


Turpentine, oil or spirits of 
Includes— 

Mineral turpentine. 
Mineral turpentine 

extract. 

p; d 

95 

no 

400 

300 

180 


Turpentine substitutes 

p: d 

80 

95 

400 

i 300 

1 

180 


Tuthroots 

P/5 

80 

95 

400 

300 

180 
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ANNEXURE V—contd. 


Articles 

j 

1 

General Classi- ; 
fication 

! 

Minima weight | 
conditions | 

applicable to j 

wagon-load rates ! 

Remarks 


t 

i 

Wagon¬ 
loads : 

Smalls ! 

1 

B. G. M. G. iN. G. j 

! 1 i 

Twine (string), N. O. C. .. 

P/22 

85 . 

100 1 

1 

300 

240 : 

180 j 


Type metal dross 

P/5 

55 : 

65 

cc 

CC 

CC 


Types 

P/22 

no; 

130 

cc 

cc 

cc 


Typewriting machines 

P/22 

100 : 

120 

300 

240 

180 


Umbrella, cotton or artifi¬ 
cial silk 

P/22 

80 

95 

300 

i 

240 

180 


Umbrella fittings 

P/22 ' 

80 

95 

450 

300 

180 


Umbiellas, leal' .. 


80 ! 

95 

120 

100 

80 


Umbrellas, silk .. 

e ; P/22 

too 

120 

300 

240 

180 


Unclassified goods. 

(See General Rule 73).. 

. . 

180 


AQ 

AQ 

AQ 


Urea. 

P/7 

100 

120 

400 

300 

180 


Uranium oxide .. 

P/24C 

130 

150 

400 

300 

180 


Valoiiia 

Vam ish having a flash point 
below 200° fahr. but not 
below 95° Fahr. 

P/5 

100 

120 

300 

200 

180 


d 

75 

90 

400 

300 

180 


Varnish, N. O. C. 

p; d 

95 

110 

400 

300 

180 


Varnishes, nitrocellulose .. 

p: d 

150 

180 

300 

240 

180 


Vegetable black .. 

p; d 

95 

110 

400 

300 

180 


Vegetables, dehydrated 
Includes— 

Dehydrated cabbages. 
Dehydrated potatoes. 

p/22 

95 

110 

300 

240 

180 


Vegetables, N. 0. C. 
Includes— 

Cow-pea, green. 

p; P/5 

42.5 

(OR) 

55 

(OR) 

270 

220 

150 

RR rates will be 
20% higher. 

Veneers for matches 

p/22 

70 

85 

200 

160 

100 


Verdigris 

P/24c 

130 

150 

500 

300 

180 

Verraicelli 

P/22 

100 

120 

350 

280 

180 

Vermiculite, expanded 

P/3 

85 

100 

CC 

cc 

CC 1 

Vermiculite, raw 

P/5 

80 

95 

1 

cc 

cc 

I CC 
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ANNEXURE V—contd. 


Articles 


Minima weight 

General Classi- j conditions 
ncation applicable to 



1 1 wagon-load rates 

1 - -.__ L. _ 

Wagon¬ 

loads 

Smalls B. G. 

M. G. 

j j 

jN. G. 1 

Victor powder No. 2 

p: d 

180 

1 

.. i AQ 

AQ 

AQ : 

Vinegar 

P/24 

80 

95 1 400 

300 

180 j 

Vinesthene (Di-Vinyl Ether) 

p; d 

I 

150 

180 270 

220 j 

150 ; 

Vulcanizing solution, inflam- 





! 

mable 

p: d 

150 

180 400 i 

300 

180 [ 

Vulcanizing solution non- 


1 

i ! 

! 

i 


Remarks 


v*-sjinposea 

of carbon tetrachloride or 
similar non-inflammable 
solvent and rubber) .. P/24 

Wagons or vehicles railway. P/ 20 f 

Wagons or vehicles. Rail¬ 
way, unassembled com¬ 
ponent parts of .. P/20f 


Walnut wood .. 

Includes— 

Walnut wood bark .. P /5 

War rockets .. .. p ; j 

Washers, coir .. .. p /5 

W'ashers, paper ., .. p /22 

Waste rock crystals .. p /5 

W aste refuse .. .. p/] 

Watches .. .. e ; P/23 

■'l^des- •• •• 

Distilled water. 

Waterproof goods .. p/22 

Waterproofing liquids, 
powders or compounds, 
non-inflammable .. p /24 

Water softening materials 
(lorwatersofteningplant) P/24 

,i\ cloth .. .. p /6 

Wax manufactured, N.O.C. P/22 

W ax, refined, N. O. C. .. P /22 


100 j 120 400 300 180 
75 90 300 240 180 

75 90 300 240 180 | 

80 95 350 280 180 

180 j .. aQ AQ AQ 
60 70 270 220 150 

60 70 300 240 180 

60 70 CC CC CC 

65 75 270 220 150 

50 180 400 300 180 

5 37.5 CC CC CC 

00 120 400 300 180 

?5 no 300 240 180 

SO 95 500 300 180 

)0 120 400 300 180 

•0 150 300 240 180 

•0 120 300 240 180 
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ANNEXURE V—contd. 


Articles 


Wax unrefined.N.O.C. .. I 

Weed killer, liquid, arsenical t 

Weed killer, liquid, non- 
arsenical .. ■ • I 

Weed killer, liquid (non- 
poisonous) . ■ • • I 

Weed killer (powder) 
arsenical • ■ ■ • 1 

Weed killer (powder) non- 
arsenkal .. • • 

Wheels of all kinds (with or 
without axles attached), 
fitted with rubber tyres 

Wheels wooden .. 

Whips .. 

White ai scnic 

White n eial 

Window frames, glazed .. 

Wines (non-alcoholic) 
Includes— . 

As: vas and arishtas 
(lon-alcoholic Indian 
medicated wines). 


Minima weight 

General Classi- conditions 

fication applicable to 

wagon-load rates 

! Smalls B. G. M. G. N. G. 
loads I 

_L 

- ^ ^ 

300 240 180 

300 240 180 

55 65 300 240 180 

55 65 300 240 180 I 

130 150 400 300 180 

! 65 I 75 400 300 180 


no I 300 240 180 
60 300 240 180 
150 400 300 180 
120 400 300 180 
120 400 300 180 
120 I 300 240 180 
120 1 300 240 180 


Remarks 


Wire, gold or silver imita- 
tion .. • ■ • • 

Wire, gold or silver plated .. e ; P/22 

Wolfram • ■ ■ • 

Wood preservatives (non- 
dangerous) .. • ■ 

Includes— 

Sleeper oil. 

Timber oil. 

Wood oil. 

Wood wool (shavings) .. P/5 

Wooden articles, N. O. C.. P/5 

Wooden ‘ T ’ squares .. P/22 


150 300 240 180 
150 300 240 180 
130 400 300 180 


85 300 240 180 


70 240 200 120 ' 

65 300 240 180 

120 300 240 180 
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ANNEXURE V-concld. 


Articles 


General Classi- 
1 fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

1 

Remarks 



Wagon¬ 

loads 

i Smalls 

1 

B. G. 

!m. g. 

1 

N. G. 


Wool, full-pressed 
Includes— 

Wool undressed. 

. P/21 ; 
5/15 

95 

j 

no 

j 

400 

1 

; 300 

j 180 

1 


Wool, half-pressed 
Includes— 

Wool undressed. 

. P/21 ; 
S/15 ■ 

120 

j 140 

j 

270 

220 

150 


Wool loose 

Includes— 

Wool undressed. 

. P/5; 

S/15 

130 

1 150 

120 

100 

80 


Wool waste 

. P/5; 

S/30 

95 

1 no 

i 

300 

240 

180 


Xylol. 

. p ; d 

100 

1 120 

270 

220 

150 


Yak tails 

. P/22 

100 

1 120 

120 

100 

80 


Yams .. 

Includes— 

Dried yams. 

. P/5 

45 

; 57.5 

1 

i‘ 

400 

. 300 

180 


Yeast dry. 

. P/22 

80 

'■ 95 

400 

300 

180 


Zahir mohra khatai 

. e ; P/22 

150 

180 

300 

200 

180 


Zinc dross 

. P/7 

65 

75 

cc 

CC 

CC 


Zinc dust 

. p : d 

130 

150 

400 

300 

180 


Zinc foil 

. P/22 

110 

130 

400 

300 

180 


Zinc ingots or slabs 


70 

85 

CC 

CC 

CC 


Zinc ore 

Includes— 

Zinc blende. 

P/30 

60 

70 

cc 

cc 

CC 


Zinc phosphide .. 

• p; d i 

no 

130 

400 

300 

180 


Zinc scrap 

P/7 

65 

75 

CC 

CC 

CC 


Zinc sheets or rods 

P/1 

75 

90 

450 

300 

180 


Zinc stearate 

P/24c i 

130 

150 

400 

300 

180 


Zincware 

As under— 

Zinc pipes. 

Zinc tubes. 

’ Zincware, N. O. C. 

. P/22 

i 

95 

no 

300 

! 

240 

1 

i 

180 

j 

i 


Zinconium ore .. 

I 

p/30 1 

60 i 

! 

70 ! 

j 

ccj 

cc 

cc 










ANNEXURE VI 


Schedule of on-Load conditions, proposed by Sri. I. S. Puri 

and Si I*. Bhandarkar, for Broad Gauge Wagons. 
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ANNEXURE VI 



1 ' Aal root .. 

2 Abrasives manufactured 

3 i Absolute alcohol .. 

4 Acetate of lime 

5 1 Acetone .. 

6 Advertising boards or signboards • • 

7 Agar (aloe wood, eaglewood and lignaloes) 
t, Ak floss, full pressed 

,;, Ak floss, half pressed 

10 Albums .. 

11 Alum 

12 Aluminate of soda.. 

13 Amber . • 

14 American cloth 

15 Ammonium bicarbonate - ■ 

16 Amyl alcohol 

17 Aniline oil 

18 1 Arrow root 

19 I Arrow root flour N. O. C. 

20 Arsenic . • 

21 Arsenic, oxides of . • 

22 Arsenious acid 

23 Art pottery 

24 Arvi 

25 Asafoetida dry 

26 Asafoetida liquid . • 

Asbestos manufactured 

Asbestos cement products .. 

29 Asbestos crude 

30 Athletic appliances 

- • 


27 

28 



300 

(Not in tank wagons) 
C. C. 

300 
500 
500 
550 
400 

c. c. 

500 
500 
450 
450 
500 
300 

Like Concentrated 

ethyl fluid. 

550 

C. C. 

500 

500 

500 

350 

450 

500 

500 

400 

400 

450 

450 

c. c. 
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ANNEXURE Vl—contd. 


Seria 

No. 

Commodity. 

Maunds. 

32 

Bags, cotton 

I 450 

33 

Bags, N. O. C. 

C. C. 

34 

Bamboo chicks 

400 

35 

Bamboo chips, cuts, splits and splints N. O. C. 

400 

36 

Bamboo crushed, N. O. C. .. 

400 

37 

Bamboo handles for cheap umbrellas 

400 

38 

Banderol (Excise) .. 

500 

39 

Barium carbonate .. 

500 

40 

Barium hydrate (Barium hydroxide) .. 

500 

41 

Barium peroxide 

500 

42 

Barium sulphide .. 

500 

43 

Bars, sash and sky, iron or steel, galvanised or coated with lead or 
with anti-rust solution. 

c. c. 

44 

Baskets, common, country .. 

350 

45 

Baskets, N. O. C. .. 

350 

46 

Beads, coral 

450 

47 

Beads, N. O. C. .. 

450 

48 

Benjamin.. 

500 

49 

Bicarbonate of potash 

500 

50 

Bicarbonate of soda .. .. .. .. j 

500 

51 

Bichromate of potash .. .. .. ., .. i 

500 

52 

Bichromate of soda 

500 

53 

Bicycles, children’s, subject to a minimum weight for charge of 20 
seers per package. 

450 

54 

Bicycles, fitted with auto-wheel attachments subject to a minimum 
weight for charge of two maunds per package. 

450 

55 

Bicycles, subject to a minimum weight for charge of one maund per 
package. 

450 

56 

Bisulphide of carbon. 

300 

57 

Blankets, cotton or woollen.. 

450 

58 

Blotting paper in bales or bundles ,. .. ! 

500 

59 

Boards, patent, insulating or building (ceiling, wall or flooring) ' 

500 

60 

Bones 

400 

61 

Books 

c. c. 
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Serial 

No. 

I Commodity 

Maunds 

122 

Concentiatcd ethyl fluid (solution of lead tetra ethyl in ethylene 

dibromide). 

To be enquired into. 

123 

Copperas green (sulphate of iron) 

500 

124 

Copper coated iron or steel wire 

C. C. 

125 

Coral ., ,, .. .. .. .. 

450 

126 

Cotton (raw), full pressed .. 

c. c. 

127 

Cotton (raw), liaif pressed .. 

400 

128 

Cotton string or twine 

450 

129 

Cotton wadding ,. 

400 

130 

Cowrecs .. .. .. 

400 

131 

C. P. Msthanol. 

300 

132 

Cricket kit and accessories .. 

450 

133 

Crucibles or cupels, cement, earthenware or magnesite.. 

350 

134 

Crucibles or cupels, N. 0. C. 

350 

135 

Curtains ... 

450 

136 

Dammcr .. .. .. ,, , 

500 

137 

Dandi es, subject to a minimum weight for charge of one maund each. 

450 

138 

Date seed powder ,. 

c. c. 

139 

Dharries .. 

c. c. 

140 

Dhoop roots 

450 

141 

Discarded healdold and unserviceable, N. O. C. 

350 

142 

Door frames, glazed 

450 

143 

Doors, wooden 

450 

144 

Drapery, N. O. C. 

450 

145 

Drawing boards 

450 

146 

Dumb bells 

450 

147 

Dye toots 

450 

148 

Dye wood 

500 

149 

Earthenware, N. O. C. 

350 

150 

Ebony 

450 

151 

Embroidery ,. .. .. • • 

450 

152 

Emery stone, in lumps 

500 
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ANNEXURE VI—contd. 


Serial 

No. 

Commodity 

Maunds 

93 

Chairs, push, children’s, subject to a minimum weight for charge 
of one maund per package 

450 

94 

Chairs, push, children’s, collapsible, subject to a minimum weight 
for charge of 20 seers per package 

450 

95 

Chakees, wooden .. 

450 

96 

Chalk crayon 

450 

97 

Charka .. 

450 

98 

Chemieal manures. Division “ A “ .. 

C. C. 

99 

Chemical manures Division “ B ” . , 

c. c. 

100 

Chillies 

240 

101 

Chinaware 

350 

102 

Chinese lanterns ,. 

500 

103 

Chrome alum 

500 

104 

Churns, wooden .. 

450 

105 

Cigarette paper 

500 

106 

Cigarettes 

250 

107 

Cigars, country 

250 

108 

Cigars, imported .. 

250 

109 

Clay figures 

350 

no 

Clay grates 

350 

111 

Clay modelling 

350 

112 

Cloth cuttings (new), N. O. C., such as tailors’ cuttings and hosiery 
cuttings. 

350 

113 

Cloth cuttings (old), N. O. C., such as tailor’s cuttings and hosiery 
cuttings. 

350 

114 

Clubs, Indian, wooden 

450 

115 

Cocoanut, cocoanut kernels 

350 

116 

! Coir 

350 

117 

Collodion 

300 

118 

Combs, horn 

i 400 

( 

! 

119 

Combs, N. O. C. . 

1 400 

120 

Combs, wooden 

400 

121 

Composition pots (i. e., pots manufactured from saw dust and 
other ingredients). 

350 


20 
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.\NNEXURE VI—contd. 


Serial 

No. 

Commodity 

Maunds 

12 " 

Ci' 1 ■ ! ! .! ! 1 fluid (solution of lead tetra ethyl in ethylene 

To be enquired into. 

12 :‘ 

Co’ • J.'huie of ironj 

i 

! 500 

124 

' C^' ' nr S'uCl wire 

c. c. 


1 Cj ■ 

450 

m 

O' n ■ -r . 

c. c. 

127 

n. ii'p-rsed .. .. . 

400 

12S 

C-un'U, .n:, .. 

450 

129 

Con =■) uO,::u; .. .. . 

400 

130 


400 

13! 

Cr., ‘ O’ . 

300 

132 


450 

133 

Cr’ ’ >;■ . ' "i ", csment, earthenware or magnesite. . 

350 

134 

C('ac:77.'.s n:n nrr':,, N, 0. C. 

350 

135 


450 

136 

Duiriii'vr 

500 

137 

15.!! ;■ ! > a miniiniim w eight for charge of one maund each. 

450 

00 

Dace s’.'.h’u'.f-r .. 

c. c. 

139 

Dhanic’S .. 

c. c. 

140 

Dfonpr"','- 

450 

141 

Div.,:j!d.':d . old and unserviceable, N. O. C. 

350 

142 

Door f, 

450 

143 

Doois, '.MU '! a 

450 

144 

Drapc.r;:. oox C. 

450 

145 

I'C'. 'r■■■.. ,, ,, 

450 

146 

Di'IMli’ndr- 

450 

147 

D} e wol~ 

450 

148 

Dys svocd 

500 

149 

EaitOr.’ M'. N. O. C. 

350 

150 

Ebony 

450 

151 

EnibiCOcfy 

450 

152 ! 

Era’ry stcne. n't lumps .. .. .. ..I 

500 
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ANNEXURE VI—contd. 


Serial 

No. 

Commodity | 

Maundi 

153 

Ether 

• • 



300 

154 

Ether aneasthetic .. 

•• 

•• 

•• 

300 

155 

Ether butyric 

•• 

•• 

•* 

300 

156 

Ether formic 

•• 

•• 


300 

157 

Ether (Sulphuric) .. 

-• 


•• 

300 

158 

Ethyl acetate 

•• 

•• 

•• 

300 

159 

Ethyl chloride 

-- 

•• 

•• 

300 

160 

Ethylene glycol 

-- 

-• 

■■ 

300 

161 

Exercise books 



.. 

500 

162 

Fans made of matting, leaves or canvas 

.. 

•• 

•• 

300 

163 

Fans, N. O. C. 

•• 


•• 

300 

164 

Felt . 


•• 

•• 

450 

165 

Fibre-products, vulcanised .. 


•• 


500 

166 

Fibres, machine pressed, hand or power 

•• 

•• 

•• 

350 

167 

Fibrous materials, pressed, N. O. C... 

•• 

•• 

•• 

350 

168 

Files, iron or steel 


•• 

•• 

c.c. 

169 

Filters, earthenware 

•• 

•• 

•• 

350 

170 

Fire-arms 

•• 

•• 

•• 

c. c. 

171 

Firewood.. 

•• 

•• 

•• 

300 

172 

Flags 

•• 

•• 

•• 

450 

173 

Flour 

•• 

•• 


C.C. 

174 

Flour mills refractions 

•• 


•• 

400 

175 

Fly paper 

•• 


•• 

500 

176 

Foods for live stock, N. O. C. 

•• 

•• 

•• 

400 

177 

Frames for piles, iron or steel 

•• 



C.C. 

17S 

CjaiTK* . - • • • ■ 

•• 



450 

179 

Garlic 

•• 



450 

180 

Geh'-ii'.c . .. 


•• 


500 

18! 

Ginger, green 




450 

! 

182 

Gloves, N. O. C. .. 

-■ 



450 

183 

Glue 




500 


20 a 
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ANNEXURE VI—contd. 


Commodity 


Maunds 


184 Glycerine, crude ,. 

185 Glycerine, other than crude.. 

186 Goats’ hair—articles made of, such as, ba^s, beltings, strings, topes, 

carpets or rugs or putties. 

187 Goats’hair, f ull pressed 

188 Goats’hair, half-pressed 

189 Go-carts, subject to a minimum weight for charge of 20 seers per 

package 

190 Golf kit .. 

191 Grain and pulses— 

As under— 

Akri seeds .. .. .. ' 

Bajree 

Black gram .. 

Cheena 
Chowlee seeds 
Dhall 

Gram .. ,. .. .. .. 

Gram, parched 
Horse gram 
Indian corn .. 

Jowari ,. .. .. ,. ■ • r 

Khesari 

Milo (MMlets) 

Moong 

.Mussoor 

Mutt 

Oorid 

Raggi 

Rice 

Rice, beaten 
Rice, pounded 
Toor 

Wheat .. . . .. .. I 

Beans, parched .. .. .. .. • • 1 

Barley 

Barley, pearl, N. O. C. 

Beans, N. O. C. 

! Chiini, (i. e., mixture of broken pieces, powder and husks of 
j Grain or pulses). 

i Cow-pea, dry .. ., .. .. • • 

I Karamony .. 

; Oats 

; Paddy 

; Peas 

Rajgeru 

Sago, common 
i'apioca globules 

192 Grain and pulses, N. O. C. .. 
lf'3 Gramophone records, broken 
194 Grass, dry, N. O. C. 
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ANNEXURE VI—contd. 


Serial 

No. 

Commodity 

Maunds 

195 

Grass, green 

240 

196 

Gum crude 

500 

197 

Gum manufactured 

500 

198 

Gunnies .. . 

C. C. 

199 

Gunny waste and cuttings, N. O. C. .. 

350 

200 

Guns 

c. c. 

201 

Guttapercha 

500 

202 

Gymnastic apparatus 

450 

203 

Hair, horse 

350 

204 

Hair oils and hair dressing preparations 

Like Oils,tDiv. “ D.” 

205 

Hardware, N. O. C. 

c.c. 

206 

Hide fleshings, scrapings and trimmings 

450 

207 

Hides, skins or pelts common, wet .. 

500 

208 

Honey imported .. 

500 

209 

Honey indigenous .. 

300 

210 

Hose, N. O. C. .. 

C.C. 

211 

Hosiery silk 

450 

212 

Husks of grain, pulses, etc. ., 

400 

213 

Hydraulic brake fluid 

Like Concentrated 
ethyl fluid. 

214 

Hydrochloric salt .. 

500 

215 

Hydrosulphate or hydrosulphite of soda 

500 

216 

Hyposulphite of soda 

300 

217 

Implements for games 

450 

218 

Incandescent mantles for gas and high power lamps, etc. 

430 

219 

Industrial alcohol, denatured 

300 

220 

Ink .. .. .. . 

450 

221 

Iron, nitrate of .. 

300 

222 

Iron or Steel, Diiv. A 

c. c. 

223 

Do. Div. B. 

c. c. 

224 

Do. Div. C ,. : 

* } 

c. c. 

225 

Isinglass ..... 

■■ 1 

500 
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ANNEXURE VI—contd. 


Serial 

No. 

Common ily 

Maunds 

226 

Isopropyl alcohol . . 

. . 



300 

227 

Jacquard cards 



•• 

500 

228 

Japannedware 

.. 


•• 

350 

22 !) 

Jhaoo stalks 




300 

230 

Joss paper 




500 

231 

Jute, full pressed .. 

• • 


•• 

c. c. 

232 

Jute, half-pressed .. 



•• 

400 

233 

Jute manufactured, N. O. C. 

... 

a a 

•• 

450 

233 

Jute waste and cuttings, N. O. C. 

.. 

•• 

•• 

350 

23:5 

Kaladana 



•• 

550 

236 

Kalijiri .. 

. 

.. 

• * 

550 

237 

Kalonjee seed 




550 

233 

Kamela . . 




550 

23') 

Karvees .. 

• • 

• • 


550 

243 

Kernels, N. 0. C. .. 

•• 

•• 


350 

241 

Keys for locks 

• • 

•• 

•• 

c. c. 

242 

Khuskhus pressed .. 

• • 

•• 

•• 

350 

243 

Knife cleaning boards 

• • 

•• 

•• 

450 

244 

Kuthroots (kooth, kuth or kut) 




450 

245 

Lacc, N. 0. C. 




450 

246 

Lacquered ware 

•• 



350 

247 

Lead oxide 

• • 


•• 

500 

248 

Linoleum 


•• 


450 

249 

Linseed meal 


•• 


550 

250 

Locks with or without keys 

• • 

•• 

•• 

c.c. 

251 

Magnesium carbonate 

•• 

•• 


500 

252 

Magnesium sulphate, not in tablet form 

•• 



500 

253 

Magnets, N. O. C., . 




c. c. 

254 

Malt 




550 

255 

Magnesite paste .. 




500 
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ANNEXURE VI--conid. 


Serial 

No. 

Commodity. 

Miiunds. 

1 

256 

Manures—• 



As under— 



* ^ ^ 

500 


Giuc faclory wasteiHide liemings,scrapinjjs artu an j;-. 


refuse'!. 


i 

• * 



Olfsi such as bi'.'O.t dried, blood ircai and meat nKUj 

500 

257 

Maple wood 

JOO 

258 

Maps 

500 

259 

Masts 

500 

260 

Mattresses, steel .. 

c. c 

261 

Metal cutting or drilling compounds .. 

500 

262 

Methyl acetone 

300 

263 

Methyl alcohol 

300 

264 

Methyl ethyl ketone 

300 

265 

Millinery 

i 450 

266 

Mineral w'ool 

: 4.50 

267 

Models .. 

350 

268 

Molasses 

; 500 

: yiii illwagons). 

269 

Mother of pearl shells 

! 450 

270 

Mouse or rat traps 

271 

Myrobalan 

' 530 

272 

Naphtha mineral .. 

' 3 DO 

273 

Naphtha solvent having a flashing point below 76* Fahr. 

i 300 

274 

Naphtha wood or wood spirit 

300 

275 

Netting, cotton 

► 450 

276 

Newspapers and Magazines old, N. O. C. »• •» 

c. c. 

277 

Newspapers, packed 

500 

278 

Nitrate of barium .. 

j 500 

279 

Nitrate of lead 

i .500 

280 

Nitrate of strontium 

500 

281 

Nitro benzol 

1 I,ike Concentrated 

ethyl flui'd. 

282 

! Nitro-napthalene .. 

Do. 

283 

Noil yarn, in bales, press packed, etc. 

450 
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ANNEXURE VI—contd. 


Serial 

No. 

1 

j Commociity 

Maunds 

284 

Noil yarn, not press-packed etc. 

400 

285 

Numdahs.. 

450 

286 

Oatmeal in bags .. 

550 

287 

OOcake ,. 

550 

288 

Oil cloth .. 

450 

289 

Oils, Division B .. 

Like Oils, Division D 
(Not in tank wagons) 

290 

Oils, Division C .. 

Do. 

291 

Oils, Division D (Not in tank wagons) 

To be enquired into. 

292 

Oilseeds, N. 0. C. 

550 

293 

Olive wood 

500 

294 

Onions 

450 

295 

1 Ornaments made of beads .. 

450 

296 

Ovens, clay 

350 

297 

Ovens, N. O. C. .. 

450 

298 

Packing made of greased jute, hemp orflax, for pipejoints or pump 
glands 

350 

299 

Paper bags 

500 

300 

Paper or cardboard cones, cores, spools, or tubes 

450 

301 

Paper kites 

450 

302 

Paper, N. 0. C. in rolls or reels protected at the ends and sides or in 
bales or bundles. 

500 

303 

Paper, N. O. C. in cases 

500 

304 

Paper transfers 

450 

305 

Paper, wall 

500 

306 

Paperware (other than stationery' N. O. C.) .. 

450 

307 

Paper waste and cuttings N. O. C. .. 

450 

308 

Papier-mache 

450 

309 

Pastes adhesive 

500 

310 

Paulins 

450 

311 

Pedal vehicles, children’s, N. O. C. subject to’a minimum weight for 
charge of one maund per package. 

450 

312 

Pencils 

450 





ANNEXURE VI—contd. 


Serial 

No. 

Commodity. 

Maunds. 

313 

Perambulators, collapsible, subject to a minimum weight for charge 
of 20 seers per package 

450 

i 

314 

Perambulators, subject to a minimum weight for charge of 2 maunds 
per package 

i 450 

! 

315 

Permanganate of potash 

I 500 

316 

Peroxide of sodium 

500 

317 

Pestles, wooden 

450 

318 

Photographic paper 

500 

319 

Picture frames, common, wooden 

450 

320 

Picture frames, N. O. C. 

450 

321 

Picture frame mouldings, N. O. C. .. 

450 

322 

Picture frame mouldings, wooden, not polished, lacquered, enamell¬ 
ed or plastered 

450 

323 

Piecegoods, cotton, woollen or artificial silk, press-packed etc. .. 

450 

324 

Piecegoods, cotton, woollen or artificial silk, with or without com¬ 
mon metal, not press-packed etc. 

400 

325 

Piecegoods, cotton, woollen or artificial silk, mixed with silk, with or 
without common metal, etc. 

450 

326 

Piecegoods, cotton, woollen or artificial silk, worked with gold or 
silver lace. 

450 

327 

Piecegoods, silk 

450 

328 

Pipes, cement 

350 

329 

Pipes, earthenware.. 

350 

330 

Pipes, N. O. C. .. 

350 

331 

Pipes, smoking, earthen or clay 

350 

332 

Pipes, smoking N. O. C. 

350 

333 

Pistols 

c. c. 

334 

Pistons, packing .. 

350 

335 

Pitch 

500 

336 

Plantain trees 

300 

337 

Plants 

300 

338 

Pllobond ., 

500 

339 

Polo kit ., 

450 

340 

Porcelain 

350 

341 

Potatoes .. 

450 
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ANNEXURE VI—contd. 


Serial 

No. 

Commodity. j 

Maunds. 

342 

Potatoes, sweet 

450 

343 

Power alcohol 

300 

344 

Power alcohol mixture 

. 300 

345 

Printing materials, N. O. C. .. 

400 

346 

Pnissiate of potash 

500 

347 

Prussiate of soda .. 

500 

348 

Pulp board, N. O. C. in bales or bundles 

500 

349 

Pulp board, N. O. C. in cases 

500 

350 

Pushmina 

400 

351 

Push vehicles, children’s, N. O. C. subject to a minimum weight for 
charge of 20 seers per package 

450 

352 

Rags, other than oily rags, N. 0. C. .. 

350 

353 

Rattan .. 

400 

354 

Raw materials for the manufacture of paper or strawboard (to be 
booked to a paper or strawboard mill) 

As under— 

• * * • 



Bamboo chips, cuts, splits and splints 

400 


Bamboo crushed 

♦ * * ♦ 

400 


Cloth cuttings (old and new) such as hosiery cuttings and tailors’ 
cuttings. 

350 


Discarded healds used for pulping .. 

350 


Fibrous materials pressed .. 

350 


Grass, dry 

300 


Gunny waste and cuttings 

350 


Hemp netting, unserviceable or cuttings 

350 


Newspapers and magazines, old .. 

c. c. 


Paper waste and cuttings .. 

450 


Rags, other than oily rags .. 

350 


Rope unserviceable or cuttings 

450 


Salia logs 

500 


Silver fir 

500 


Spruce .. 

500 


Used railway tickets 

400 

355 

Raw materials for the manufacture of plastic materials .. 

500 
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ANNEXURE VI—contd. 


Sci'ial 

No. 

Commodity. j 

Maunds. 

356 

Rectified spirit (50° overproof and above) 

300 

357 

Red wood 

500 

358 

Reeds and rushes .. 

300 

359 

Reeds, writing 

300 

360 

Reinforced concrete 

500 

361 

Resin 

500 

362 

Resin, synthetic 

500 

363 

Rice pounders, wooden 

450 

364 

Roofing felt or patent .. .. .. .. .. ! 

500 

365 

Roots N. O. C. .. 

450 

366 

Rope unserviceable or cuttings N. O. C. 

450 

367 

Sago, common, waste 

400 

368 

Sago pearl 

550 

369 

Sail cloth.. 

c. c, 

370 

Salt N. O. C. 

c. c. 

371 

Saltpetre, refined .. 

c. c. 

372 

Saltpetre, crude 

c. c. 

373 

Salt refined in bags 

c. c. 

374 

Sandals wooden, with or without straps 

450 

375 

Sandalwood 

500 

376 

Saws 

c. c. 

377 

Seeds, bamboo 

400 

378 

Seeds, Common 

As under— 

Ambadi seed 



Bowchee 

Broom .. 

Date seed 

Gowar seed 

Grass .. 

Hemp .. 

550 


Hura 

Jute 

Kang seed 

Karila .. 

Kootoo.. 

Lonar ., 

Lucerne,. 

Methi .. 

Sargi seeds 

. 
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ANNEXURE VI—-contd. 


Serial 

No. 

Commodity. 

Maunds. 


Seeds, Common—concld. 

Sawa 

1 550 


Senji 

Tamarind 

^ 400 


Ajwan seeds N. O. C. 

350 


Coriander 

350 

379 

Soapnut seeds 

Seeds, N. O. C. .. 

400 

380 

Seeds, rubber 

400 

381 

Shanks .. 

350 

382 

Shawls, fine 

450 

383 

Shrubs .. 

300 

384 

Side cars of bicycles, subject to a minimum weight for charge of one 

450 

385 

maund per package 

Silicate of cotton .. 

450 

386 

Silicate of soda 

500 

387 

Silicaware (Pure fused silica) 

350 

388 

Sodium fluosilicate 

5w 

389 

Sooringee wood .. 

500 

390 

Soya beans 

550 

391 

Spirit varnish 

300 

450 

392 

Spoons, wooden .. 

393 

Starch, N. O. C. .. 


394 

Includes— 

* * * 

Tapioca flour in bags 

* • • 

Stationery N. O. C. 

C. c. 

450 

395 

Stencil paper 

500 

396 

Stencil plates 

c. c. 

397 

Stone pumice 

350 

398 

Stoneware N. O. C. 

350 

399 

Straw envelopes .. 

500 

400 

Sugar 

c. c. 

i 

401 

Sugarcane 

I 3.50 

500 

i 

402 

Sulphate of alumina 
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ANNEXURE VI—contd. 


Serial 

No. 

Commodity. 

Maunds. 

403 

Sulphate of salt 

500 

404 

Sulphate of soda .. 

500 

405 

Sulphate of zinc .. 

500 

406 

Sulphur .. 

c. c. 

407 

Surgical dressings .. 

400 

408 

Tamarind 

500 

409 

Tapioca, sun-dried.. 

550 

410 

Tar 

500 

411 

Tarpaulins .. .. .. _ 

(Not in tank wagons). 

450 

412 

Tarstil 

500 

413 

Tea seed .. 

400 

414 

Terracottaware 

350 

415 

Thread, gold or silver imitation 

450 

416 

Timber N, O. C. 

500 

417 

Toilet requisites N. O. C. .. 

Like Hair oils and 

418 

Toluol .. 

hair dressing pre¬ 
parations. 

300 

419 

Toys, bamboo, clay and wooden 

450 

420 

Toys N. O. C. 

450 

421 

Trenails .. 

C. C. 

422 

Trichlorethylene (Ethylene Trichloride) 

300 

423 

Tricycles, subject to a minimum weight for charge of 2 maunds 

450 

424 

per package. 

Tricycles and scooters, children’s, subject to a minimum weight for 

450 

425 

charge of 20 seers per package. 

Tubs, bath earthenware or fireclay 

350 

426 

427 

Tubs, bath, N. O. C. 

Tuthroots 

c. c. 

450 

428 

Twine (String) N. O. C. 

450 

429 

Umbrella, cotton or artificial silk 

400 

430 

Umbrellas, silk 

400 

431 

Vinegar .. 

500 
















318 


ANNEXURE VI—contd. 


Serial 

No. 

Commodity 

Maunds 

432 

Vinesthene (Di-Vinyl Ether).. 

. , 




300 

433 

Walnut wood 

, • 


, . 


500 

434 

Washers, coir 

. • 


, « 


350 

435 

Washers, paper 





450 

436 

Waste refuse 





450 

437 

Water-proof goods 





450 

438 

Wax cloth 





450 

439 

White arsenic 




. . 

500 

440 

Window frames, glazed 





450 

441 

Wire, gold or silver, imitation 





450 

442 

Wooden articles N. 0. C. ., 





450 

443 

Wooden * T ’ Squares 




.. 

450 

444 

Wool, full pressed .. 





550 

445 

i Wool, half pressed,. 

] 





400 

446 

Xylol. 





300 

447 

Yams 





450 

448 

Yeast, dry 





500 

449 

Acetate of lead 





500 

450 

Acetate of soda .. 





500 

451 

Acet o-arsen ite of CO pper ., 





5C0 

452 

Acid, calcium phosphate .. 





500 

453 

Acid, ciific 





500 

454 

Aoidol .. 





500 

455 

Acid, oxclic 





500 

456 

; Acid, s:euric 





500 

457 

1 Acid, tannic 





500 

458 

; Acid, tartaric 





500 

459 

. Acid, vegetable, N. 0. C. .. 





500 

460 

Aaimoninm bifluoridc solid 



. , 


500 

461 

Amyl acetate 



. , 


500 

462 

Anti nony fluo'-ide mordant (antimony salts) 




500 
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ANNEXURE Vl-contd. 


Serial 

No. 

Commodity 

Maunds 

463 

Arms 

C.C. 

464 

Arsenate or arsoniate of lead 

5C0 

465 

Artificial flowers (if of glass, c.) 

350 

466 

Bamboos 

3C0 

467 

Bamboo ladders .. 

240 

468 

Bamboo stick 

300 

469 

Bangles, glass .. .. .. .. .. .. 

240 

470 

Bangles, glass, broken 

300 

471 

Bangles, i'f/ory 

240 

472 

Bangles, lac, broken 

300 

473 

Bangle:s, N. O; C. .. 

240 

474 

Bangles, wooden .. 

240 

475 

Bran 

350 

476 

B ity! acetate 

500 

477 

Cactus .. .. .. .. .. ' 

270 

478 

Calcium arseiiiUi; (solid) 

500 

479 

Canes, walking 

350 

480 

Caustic potash solid 

500 

481 

Caustic soda 

500 

482 

Ceiiuioiu bangles .. 

240 

483 

Chuff. 

350 

484 

Ciiarcoalfuel 

300 

485 

China or pottery, broken .. 

350 

486 

Combs, ivory 

4C0 

487 

Creosote .. 

SCO 

488 

Fishiiip, rods or tackle 

350 

489 

Hi.ies, skins or pelts common dry .. 

450 

490 

Ito-nmyl acetate .. 

500 

491 

Ivory 

400 
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ANNEXURE VI—contd. 


Serial 

No. 

ComtnoJity 

Maunds 

492 

Jagree 



500 

493 

Jute, unpressed 



200 

494 

Lace, gold 



! 450 

495 

Lace, silver 



450 

496 

Lathis, wooden 



300 

497 

Lead sulphate 



500 

498 

Manganese sulphate 



500 

499 

Manures— 

As under— 

Ajwan refuse .. 

Farm yard refuse 

Fish manure ,. 

Guano 

Husk manure .. 

Margosa or nim husk 

Municipal town sweepings and animal dung 

Peat for manure .. .. .' 

Spent mowha flowers .. 

Sugar factory refuse from filter presses 


1 

500 


* 




500 

Oils Division A 



(Like Oils Div. D) 

501 

Oxalate of potash .. 



500 

502 

Phenylene di-amine para crystals 


500 

503 

Rice, parched 



3.50 

504 

Roid surface dressings, composed mainly of cre()>.otc, petroleum 
residue, pitch or tar oil, N. O. C. 

500 

(Not in tank wagons) 

505 

Road surface dressings, liquid, composed mainly of creosote, 
petroleum residue, pitch or tar oil. N.O.C., having a flash point 
below 200° Fahr. but not below 76° Fahr. 

500 

506 

Salt, aniline 



500 

5U7 

Sait for table use .. 



500 

o 

00 

Selenium 



500 

509 

Sodti crystal.s or soda ash 



s'OO 

5i0 \ 

Stamped paper 



50u 

511 i 

Stamps -. 

. . 


500 

512 

Sticks, walking 


• - 1 

350 

513 

Sugar-candy 

.. 

• • 1 

1 

500 
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ANNEXURE VI—concld. 


Serial 

No. 

Commodity 

Maunds 

514 

Thread, gold or silver 

450 

515 

Titanium potassium oxalate 

500 

516 

Title deeds 

500 

517 

Vegetables, N. O. C. 

270 

518 

Verdigris 

500 

519 

Water softening materials (for Water softening plant) .. 

500 

520 

Wirt*, goid or silvei plated .. .. 

1 

450 


Note, —So far as M. G. and N. G. are concerned the Gtwernment will fix the minimum weight 
conditions based on the B. G. 


21 






annexure Vll 


lu e of recommended Minimum Weight Conditions for 
tides at present charged on a Minimum Weight ner 
consignment as suggested by Shri. I. S. Puri ^ 
and Shri, V, P. Bhandarkar 
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ANNEXURE VD 

1. R. C. A. Goods Tariff No. 29 (Chapter VIII). 


Description of Articles 


Serial ____ 

No, 

Existing 


1 Auto-rickshaws .. • • P/20f 

Includes— 

Motor cycle rickshaws 
Subject to a minimum weight for 
charge of 12 maunds per 
vehicle. 

2 Boats, N. O. C, subject to a minU 

mum weight for charge of 50 
maunds for the first boat, loaded 
in a four-wheeled or six-wheeled 
wagon, and to a minimum 
weight for charge of 50 maunds 
for each of the first two boats 
loaded in bogie wagon. For 
every boat exceeding one m a 
four-wheeled or six-wheeled 
wagon and for way boat 
exo^ing two in a bogie wagon 
the minimum weight for charjp 
will be 30 maunds. The mini¬ 
mum weight for charge for a 
single boat loaded in a bogie 
VKigon will be 100 maunds. .. f 

3 Canoes, subject to a minimum 

weight for charge as for 27 
maunds each .. • • P/20r 

4 Carts, all steel, with or without 

pneumatic tj^, subject to a 
minimum weight for charge of 
27 maunds each . - • • P/W 


5 Carts, municipal, or any other 

kind except carts, country, sub¬ 
ject to a minimum weight for 
charge of 27 maunds each .. f 

6 Carts, tar boiling, subject to a 

minimum weight for charge of 
27 maunds each .. •. f 

7 Lorries, steam, subject to a niini- 

mum weight for charge of 50 
maunds each .. f 


S Motor tractors, subject to a mim- 
mum weight for charge of 100 
maunds per four-wheeled or six- 
wheeled wagon used and 200 
maunds per bogie wagon used, f; S/3 


Proposed 


Auto-rickshaws .. .. P/20f 

Includes— 

Motor cycle rickshaws 

Subject to a minimum weight for 
charge of 13 muands per 
vehicle. 

Boats, N. O. C., subject to a mini¬ 
mum weight for charge of 80 
maunds per boat. 

The minimum weight for charge 
for a single boat loaded in a 
bogie wagon will be 160 maunds. f 


Canoes, subject to a minimum 
weight for charge as for 36 
maunds each .. .. P/20f 

Carts, all steel, with or without 
pneumatic t^cs, subject to a 
minimum weight for charge of 
36 maunds each .. .. P/20f 


Carts, municipal or any other 
kind except cartS, country, sub¬ 
ject to a minimum wei^t for 
charge of 36 maunds each .. f 

Carts, tar boiling, subject to a 
minimum wei^t for charge of 
36 maunds each .. .. f 

Lorries, steam, subject to a mini¬ 
mum weight for charge of 180 
maunds per four-wheeled or 
six-wheeira wagon used and 
360 maunds perJ,bogie wagon 
used .. .. .. f 

Motor tractors, subject to a mini¬ 
mum weight for charge of 200 
maunds per four-wheeled or six¬ 
wheeled wagon used and 400 
maunds per bogie wagon used, f; S/3 
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ANNEXURE VH-contd. 



9 Motor tricars, subject to a mini¬ 
mum weight for charge of 12 
maunds per package P/20f ; 

S/3 

Includes— 

Motor tricycles, with recep¬ 
tacle. 


10 Motor tricycles, subject to a mini¬ 

mum weight for charge of 12 
maunds per package .. P/20f ; 

■ S/3 

11 Motor vehicles, N. O. C. .. S/3 

Includes— 

Motor boats .. .. P/20f 

Motor cars .. .. P/20f; 

S/22 

Motor car bodies .. .. P/20f 

Motor car chassis .. .. P/20f; 

S/22 

Motor cars and commercial 
trucks in unassembled state, 
packed .. .. P/20f 

Motor lorries .. .. P/20f; 

S/22 

Motor lorry bodies .. P/20f 

Motor lorry chassis .. P/20f ; 

S/22 

Motor omnibus bodies ., P/20f 

Motor omnibus chassis .. P/20f ; 

S/22 

Motor omnibuses .. .. P/20f; 

S/22 

Motor trailers .. .. P/20f; 

S/22 

Motor trollies .. .. P/20f 

Subject to a minimum weight for 
charge of 80 maunds for the 
first motor vehicle, boat or body 
loaded in a four-wheeled or six¬ 
wheeled wagon and to a mini¬ 
mum weight for charge of 160 
maunds for either one or two 
motor vehicles, boats or bodies 
loaded in a bogie wagon. For 
every additional motor vehicle, 
boat or body exceeding one in a 
four-wheeled or six-wheeled 
wagon and for every additional 
motor vehicle, boat or body 
exceeding two in a bogie wagon, 
the minimum weight for charge 
will be 40 maimds. 


Motor tricars, subject to a mini¬ 
mum weight for charge of 15 
maunds per package ,. P/20f ; 

S/3 

Includes— 

Motor tricycles, with recep¬ 
tacle. 


Motor tricycles, subject to a mini¬ 
mum weight for charge of 15 
maunds per package .. P/20f ; 

8/3 


Motor vehicles, N. O. C. ,, S/3 
Includes— 

Motor boats .. .. P/20f 

Motor cars .. .. P/26f ; 

S/22 

Motor car bodies .. .. P/20f 

Motor car chassis ,. P/20f ; 

S/22 

Motor cars and commercial 
trucks in unassembled state, 
packed .. .. P/20f 

Motor lorries .. .. P/20f; 

S/22 

Motor lorry bodies .. P/20f 

Motor lorry chassis .. P/20f ; 

S/22 

Motor omnibus bodies .. P/20f 

Motor omnibus chassis .. P/20f ; 

S/22 

Motor omnibuses .. P/20f ; 

S/22 

Motor trailers .. .. P/20f; 

S/22 

Motor trollies .. .. P/20f 

Subject to a minimum weight for 
charge of (i) 120 maunds per 
four-wheeled or six-wheeled 
wagon used and 240 maunds per : 
bogie wagon used in case of 
motor vehicle or boat of below 
15 H. P., and (ii) 180 maunds 
per four-wheeled or six-wheel^ 
wagon used and 360 maunds per 
bogie wagon used in case of 
motor vehicle or boat of 15 H.P. 
and above and motor bodies. 
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ANNEXURE VH—contd 


Description of Articles 

Serial__ _ 

No. I 

Existing j 


Proposed 



Motor vehicles, N. O- C. (in open 
wagons)—concld. 

If the number of motor vehicles, 
boats or bodies loaded in a four- 
wheeled or six-wheeled wagon 
exceeds two and in the case of 
I bogie wagon exceeds five, 
charges will be levied on tlw 
actual weight subject to a mini¬ 
mum wei^t for charge of 150 
maunds per four-wheeled or six¬ 
wheeled wagon and 300 maunds 
per bogie wagon. 

Nora.—The above classification is 
applicable for the transport of 
motor vehicles when dispatched 
in open wagons. 

12 Motor vehicles, N. O. C. .. S/3 
Includes— 

Motor boats 
Motor cars 
Motor car bodies 
Motor car chassis 
Motor cars and commercial 
trucks in unassembled state, 
packed. 

Motor lorries 
Motor lorry bodi« 

Motor lorry chassis 
Motor omnibus bodies 
Motor omnibus chassis 
Motor omnibuses 
Motor trollies 

Subject to a minimum weight for 
charge of 80 maunds for the first 
motor vehicle, boat or body 
loaded in a four-wheeled or six¬ 
wheeled covered motor truck 
and to a minimum weight for 
charge of 160 maunds for either 
one or two motor vehicles, boaU 
or bodies loaded in a bogie 
covered motor truck. For 
every additional motor vehicle, 
boat or body, exceeding one in a 
four-wheeled or six-wheeled 
truck and for every additional 
motor vehicle, boat or body 
exceeding two in a bogie truck, 
the minimum weight for charge 
will be 40 maunds. 

If the number of motor vehicles, 
boats or bodies, loaded m a 
four-wheeled or six-wheeled 
covered motor truck exceeds two 
and in the case of bogie covered 
motor truck exceeds five, charges 
will be levied on the actual 


Note.—T he above classification is 
applicable for transport of 
motor vehicles when dispatched 
in open wagons. 

Motor vehicles, N. O. C. .. S/3 
Includes— 

Motor boats 
Motor cars 
Motor car bodies 
Motor car chassis 
Motor cars and commercial 
trucks in unassembled state, 
packed. 

Motor lorries 
Motor lorry bodies 
Motor lorry chassis 
Motor omnibus bodies 
Motor omnibus chassb 
Motor omnibuses 
Motor trollies 

Subject to a minimum weight for 
charge of (i) 120 maunds per 
four-wheeled or six-wheeled 
covered motor truck used and 
240 maunds per bogie covered 
motor truck used in case of 
motor vehicle or boat of below 
15 H. P., and (ii) 180 maunds 
per four-wheeled or six-wheeled 
covered motor truck used and 
360 maunds per bogie covered 
motor truck used in case of 
motor vehicle or boat of 15 H. P. 
and above and motor bodies. 
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ANNEXURE VH—concld. 



Oescripi'ion o*' Auticles 

Serial 


No. 


Existing 

Proposed 


! 

Motor vehcles N.O.C t in covered 
motor trucks)—concld. 
weight subject to a minimum 
weight for charge of 1 SO maunds 
per four-wheelrf or six-wheeied 
; truck and 300 maunds per bogie 
I truck. 

i Note.-^O The above classifica> 

^ tion is applicable for the trans- 
port of motor vehicles, when 
despatched in covered motor 
I trucks. 

* * * • 

!3 Trailers, N. O. C. .. .. f 

Subject to a minimum weight for 
charge of SO maunds for the 
first trailer loaded in 4-wheeled 
i or six-wheeled wagon and to a 
, minimum weight for charge of 
100 maunds for either one or 
two trailers loaded in a bogie 
; wagon. For every additipnal 
trailer exceeding one in a four- 
I v/hecled or six-wheeled wagon 
I and for every additional trailer 
. exceeding two in a bogie wagon, 
the minimum weight for charge 
will be 30 maunds. 
f the number of trailers loaded in 
; a four-wheeled or iix-wheeled | 

j wagon exceeds two and in the | 

I case of a bogie wagon exceeds \ 

five, charges will be levied onthc i 

actual weight subject to a mini- | 

mum weight for charge of 100 | 

maunds per four-wheeled or six- I 

wheeled wagon and 200 maunds j 

per bogie wagon. j 


I. R. C. A. Red Tariff No. 17 [Rale 59 (1) ( 1 )] 


Explosives 


1 

i 


The above classifica^ 
tion is applicable for the trans¬ 
port of motor vehicles wdien 
dispatched in covered motor 
trucks. 

• • • • 

Trailers, N. O. C. .. .. f 

Subject to a minimum weight for 
charge of 180 maunds per four- 
wheeled or six-wheeled wagon 
used and 360 maunds per bogie 
wagon used. 

i 


Existing 


Vfiiiimam wsigbt for chaige— 
(!) (i) Subject to th«exception', 
given in clauses (2), (3) and (4). 
the minimum weight for charge 
•or consigTiffifcnis of explosi'ves. 
other than consignments carried 
in brake vans, is 44 mauncs pev 
consignment 


! Proposed 

i _ 

I 

j Minimum weight for charge— 
’ (l)(i) Subject to the exceptions 
I given in clauses (2), (3) and (4), 
j the minimum xt'clght for charge 
! for consignments of explosh/es, 
: other than consignments ca rried 
I in brake vans,, is 62 maunds per 
■ consignment. 

I 
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ANNEXURE XI 


A COMPARATIVE STUDY OF THE RELATIVITY OF RATES FOR 
SHORT DISTANCES-vs-LONG DISTANCES 


Reprcscnla- 

tive 

distances 

Miles 

INDIA 

..-. 

U. S. 

A. 

j CANADA 

Ex!STIN<J 

j Proposed 

Rtite 
cents 
per 100 
pounds 
(Class 
100) 

1 

j 1ndex 
taking 
the rate 
for 

50 miles 
as 100 

Rate 
cents 
per 100 
pounds 
(Class 
100) 

Index 
taking 
the rate 
for 

50 miles 
as 100 

Rate, 

Pics 

per 

maund 

(Class 

9) 

Index 
talvir.g 
the rate 
for 

50 miles 
as 100 

Rate, 

Pies 

per 

maund 

(Class 

100) 

Index 
taking 
the rate 
for 

50 miles 
as 100 

50 

72 

100 

125 

100 

91 

100 

80 

100 

100 

115 

160 

190 

152 

114 

125 

no 

138 

200 

214 

297 

303 

242 

149 

164 

150 

188 

300 

313 

435 

408 

326 

179 

197 

186 

233 

400 

397 

551 

493 

394 

206 

226 

222 

278 

600 

565 

785 

648 

518 

255 

280 

294 

368 

800 

697 

968 

788. 

630 

305 

335 

366 

458 

1,000 

829 

1,151 

908 

726 

345 

379 

438 

548 

1,200 

961 

1,335 

1,028 

822 

385 

423 

510 

638 

1,500 

1,159 

1,610 

1,178 

942 

445 

489 

618 

773 


25 
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ANNEXURE XII 

COMPARATIVE RATES FOR SOME COMMODITIES OVER 
DIFFERENT DISTANCES LEVIED IN INDIA, 

UNITED STATES AND CANADA 


ExCHANGF, KA fE 

'U. S. A. .. 1$ .. Rs. 4 1! S 
Canada .. .. Rs. 4 12 2 

Rates for Billets and Blooms in wagon-loads 



Over Indian Railways 

Over American Railways 

Over Canadi 

an Railways 

Represen¬ 

tative 

distances 

Miles 

Rate 

2nd Class 
per maund 
Rs. A. P. 

Index taking 
the rate for 
50 miles as 
100 

Rate 
Class ri\ 
per 100 lbs. 
cents. 

Index taking 
the rate for 
50 miles as 
100 

Rato 
Class 33 
per 100 lbs. 
cents. 

Index taking 
tb.e rate for 
50 miles as 
100 

50 

0 4 0 

100 

25 

(Rs. 1-2M1) 
(Re.O 15-7 
ner maund) 
390% 

100 

26 

(Rs. 1 3-10) 
(Rs. 1-0-4 
per maund) 
408"), 

100 

100 

0:5 11 

148 

31 

407%’ 

124 

36 

563 

138 

200 

0 10 10 

354 

41 

604% 

164 

50 

783% 

192 

300 

0 15 9 

394 

49 

764% 

196 

61 

959'?,) 

235 

400 

1 3 10 

496 

57 

889% 

228 

73 

1146'?) 

281 

500 

1 7 11 

598 

64 

998% 

256 

85 

1334% 

327 

600 

1 12 0 

700 

70 

m2% 

280 

97 

1522% 

373 
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ANNEXURE XII—contd. 

Rates for Wheat in wagon-loads 



1 Over Indian Railways 

1 Over American Railways 

1 Over Canadian Railway s 

Represen¬ 

tative 

distances 

Miles 

1 Rate 

WL/D 

1 per maund 
! Rs. A. p. 

; Index takinc 
the rate for 
50 miles as 
100 

1 Rale 

1 Class 324 
i per 100 lbs. 

1 cents. 

Index taking 
the rate for 
50 miles as 
100 

j Rate 

Class 30 

1 per 100 ibs. 

1 cents. 

Index taking 
the rate for 
50 miles as 
100 

50 

0 3 I 

100 

30 ; 

(Rs. 16-8) ; 
(Rs. 1 2 8 i 
per niaiind) ! 
605",, : 

100 

24 

(Rs. 1-2-3) 
(Re. 0-15-0 
per maund) 
486",', 

] 

100 

100 

0 4 2 

135 

37 ' 

744% 1 

123 

33 

671 

138 

200 

0 7 4 

238 

48 i 
968",', ■ 

160 

45 

914% 

188 

300 

0 10 6 

341 

58 

1168",', ; 

193 

56 

1132% 

233 

400 

0 12 8 

411 

67 ! 

1349% 1 

223 

67 

1356°,, 

279 

500 

0 14 10 

i 

1 

481 

7S 1 
1513";, 1, 

250 

77 1 

1560°i , 

321 

600 

110’ 

i 

1 

551 

83 

1676«'', 1 

i 

277 

88 

1784% 1 

! 

367 
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ANNEXURE XII—contd. 

Rates for Linseed in wagon-loads 



Over Indian Railways 

Over American Railways 

Over Canadian Railways 

Reprcicn- 

tatLve 

distances 

Miles 

Rate 
WL/H 
per maund 
Rs. A. P. 

Index taking 
the rate for 
50 miles as 
100 

Rate 
Class.374 
per 100 los. 
cents. 

Index taking 
the rate for 
50 miles as 
100 

Rale 

Class 30 
per 100 lbs. 
cents. 

Index taking 
the rate for 
50 miles as 
100 

50 

0 3 6 

100 

34 

(Rs. 19-9) 
(Rs. 1-5-2 
per maund) 
605% 

100 

24 

(Rs. 1-2-3) 
(Re. 0-15-10 
per maund) 
429% 

100 

100 

0 5 0 

143 

43 

762% 

126 

33 

592% 

138 

200 

0 9 0 

257 

56 

998% 

165 

45 

807% 

188 

300 

0 13 0 

371 

67 

1192% 

197 

56 

1000% 

233 

400 

0 15 11 

455 

77 

1367% 

226 

67 

1197% 

279 

500 

1 2 10 

538 

87 

1549% 

256 

77 

1376% 

321 

600 

1 5 9 

621 

96 

1706% 

282 

88 

1574% 

367 
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Represen¬ 

tative 

distances 

Miics 

50 

100 

.200 

.' 0 !) 

400 

500 

eOf) 


ANNEXURE XII--contd. 


Rates for wheat in Small lots 


i 






1 ()\crlndi 

n Railways j 

Over American Railways 

Over Canadian Railways 

Rate 


i Index taki.if.* 

Rat. j Index takini 

Rate 

Index taking 

1 ,! Cla.. 


' th .' rate I'or | 

Cl n.s 50 ! the rate for 

Class 55 

the rate for 

1 ner inauiv.i 

; 50 miles as I 

per iOO llis. 50 miles as 

per 100 lbs. 

50 miles as 

a.,.. 


iOO 

scins. 100 

j 

cents. 

100 

0 4 

i 

l-:'i 

40 100 

44 

160 




(Rs. 2 2-10). 

(Rs. 2-1-6) 





(P.s. 1 12-8 ' 

(Rs. 1-11-7 





[■> 'r mauiuO 

per maund) 





702% 

676% 


ii ^ 

10 

14' 

57 124 

61 

139 




470% ^ 

940% 


0 10 

4 

■■53 

75 1(<3 

83 

189 


‘ 

1.144% ' 

1,278% 


0 14 

10 


90 196 

102 

232 




1476% : 

1,568% 


1 2 

7 

455 

103 ; 224 

122 

277 



1,572% 1 

1,873% 


1 '1 

4 

547 

116 X 252 

142 

323 



I,765%Uv-., 

2,183% 





^ ■■ ' 



1 10 

1 

63'-) 

128 '4’^ 278 

162 

368 


1 

i 

1452% 1 .y 

i 

2,488% 



26 
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ANNEXURE XH—contd. 


Rates for Tobacco manufactured in wagon-loads 


Represen- 

Over Indian Railways 

Over American Railways 

Over Canadian. Railways 

tative 

distances 

Miles 

Rate 

9th class 
per maund 

Rs. A. P. 

Index taking 
the rate for 
50 miles as 
100 

Rate 
Class 55 
per 100 lbs. 
cents. 

Index taking 
the rale for 
50 miles as 
100 

Rate 
Class 45 
100 ib' . 
cents. 

Index taking 
the rate for 
50 miles as 
100 

50 

0 6 0 

100 

50 

(Rs. 2-5-10) 
(Rs. 1-15-2 
per maund) 
519% 

100 

36 

(Rs. 1-11-5) 
(Rs. 1-6-7 
per m tiir.ii) 
.376% 

100 

100 

0 9 7 

160 

63 

654% 

126 

50 

.523% 

139 

200 

1 I 10 

297 

82 

851% i 

164 

68 

711% 

189 

300 

1 10 1 

435 

98 

1,017% 

196 

84 

876% 

233 

400 

2 11 

551 

113 

1,173% 

226 

100 

1.045% 

278 

500 

2 8 I 

668 

127 

1,318% 

254 

116 

1,211% 

322 

600 

2 15 1 

785 

140 

1,453% 

280 

132 

1.380% 

367 
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ANNEXURE XII—contd. 


Rates for Mustard oil in wagon-loads 


Represen¬ 

tative 

distances 

Milts 

Over Indil-ii Railways 

Over American Railways 

Over Canadian Railways 

Rate 

3rd class 
per maiind 
Rs. A. F. 

Index taking 
the rale for 
50 milts as 
100 

Rate 
Class 30 
per 100 lbs. 
cents. 

Index taking 
the rate for 
50 miles as 
100 

Rate 
Class 45 
per 100 lbs. 
cents. 

Index taking 
the rate for 
50 milts as 
100 

50 

0 4 6 

100 

27 

(Rs. 1-4-5) 
(Rs. I-O-IO 
per maund) 
374% 

100 

36 

(Rs. 1-11-5) 
(Rs. 1-6-7 
per maund) 
302% 

100 

100 

0 6 8 

148 

34 

471% 

126 

50 

598% 

139 

200 

0 !2 0 

267 

45 

625% 

167 

68 

949% 

189 

ICO 

1 1 4 

385 

54 

748% 

200 

84 

1.170% 

233 

400 

1 5 10 

485 

62 

860% ‘ 

230 

100 

1.396% 

278 

500 

1 10 4 

385 

69 

957% 

256 

116 

1,616% 

322 

600 

1 14 10 

685 

77 

1.066% 

285 

132 

1,842 % 

367 


26a 











342 


ANNEXURE XII—contd. 


Rates for Cement in wagon-loads 


Represen- 

Over Indian Railways 

Over American Railways 

j Over Canadian Railways 

tative 

distances 

Miles 

Rate 
WL/E 
per maund 
Rs. A. P. 

Index taking 
the rate for 
50 miles as 
100 

Rate 
Class 22i 
per 100 lbs. 
cents. 

Index taking 
the rale for 
50 miilts as 
100 

Rate 
Clas.s 27 
per too lbs. 
cents. 

Index taking 
the rate for 
50 milts as 
100 

50 

0 3 4 

100 

20 

(Re. 0-15-2) 
(Re. 0-12-6 
per maund) 
375% 

100 

22 

(Rs. 1-0-9) 
(Re. 0-13-9 
per maund) 
413% 

1 100 

100 

0 4 7 

138 

26 1 
588% 

130 

30 

562% 

136 

200 

0 8 2 

245 

34 

638% 

170 

41 

774% 

186 

300 

0 119 

345 

40 

750% 

200 

50 

938% 

227 

400 

0 13 6 

405 

46 

863% 

230 

60 

1,127% 

273 

500 

0 15 3 

458 

52 

975% 

260 

70 

1,313% 

318 

600 

1 1 0 

510 

57 

1,069% 

285 

1 

79 

1,483% 

359 
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ANNEXURE XII—contd. 


Rates for Tea in wagon-loads 


Represen- 

Over Indian Railways 

Over American Railways 

Over Canadian Railways 

tative 







distances 

Rate 

Index taking 

Rate 

Index taking 

Rate 

Index taking 

MiJes 

iOth class 

the rate for 

Class 45 

the rate for 

Class 55 

the rate for 


per maund 

50 miles as 

per 100 lbs. 

50 miles as 

per 100 lbs. 

50 miles as 


Rs. A. P. 

100 

cents. 

100 

cents. 

100 

50 

0 6 4 

100 

41 

100 

44 

100 




(Rs. 1-15-0) 


(Rs. 2-1-6) 





(Rs. 1-9-6 


(Rs. 1-11-7 





per maund) 


per maund) 





403% 


436% 


100 

0 10 3 

162 

51 

124 

61 

139 




500% 


606% 


200 

1 3 2 

303 

67 

163 

83 

189 




657% 


824% 


300 

1 12 1 

443 

81 

198 

102 

232 




798% 


1.012% 


400 

2 3 7 

562 

93 

227 

122 

277 




915% 


1,208% 


500 

2 11 1 

680 

104 

254 

142 

323 




1,024% 


1,408% 


600 

3 2 7 

799 

115 

280 

162 

368 




1.128% 


1,604% 
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ANNEXURE XII—contd. 


Rates for Petrol (Benzine) in wagon-loads 


Represen¬ 

tative 

distances 

Miles 

Over Indian Railways 

O'lCr A meric 

at RriiVi’js 

Over Canadian Raiiwf ys 

Rate 

12th class 
per maund 
Rs. A. P. 

1 

Index takini^ 
the rate for 
50 miles as 
100 

1 

Rale ! 

35 

pel 100 lbs. 
cents ; 

! 

1 Index takirii. 
i me rate f^a 
i 5(; miksi s 
i HH) 

1 

1 

Rate 1 

Ca ss 45 1 

per 100 lbs. 1 
cents i 

1 

Index taking 
the rate for 
50 miles as 
100 

50 

0 6 11 

100 

1 

1 

32 i 
' Ks. l -S-3j I 
(Rs. 1-3-11 1 
per mat;nd> ; 

288% i 

!00 

1 

36 

. Rs. 1 -11-5) 
(Rs. 1-6 7 
per maiind) 
327% 

100 

too 

011 6 

!6f' 

40 j 
360% 1 

125 

50 

435% 

139 

200 

1 5 8 

313 

52 

469% 

163 

68 

618% 

189 

300 

1 15 10 

460 

63 

567% 

, 19" 

i 

84 

702% 

233 

400 

2 8 6 

586 

72 

6;8% 

225 

100 

909% 

278 

500 

3 1 2 

! 711 

1 

1 

81 

7 . 90/0 

253 

116 

1,053% 

322 

600 

3 9 10 

836 

1 

89 

801% 

278 

132 

1,200% 

367 



1 


1 
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ANNEXURE XH—concld. 


Rates for Manganese Ore in wagon-loads 


Represen- 

Over Indian Railways 

Over American Railways 

Over Canadian Railways 

tative 

distances 

Miles 

Rate 
WL/C 
per ma.iind 
Rs. A. p. 

Index taking 
the rate for 
50 miles as 
100 

Rate 
Class 22i 
per 100 lbs. 
cents. 

Index taking 
the rate for 
50 miles as 
100 

Rate 
Class 27 
per 100 lbs. 
cents. 

i 

Index taking 
the rate for 
50 miles as 
100 

50 

0 2 11 

100 

20 

(Re. 0-15-2) 
(Re. 0-12-6 
per maund) 
429% 

100 

22 

(Rs. 1-0-9) 
(Re. 0-13-9 
per maund) 
471% 

100 

100 

0 3 10 

131 

26 

55?% 

130 

30 

641% 

136 

200 

0 0 7 

226 

34 

729% 

170 

41 

876% 

186 

300 

0 9 2 i 

316 

40 

858% 

200 

50 

1.069% 

227 

400 

0 10 7 

363 

46 

987% 

230 

60 

1,286% 

273 

500 

0 12 0 

411 

52 

1.116% 

260 

70 

1,498% 

318 

600 

0 13 5 

460 

57 

1.223% 

285 

79 

1,691% 

359 
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ANNEXURE XIII 

INTERIM RECOMMENDATION 

The Committee have received numerous complaints from Chambers of Commerce, 
Trade Associations and others that the present classification of goods contains many 
anomalies. Their own study of the Railway Goods Tariff inclines them to the 
view that there are anomalies which need looking into. After a lapse of more than 
fifty years an attempt was made for the first time in 1948 to standardise the rate 
structure. In doing so, it was natural to avoid in the new structure too sharp a 
break from the past. All anomalies which might have crept into railway rates and 
classifications over a long period could not, therefore, be eliminated. It should 
also be remembered that no scheme of classification, howsoever perfect at any time, 
can always remain so. The classification of a particular commodity for the purpose 
of railway rating is determined on a consideration of various factors, some of them of a 
conflicting nature, and the appropriate weightage to be given to each factor varies 
with time and circumstances. Classification is essentially a question of relativity. 
In course of time, the position wdiich a commodity once occupied in the general 
price structure and the uses to which it was put might change the balance and the 
relativity be thereby disturbed. 

The extent of this disturbances depends on tiic nature and pace of the changes 
which may have taken place in the pattern of the country’s economy. Though 
during the last eight years rapid changes have been taking place in the country’s 
economy, the railway freight structure and classification have, however, remained 
more or less the same. The Committee consider that the railway classification can 
keep pace with the country’s economy only if there is ait adequate machinery for its 
review, and they will be making specific recommemiations on this aspect of the 
matter in the report. Here they propose to deal n'v with the questionof the best way 
of quicklyinvestigating and removingthe alleged anomalies which have been brought 
to their notice. It is neither in the interest of trade and industry nor in that of the 
railways that these anomalies should continue. 

While the Committee will review the more important cases of anomalies, it is 
not feasible for them to examine in detail all the numerous cases which have come to 
their notice ; at the same time it is proper that the large volumes of complaints which 
have been made, should be promptly scrutinised. The Committee’s report must, 
therefore, be incomplete and may cause some public disappointment if the various 
cases of anomalies brought to their notice arc not otherwise dealt with. 

The Committee, therefore, recommend that a small committee should be set up 
immediately to undertake a detailed scrutiny of anomalies in classification, and to 
collect all the basic and statistical data necessary for the purpose. The Committee 
will also have made available to it the information which this committee has collected. 
It is suggested that by adopting this procedure, decisions regarding the removal of 
anomalies in classification will be made as soon as possible after the Railway Freight 
Structure Enquiry Committee make their recommendations. 
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ANNEXURE XIV 

List of commodities for which the recommended classifications are lower than 
the corresponding percentage classes. 


Commodities 

Corresponding 

percentage 

classes 

1 

Reccirmcnded 

percentage 

classes 


Wagon¬ 
loads 1 

Smalls 

Wagon¬ 

loads 

Smalls 

Absolute alcohol 

230 

230 

120 

140 

Acid, hydrochloric .. 

120 

120 

no 

130 

Acid, sulphuric 

120 

1 

120 

no 

130 

Acid, sulphuric, diluted containing not less than 


120 

no 

130 

60 per cent, by volume of water 

120 

Agricultural implements and machinei, N. O. C. 


65 

60 

70 

power-operated 

65 

Agricultural, implements and machines, N. 0. C. 

60 

60 

55 

65 

worked by hand or animals, packed .. 

Agiieultural imolements and machines, N. O. C. 


60 

55 

65 

worked by hand or animals, u ipacked 

60 

Alum 

70 

70 

40 

52.5 

Aluminate of soda .. 

95 

95 

75 

90 

Aluminium scrap 

85 

85 

70 

85 

Arrowroot flour, N. 0. C. 

120 

120 

95 

no 

Asbestos, crude 

65 

65 

60 

70 

Athletic appliances .. 

150 

150 

95 

no 

Axles and wheels (not fitted with rubber tyres).. 

65 

65 

47.5 

60 

Axles, wooden 

65 

65 

47.5 

60 

Bagatelle tables and accessories 

150 

150 

95 

no 

Ballast 

32.5 

55 

30 

40 

Bamboo chicks 

95 

95 

65 

75 

Bamboo handles for cheap umbrellas .. 

70 

70 

47.5 

60 

Bamboo ladders 

95 

95 

65 

75 

Bark, plantain 

60 

60 

47.5 

60 

Barley , pearl, in tins .. 

120 

’ 120 

95 

no 

Baskets, common, country 

95 

95 

70 

85 

Bellmetal (Kansa) ingots, sheets or slabs 

95 

1 95 

i 

75 

90 
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ANNEXURE XIV—contd. 


Commodities 

Corresponding 

percentage 

classes 

Recommended 

percentage 

classes 

Wagon¬ 

loads 

Smalls 

Wagon- 

loads 

Smalls 

Bjilmatalware (Kansaware) .. 

120 

120 

95 

no 

Bentonite .. 

32.5 

55 

30 

40 

Betel leaves 

95 

95 

75 

90 

Biearbonate of soda 

40 

70 

37.5 

50 

Bichromate of potash 

100 

100 

80 

95 

Bichromite of soda .. 

100 

100 

80 

i 95 

Bleachipg powder 

65 

65 

40 

52.5 

Bone dust .. 

30 

55 

27.5 

37.5 

Bone meal .. 

30 

55 

27.5 

37.5 

Bones 

35 

55 

32.5 

j 42.5 

Bones jinews 

35 

55 

32.5 

42.5 

Books 

80 

80 

75 

90 

Boxes, cases, casks, tea-chests, wooden, unassembled 





with or without fittings 

60 

60 

40 

52.5 

Bran 

40 

55 

32.5 

42.5 

Canes, walking 

150 

150 

95 

no 

Carbide of calcium .. . . ., 

100 

100 

95 

no 

Carts, corntry, N. O. C. in parts 

65 

65 

47.5 

60 

Caustic soda 

40 

70 

37.5 

50 

Caustic soda, liquor .. 

65 

65 

37.5 

50 

Chalk 

32.5 

55 

30 

40 

Charcoal fuel 

32.5 

55 

30 

40 

Chemical manures. Division B 

40 

60 

35 

45 

Clay, China 

32.5 

55 

30 

40 

Clay figures 

120 

120 

95 

no 

Clay, modelling 

120 

120 

95 

no 

Cocoanuts, desiccated, N. O. C. 

65 

65 

60 

70 

Coir 

65 

65 

55 

65 
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ANNEXURE XIV-contd. 


Commodities 

Corresponding 

percentage 

classes 

Recommended 

percentage 

classes 

Wagon¬ 

loads 

Smalls 

Wagon¬ 

loads 

Smalls 

Creosote 

65 

65 

60 

70 

Cricket kit and accessories 

150 

150 

95 

no 

Curds 

95 

95 

75 

90 

Fireclay 

32.5 

55 

30 

40 

Firewood .. 

.32.5 

55 

30 

4u 

Fish dried or salted .. 

65 

65 

60 

70 

Fish, fresh .. 

95 

9i 

75 

90 

Fish in tins, indisenous 

120 

120 

85 

lOo 

Fish, smoked 

65 

65 

60 

70 

Fish spawn 

95 

95 

75 

90 

Fruits, fresh, N. O. C. 

45 

60 

42.5 

55 

Glassware Division B 

100 

100 

95 

110 

Glassware Division C 

75 

75 

65 

75 

Glucose, N. O. C. .. 

70 

70 

65 

75 

Goolkhand 

120 

120 

95 

no 

Grain and pulses 

40 

55 

32.5 

42.5 

Groceries, N. O. C. .. 

120 

120 

95 

no 

Gymnastic apparatus 

150 

150 

95 

110 

Hardware, N. O. C. .. 

120 

120 

110 

130 

Hats 

150 

150 

110 

130 

Honey, indigenous .. 

120 

120 

85 

100 

Husks of grain and pulses, common seeds, oil seeds, 





N. O. C. and seeds, N. O. C. 

40 

55 

32.5 

42.5 

Ice 

60 

60 

45 

57.5 

Implements for games 

150 

150 

95 

110 

Jute, full pressed 

85 

85 

70 

85 

Lathis (Bamboo sticks only) .. 

85 

85 

65 

75 

Liquefied or compressed chlorine 

130 

130 

110 

130 
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ANNEXURE XIV—contd. 


Commodities 

i 

Corresponding 

percentage 

classes 

Recommended 

percentage 

classes 

i. ... 


Wagon¬ 

loads 

Smalls 

Wagon¬ 

loads 

1 

j Smalls 

Lead ore 

65 

65 

60 

70 

Marble ( including Baroda Green) ballasts or chips 

65 

65 

55 

65 

Meat, fresh 

95 

95 

75 

90 

Milk 

95 

95 

75 

90 

Mouse or rat traps .. 

120 

120 

95 

i no 

Nickel-copper-zinc alloy scrap 

115 

115 

95 

1 no 

Nickel ware scrap 

115 

115 

95 

1 no 

Oatmeal in tins 

120 

120 

95 

no 

Onions 

45 

60 

42.5 

55 

Papier-inache 

150 

150 

95 

no 

Permanganate of potash 

150 

150 

95 

no 

Petroleum and other hydrocarbon oils, non- 
dangerous, i.e., having a flashing point at or 
above 76° Fahr. .. 

65 

65 

62.5 

72.5 

Petroleum coke 

55 

55 

40 

52.5 

Plants 

95 

95 

75 

90 

Potatoes 

45 

65 

42.5 

55 

Potatoes, sweet 

45 

65 

42.5 

55 

Preserves (fish and meat, N. O. C.) 

120 

120 

95 

no 

Prefabricated aluminium components .. 

115 

115 

no 

130 

Presses, screw, cotton or jute .. 

80 

80 

65 

75 

Producer gas plant .. 

120 

120 

70 

85 

Rain gauges 

120 

120 

70 

85 

Rattan boxes 

120 

120 

95 

no 

Rectified spirit (50° over proof and above) 

230 

230 

95 

no 

Rice, parched 

95 

95 

80 

95 

Salt for ti ble use 

120 

120 

95 

no 

Salt. N. C l. C. 

37.5 

60 

35 

45 

Sand 

32.5 

55 

30 

40 

Seeds, coi nmon 

45 

55 

37.5 

50 
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ANNEXURE XIV—concld. 


Commodities 

Corresponding 

percentage 

classes 

Recommended 

percentage 

classes 


Wagon¬ 

loads 

Smalls 

Wagon¬ 

loads 

Smalls 

Silicate of soda 

1 

40 

65 

37.5 

50 

Slate pencils 

70 

70 

55 

65 

Slates in tiles or slabs 

65 

65 

60 

70 

Slates, writing 

70 

70 

55 

65 

Soda crystals or soda ash 

40 

65 

37.5 

50 

Sola hats .. 

150 

150 

100 

120 

Soyabeans.. 

80 

80 

65 

75 

Starch, N. O. C.. 

70 

70 

47.5 

60 

Sugarcane .. 

60 

60 

42.5 

55 

Sulphate of alumina .. 

70 

70 

40 

52.5 

Sulphate of soda 

40 

70 

37.5 

50 

Tapioca in tins 

120 

120 

95 

no 

Tapioca sun-dried .. 

60 

60 

55 

65 

Tiles, common, roofing 

32.5 

42.5 

30 

40 

Tinned ware, N. O. C. (for containers made from 
tin plate and black plate only) 

95 

95 

85 

100 

Tobacco, country, un-manufactured 

100 

100 

95 

no 

Toys, bamboo, clay and wooden 

65 

65 

47.5 

60 

Vegetables, N. O. C. 

45 

60 

42.5 

55 

Vinegar 

100 

100 

80 

95 

Waste refuse 

80 

80 

65 

75 

Water softening materials (for water softening 
plant) 

100 

I 100 

80 

95 

Wheels, wooden 

65 

' 65 

50 

60 

Wooden articles, N. 0. C. 

65 

1 65 

55 

65 

Yams 

' 65 

i ^5 

45 

57.5 

Zinc ore .. 

1 65 

i 

1 « 

60 

70 
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ANNEXURE XV 


List of commodities for which the recommended classifications are higher than 
the corresponding percentage classes. 


Commodities 

Corresponding 

1 percentage 

! classes 

i 

i 

Recommended 

percentage 

classes 

Wagon¬ 

loads 

Smalls 

Wagon- 
1 loads 

1 Smalls 

1 

Carbon bricks for lining electric furnaces 


60 

60 

65 

75 

Cement 

. - 

40 

65 

42.5 

55 

Chrome ore 

- . 

32.5 

55 

40 

52.5 

Cold starters 


115 

115 

100 

120 

Coloured cement 

•• 

40 

65 

42.5 

55 

Electrical appliances and fittings, Division A 

. . 

115 

115 

120 

140 

Electrode paste 


115 

115 

100 

120 

Iron or Steel, Division A 

> . 

70 

75 

75 

90 

Iron or Steel, Division B 


65 

70 

70 

85 

Iron or Steel, Division C 


60 

65 

65 

75 

Iron or steel scrap ., 


32.5 

55 

40 

52.5 

Iron, pig .. 


32.5 

55 

40 

52.5 

Jute, unpressed 


95 

95 

100 

120 

Lorries, steam 


120 


130 


Magnesite crude, calcined, burnt or powdered 

•• 

32.5 

55 

40 

52.5 

Manganese chloride .. 

.. 

80 

80 

70 

85 

Manganese ore 


32.5 

55 

40 

52.5 

Molasses .. 

•• 

32.5 

60 

40 

52.5 

Motor vehicles, N. O. C. in covereds .. 


130 


140 


Motor vehicles, N. O. C. in opens 

* * 1 

120 


130 

• ■ 

Petroleum and other hydrocarbon oils dangerous i 

1 




i.e., having a flash point below 76“ Fahr., i 





N. 0. C. 

j 

120 

120 ! 

! 

130 

150 

Refractory bricks (for Magnesite bricks only) 

'• 1 

45 

55 

60 

70 

Sodium liouride 

i 

80 ! 

80 

70 

85 

Sodium fluosilicate .. 

V * ! 

80 

80 

70 

85 

Stainless steel sheets or rods ,. 

* * ! 

80 

80 1 

85 

100 

Stoves, N. 0. C. 

i 

1 

115 

115 

100 

120 

Tobacco imported .. 

•• i 

115 

115 

120 

140 

Water 

*• ! 

1 

25 

60 

27.5 

37.5 
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ANNEXURE XVII 


Picture Illustrating Economical Loading of 

Motor Cars 
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NOTE 


1. ^Vh'sre a*» 'i-k ?i*en iiJer ths ;! usilfatJop j'lown under 

etriaaia “ sr.i’s’i-bads ” will inpiy to faffic in smalfc aN*;. 

2. TheariBUad ipecia! coalition “ S'3I ” attached to “.late full pressed '* “ .fite Iielf- 

pressed * ’ denotes;— 

S/31—(a) Tites i nted fir “ 1 ite f in-nrcircd ” ,«»;>l,v to Vi!?s arernsin;- 5 ntivmds-paci: in 
wjisht and n} isaring to not more than 101 c. ft. 

(b) Jlatesnotcdfar “ J itchilf-prossed ” analy to talesoach averaging - 
(i) 4 m landsin ’.velghtani lOeasuring to not more than 16 c. ft. 

(11) 3i vanaads i i weight and measuring to not more than 15 c. ft. 

(iii) 1] maands in weight and measuring to not more than 5 T8c. ft. 

AfOrE .—.1010 tales which du not c'» iform to the ahovc wc:g?>:s .(nJ :;i ,‘3sai-c.'nunts 
will be ciiargcd at the rate for “ Jute unprw; 
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ANNEXURE XVI-^contd. 



Aerated waters .. 
Indudea— 
Mineral waters 


Aeroidanes, component 

parts of . P/20f 

uidudes— 

Aero-engines 


130 150 


Aeroplanes, packed subject 
to a minimum weight for 
charge of 50 maunds for 
each aeroplane or per 
eadi 4-wneeled vehicle 
used, whichever gives the 
greater charge.. .. rpfX ; 

S/3. 

Agar(aloewood.eaglewood 
andUgmiloes).. .. e;P/22 

Agarwot^dust .. .. P/6 

Agricultural implements 
and machines. N.O.C« 
power operated .. P/20f 
Indudes— 

ChaffcuttMS 1 

Decorticating madiines I 


Ploughs > Power 

Sugar-cane crushers ) operated. 
Si^-cane rniOt, etc. I 


150 ISO 


Agricultural implenients 
and madiines, N. O. C, 

worked by hand or _ 

padced . • P/20f 
Indudes— . 

Agricultural or garden- 
hM forks and hoes 
Chaffcutters 
Component ports of 
sugar-cane mills, li 
Decorticating machines 
Harrows 
Persian wheels 
Pidc-axes .. 

Ploughs 

Powndis 


i 



o 



ANNEXliHE XVI- 

-contd. 


Articles 

lienerai Classi- | 
i hcation , 

i I 

Minima weight j 
conditions 1 

applicable to 
wagon-load rates 

1 

Remarks 


1 Wagon-j cmiiio 
j loads 1 

B. G. |m. G. I N. G. 



Agricultural implements 
and machines N. O. C., 
worked by hand or ani¬ 
mals, packed—(concld.) 


Sugar-cane crushers .. 

Sugar-cane mills, etc.. . 

Water boring plant .. 
Wate'-lifters 

Winnowers .. 



1 

Agricultui al implements 




and machines, N. O. C., ' 



1 

worked by hand or 



! 

animals, unpacked .. P/20f 

55 

65 

1 

Includes — 



I 

Agricultural or garde¬ 



J 

ning forks and hoes 

Chafl: cutters 

Component parts of 
sugar-cane mills 

Decorticating machines 

Harrows 

Persk.n wheels 

Pick-;ixes .. 

Ploughs 

Powtahs 

Sugar-cane crushers .. 

Sugar-cane mil's etc... 

Water boring plant .. 
Water-lifters 

Winnowers .. 

Air-conditioning units .. P/22 

120 

140 


Ajax .. .. .. p ; d 

180 

.. 


Ak floss, full pressed .. P/2!; 

55 

65 


S/!5 

Ak floss, half-pressed .. P/2i ; 

60 

70 


S/15 

Ak floss, loose .. .. P/5 ; 

70 

85 


S/15 

Alabaster. unwTOUght .. P/20 

55 

65 


Alabaster wrought, N. 0. C, P/20 

too 

120 


Includes — 

Shades and bowls 

Figures and ornaments. 

Albums .. .. P/22 

130 

150 

i 

Ale and neer in bottles or 
in Jars. P/24 

65 

75 

1 

; 

include — 



1 

Porter 



i 

Stout 








/ 


AiSNEXURC XVI -contd. 



Geiural Classi¬ 
fication 

Minima weight j 
conditions j 

applicable to 
wagon-load rates 

Remarks 

i 

! 


B. G. M. G. |N. O. 

i.. 


AU:;.ii:-l i'.ot in ioules 

or in jUiS. P/2'f« 

liunsU-'S-- ; 

i''<;rlci' 

Si out 

60 ’ 

j 

70 ’ 

1 

f 

1 

i 




Almoadn .. .. F/ ? 

80 

95 I 





Aloes . .. .. P/b 

95 

iioi 





Aluti. . .. •• P.'d 

40 

52.5 ; 


j 



AiuiujiAi! .. .. ; d 

180 

• • 





.. < • 1'. .'d 

70 

85 


i 



Aiuirnnue 0!'sod;-. .. H/i-ic 

75 

90 





Aluminium .. .. P,22 

ilKllidtS - 

A;u:.iinium i i i;>s, slugs 
or coiis 

95 

liO 





Ahiniiriiiirn dross . P/5 

47.5 

60 





Alunn.iiui'.i ii-mriv!." .. P;-’. 

70 

85 





AlUUlliiltdlTi ioi) . s * . 1 ‘*-2 

no 

150 





Aiiiminium po.vder .. P 2.’ 

95 

no 





Alimiinium scrap .. P,7 

70 

85 





Aluminium ware, N. 0. C. P 22 

120 

liO 





Amber ., .. e ; P. 22 

150 

180 





Ambcriic No. 2 .. .. p ; d 

180 






■Amcliur .. .. P, 6 

80 

95 





American cloth .. .. P;2 

; 500 { 120 





Anda . .. P,b 

! 

i 60 = 

! • I 




Ammonal ,. .. P t d 

: 18t) 

i 

1 





Aiimion g-Jiitinc dyn mute _ p ; d 

j 180 

! 

! 




Aniiiioi; g.nijiiidiy .. p ; d 

j ■ 180 

i 

1 





Ino. ^ - p J ^ 

j 180 

1 - 





Ariinion !-..lig!»iU‘. No. 3 .. P ; d 

180 i .. 





Avnino.-.i;! in soltilion .. p ; d 

1 no 

130 

1 
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ANNEXURE XVI-~contd 


Articles 


Ammonia, liquefied an¬ 
hydrous or ammonia gas, 
compressed .. p ; d. 

Ammonium bicarbonate .. P/24c 

Ammonium bifluoride, solid p; d 

Ammonium fluoride, liquid p ; d 

Ammonium sulphocyanide p ; d 

Ammunition quick-firing .. p; d 

Amorphous, phosphorus .. p; d 

Amsut .. .. .. P/22 

Amyl acetate ., p ; d 

Amyl alcohol ,. p ; d 

Aniline oil .. p ; d 

Aniseed waun .. P/24 

Anti-gas fabrics .. .. p ; d 

Anti-hydro .. P/24c 

Antimony .. P/22 

Includ^- 
Antimony sulphide 

Antimony fluoride mordant 
(antimony salts) .. p; d. 

Ardeer gelignite.. .. p; d 

Arms P/22 

(See General Rule 49) 

A. R. P. Practice Incendiary 
Bombs .. p:d 

Arrowroot .. P/fi 

Arrowroot flour, N. O. C. .. P/22 

Arsenate or arseniate of lead • p; d 

Arsenic .. .. d 

Arsenic, oxides of .. .. p ; d 







u 

ANNEXURi: XVl-contd. 


1 

Articles 

General Classi- ! 
fication 

Minima weight ] 
conditions 1 

applicable to 
wagon-load rates , 

BemaiLH 


Wagon- j 
loads 1 

Smalls 

B. o. Im. o. : 

1 i 

S. G. i 

_i 


1 

Bangles, ivory .. ,, c ; P/22 ; 

150 

»8« i I I ; 

Bangles, lac. broken • - p ; P, 5 

47.5 

60 : i 1 

• 1 i 

Bangles, N. O. C. .. P,'!> 

80 

95 


i I 

i 1 

Bangles, woockii .. P/5 

70 

85 


i 

1 

Barium carbonate .. p ; «i 

80 



! 



Baiiuni hydraie vBiriuni 

hydroxide) .. .. p 5 d 

()0 

i 

70 





Buriuiti pcroxitic .. p ; d 

150 

180 



i 


Bar iunt suiph;da .■ ^■'.24c 

60 

70 





Bark, plantain .. . .. P/( 

47.5 

60 





Barley, pearl, i:i i ms P/.?2 

95 

no 



( 


Etrometers .. e ; P/23 

150 

180 





Burrows •• P/P' 

Bui'j,iasii aau ..ky,iron or 
steel, galvanized or 
coated with lead or with 
anti-rust solution .. Pi22 

80 

95 





too 

120 





Baskets,common,country, P/1 

70 

85 





Baskets, N.O.C. .. P/I 

85 

100 





Battery charging solution 
(Acid) .. d 

130 

i 

150 

I 




Battery eliargiiig solution 
(Alkali) (Potash and 

Litbia solution) .. d 

130 

150 

i 

i 


1 


Bauxite catcinca •• P/30 

65 

1 


i 

1 


Beads, coral •- .. e; P/22 

i 150 

i 

! 1801 i 

: r 1 

i 

1 


Beads, N.O.C- (tf of 
giasse) •- P/22 

1 

1 

80 

• ; ] 

1 95 ‘ 

1 

I 

1 


Bee-hivci, wooden and or 
metal empty and bee¬ 
keeping appliances ... P;20f 

.55 

) ! 

! 65 ; ; 


Belex . . d 

1 180 

i i i ■ 


Belexl.. .. d 

! 180 

! 1 1 1 
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ANNEXURE XVI—contd. 


Artides 


Goeral Classi¬ 
fication 

! Minima weight 
< conditions 

1 applicable to 
{ wagon-load rates 

.1 _ 

Remarks 



Wagon¬ 

loads 

Smalls 

m 

IQQI 



Belex3.. 

d 

180 






Bellmetal (kansa) ingots, 
sheets or slabs 


75 

90 





Bellmetal (kansa) scrap .. 

P/7 

70 

85 





Bellmetal ware(Kansaware) 

P/22 

95 

no 





Bellows 

P/22 

100 

120 





Bells, pneumatic 

P/22 

85 

100 





Belting, leather or any 
other kind(for machinery) P/6 
Includes— 

Cotton tubular banding 

1 

100 

120 



i 


Benjamin 

P/24 

100 

120 




1 

1 

1 

Bentonite 

P/30 

30 

(OR) 

40 

(OR) 



i 

RR rates will be 
20% higher 

Beryl ore 

P/30 

85 

100 



i 

1 


Betel leaves 

p;P/8 

75 

(OR) 

90 

(OR) 



1 

1 

RR rates will be 
20% higher. 

Betel>nuts 

P/6 

95 

no 





Bhojpattar 

P/5 

55 

65 



i 

1 

\ 

Bicarbonate of potash .. 

P/6 

85 

100 



1 

Bicarbonate of soda 

P/6 

37.5 

50 



i 


Bichromate of potash 

P/24C 

80 

95 





Bidironate of soda 

P/24C 

80 

95 





Bicycles, childrens’ subject 
to a minimum weight for 
charge of 20 seers per 
package 

P/20f 

130 

150 





Bicycles, component parts 
of . 

i 

P/20f • 

130 1 

150 





Bicycle erates, empty, sub¬ 
ject to a minimum 
weight for charge of 20 
seers per crate 

! 

i 

i 

\ 

t 

60 i 

5 

i 

i 

70 1 


1 

i 

1 

1 
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ANNEXURE XVI—contd. 


Articles 

1 

General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Snutlls 

B.G. 

M.G. 

N.G. 


Bicycles, fitted with auto¬ 
wheel attachments, sub¬ 
ject to a minimum weight 
for charge of two mds. 
per package .. 

1 

p/20f: 

s/3 

1 

1 

1 

! 

130 

1 

150 

f 

i 

1 




Bicycles, subject to a mini¬ 
mum weight for charge 
o‘f one maund per pack¬ 
age .. 

P/20f 

130 

150 

i 




Biddies 

P/ll 

100 

120 





Biddy leaves 

P/5 

100 

120 





Billiard table slates 

P/28C 

80 

95 

1 





Billiard tables and other 
accessories 

P/20f 

1 

130 

1 

150 

1 


i 


Birds’skins 

P/22 

100 

120 





Biscuits, dog or forage 

P/22 

75 

90 





Biscuits, N. O. C. 

P/22 

100 

120 





Bisulphide of carbon 

p;d 

150 

180 





Bisulphite of lime solution 
saturated with sulphur- 
dioxide gas .. 

d 

80 

95 





Bituminous soiution(Paint) 

p;<i 

75 

90 





Black, N. O. C. 

Includes— 

Bone black (animal 
charcoal). 

Ivory black. 

P/6 

85 

j 

too 





Blankets, cotton or 

woollen 

Includes— 

Rugs, travelling. 

P/25 

100 

1 

1 

120 





Blasting gelatine 

p ;d 

180 

• • 





Bleaching powder 

d 

40 






Blotting paper, in bales or 
bundle 

P/17 

55 

' 65 

1 

I 
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ANlMEXilRE XVI-contd, 


i i 

Minima weight i 
: General Classi- conditions 

ftcaiion applicable to i 

Articles wagon-load rates 


Boards, patent, in'-.uialfnc; 
or building ladling, wall 
or rlooringj .. .. r/.2 

Boats, N. O. C., subject 
to a minimum weight 
for charge of 50 inds. (or 
the iirsl bo:;(. loaded ,‘n 
a four-wheeled or six- 
wh>x;lcd wagon, and to a 
miiiimuiii weight for 
charge of 50 mds. for 
each of the first two 
bo. ts loaded iti a bogie 
wagon. For every bo.it 
e.'ictcding one in a foiir- 
wliecied or six-wheeiod 
vvtiyonatid for every ito.it 
exo-'C.fing two in a bogie 
wuKon the minimum 
weigi'.t for charge v.'ill 
be : 0 mds. The minimum 
weight for charge for a 
single boat loaded in a 
boigie wagon will be 100 
maunds—f. 

Boats, shooting .. P/.20f 

As under— 

tl) Non-collapsibic 
shooting boats over 
12 feet in length, 
subject to a mini¬ 
mum weight of 
131 nids. each. 

C:) Non-collapsible 
shooting boats 12 
feet in length and 
under, chargeable on 
actual weight. 

(.') Collapsible shoot¬ 
ing boats dispatched 
folded, chargeable on 
actual weight. 

Note. —Shooting boats shall 
be .rarried as “ smalis 
and loaded in wagons 
with other goods at the 
convenience of railways. 
Otherwise, they sjjall be 
subject to charge on the 
ntin mum weights pres- 
crft'Sd for “ Brots. 

N. O. C. ■' 






Bensurks 


Bobbinitc 


.. p ;d 









ANNEXURE XVI - -contd. 


A'-ljcliSv 


' .Mini > weielH 
tiencral Clissi- :;5!,s 

ricfiiort yn;-, , je to 

■ • 1 ! rates 

1 

Rematk*, 

Bobbins 

P/22 

85 

100! ! 


Bodar .. 

P/6 

55 

65. 


Boiier ccnicm 

P/6 

75 

90; 


.1 lie! tides— 



I ! 


lifc-eenxni 



1 ! 


Miiiintsia cemet't 



; ' 


So-?nbs iillcd-Dcpih chai.gcs . 

p ; ^ 

180 

• • • ’ 


Bombs fi!!cd-liice.rKii;tr> 

i>:<l 

180 

' '■ ! 


(for aircraft') 



i 1 1 


Bombs filled-Trench 

p : d 

ISO 


\ 

Howitzer 



1 ! ; 


Bombs ftllcd-Trersch mo tar 

r> ; d 

: ISO 

• • > ’ i 

* 

Bombs fillcd-H. ifot 

p; d 

ISO 

t ' 1 


Aircraft) 





Bone dust 

P/6 

27.5 

! 57.5 ■: : 

RR rales will be 



i (OR) 

I (OR) i 1 

20% higher. 

Bone meal 

P/5 

27.5 

: 37.5 

RR rates will be 

Includes— 


i (OR) 

(OR) 

20% higher. 

Hod meal 



1 


Horn meal 



i 


Bones P/3C/ 

;S/4 

32 5 

42 5 

RR rates will be 

includes— 


lOR'i 

(GP) 

20% hiehcr. 

Crusi.ed bones 





Hoofs 





Homs, common 


1 

! 


Skins, scrap 



* { 


(See General Rules 


1 

^ 1 


50 to 53). 


{ 

1 


Bones sinews 

p/30 

32 5 

42.5 i 

RR rates will be 



(OR) 

; (OR) ! 

20% higher. 

Books 

P/22 

1 

90 i i ; 


Includes— 


i 

i ' ! 


Atlasses. 


1 

!■ ■ 


Boots 

P/22 

120 

140 i I 


Includes— 





Sandals, N. 0. C. 





Shoes. 





Slippf';, 





Boot polish 

?;22 

80 

; 


IBoot, slioe- and stay late.' 


100 

1 


Borax 

p;6 

40 

rrr«rr/s|^ r - 
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ANNEXURE XVI—contd. 



Minima wdfht 

General Classi* conditions 
fication applicable to 

wagon-load rates 


Wagon¬ 

loads 



Bottles (ir made of articles 
listed in Rule 37 ; e) 
Includes— 

Feeding bottles 
Glass ampoules 
Stone git^ beer 
botties 


Boxes, cases, casks, tea 
chests, wooden, unas¬ 
semble with or without 
fittings 

Boxes or irunks, leather .. 

Boxes or trunks, tin 

Boxwood 

Bran .. 

Includes— 

Pollard. 


32.5 42.5 


Brass fo 

Brass ingots or slabs 

Brass scrap 

Brass sheets or rods 
> Includes— 

Brass bars. 

Brass circles. 

Brass stripes. 

Yellow metal sheets or 


Brass ware 
Asund<»— 

Brass jingles . . P/22 

BraK pi^ .. .. P/22 

Brass tubes . . .. P/22 

Brasswaie, N. O. C. .. P/23 
Bras8ware,tin-nidteiled P/22 
Brass wire .. .. P/1 

Hand qnayen made of 
brass .. P/22 

Ydlow metal ware .. P/22 


95 no 


Baiattice doth .. 
Bread .. 


.. F/2 
.. P/22 
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ANNEXURE XVI—contd. 


1 

! 

Artktes I 

! 

General Classi- , 
1 fication j 

1 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 


Wagon- 

Smalls 

B. G. 

M. G. !n. G. 



Bricks, common .. 

.. P./30 ! 

32.5 

42.5 1 

Includes — 

i 


* 

Bricks, broken. 




Bricks, bath 

P/22 1 

SO 

95 ! 

Bricks, porcelain .. 

.. P/20 j 

65 ; 

i 

75 ! 

Bricks, terracotta .. 

.. P/20 

70; 

85 i 

Bricks, vitrified 

.. P/20 ! 

65 : 

75 * 

Bristles, hog 

.. P/22 1 

100 

120 : 

Bromine .. 

.. p: d 1 

150 

180 

Bron 2 e ingots or slabs 


80 

95 

Bronze rods 

.. P/i j 

100 

120 

Bronze scrap 

.. P/7 i 

70 

85 

Bronzeware 

.. P/22 

too 

120 

Bronzing solution (arsenical) p ; d 

too 

120 

Brooms .. 

Brushes, N. O. C. .. 
Includes — 

Bobs, polishing, mat 
cloth. 

Mops. 

.. P/1 ! 

47.5 

60 

.. P/5 

leof 

80 

95 

Buckum root 

.. P/5 

80 

95 

Bulbs 

.. P/6 

80 

95 

Bunting .. 

.. P/22 

85 

100 

Butter 

.. P/24 

95 

no 

Buttons .. 

.. P/22 

100 

120 

Butyl acetate 

- p;d 

110 

130 

Butyl alcohol 

.. p;<J 

150 

180 

Cactus .. 

.. P/6 

47.5 

60 

Cadjans .. 

.. P/1 

47.5 

60 

Cadmium sulphide 

.. P/24-C 

130 

150 

Cages, iron or steel 

.. P/19-f 

80 

95 




2 
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ANNEXURE XVI—contd. 


Articles 


Gnieral Classi¬ 
fication 

j Minima weight 
i conditions 

1 applicable to 
wa^cn-load rates 


Remarks 



! Wagon 
j loads 

“j Smalls 

' 1 ' 

j B. G. jM. O. jN, G 

1 

. i 

Cages, N. O. C. .. 

P/20-f 

1 

1 80 

j 95; j 


Calcium arsenate (solid) 

p ;d 

130 

i 150 : , 

1 

Calcium chloride .. 

P./24-C 

60 

1 70 j 

j 

. 

Calcium phosphide 

p :d 

110 

i 130 


i 

j 

1 

Calcium silicide .. 

P; d 

80 

95 



1 

i I 

Camel kadjawahs .. 

p;22 

80 

95 



{ 

Camels' hair, full-pressed . 

p/21; 

S/15 

80 

95 

i 

1 

I 

Camels' hair, half-pressed . 

P/21; 

S/15 

100 

120 

i 

i 

i 

1 

1 

Camels* hair loose.. 

P/5: 

s/15 

130 

150 




! 

Camp equipage .. 

Includes— 

Tents 

Tent equipage., 

P/6 

P/20.f 

100 

120 





Camphor 

e ;P/22 

130 

150 





Camphor wood .. 

P/5 

80 

95 





Candles .. 

P/22 

85 

100 





Candles. smoke, ground .. 
Mark 11 

p; d 

180 

•• 





Canes, Tl. O. C. . • 

P/1 

95 

no 





Canes,t;\/alking .. 

P/22 

95 

no 





Canoes, subject to a minimum 
weighi^for charge as for 27 
maunc 8 each 

P/20f 

95 

• • 





Cans, d MBng or winders, for 
use in textUe factories 

P/22 j 

85 

100 





Canvas .. 

P/6 

80 

95 


1 



Canvas tags 

P/6 

80 

95 





Canvas hose 

P/6 

80 

95 



1 


Caoutchcucine 

p;d 

no 

130 
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ANNEXURE XVI-contd. 


Articles 


1 

General Classi¬ 
fication 

Minima weight | 
conditions 
applicable to 
wagon-load rates 



Wagon¬ 

loads 

Smalls 

B.O. 

M. G. 

N. G. 1 

Capped safety cartridge cases, 
if otherwise empty 

p; d 

too 

120 




Caps 

Includes— 

Balaclava caps. 

Knitted caps. 

P/22 

too 

120 




Caps and discs for closing and 
sealing bottles or tins 

P/22 

80 

95 




Caps, percussion .. 

d 

180 

•• 




Capsules, lachrymatory 

p:d 

150 

180 




Caramel (burnt sugar) 

p/22 

too 

120 




Carbide of calcium 

p: d 

95 

no 




Carbolineum avenarius oil .. 

P/24-C 

60 

70 




Carbonate of ammonia 

P/24-C 

85 

100 




Carbonate of potash 

P/6 

85 

100 




Carbonate of strontia 

PI24-C 

85 

100 




Carbon black 

p ;d 

95 

no 




Carbon decolourising 

P/22 

80 

95 




Carbonic acid gas, com¬ 
pressed or liquefied 

d 

80 

95 




Carbon bricks for lining 
electric furnaces 

Includes— 

Carbon paste 


65 

75 




Carbon paper 

P/22 

100 

120 




Carcass Composition Practice 
A. R. P. Bombs 

p;6 

180 

• • 




Cardboardjboxes, collapsed 
flat ^ 

p/22 

80 

95 




Cardboard or pasteboard 
boxes, N. O. C, empty, 
packed in cases 

P/22 

100 

120 




Cardox composition 

p:d 

180 

•• 




Cards for carding machines.. 

P/22 

85 

100 

1 


i 1 


2a 


Remarks 
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ANNEXURE XVI—contd, 


Articles 


Cards for tickets .. 

Cards, N. O. C. .. 

Carpets or rugs, floor 
Includes— 
Druggets 


I Minima weight 
General Class!* conditions 


fication app|i;:able to 

wagon-load rates 



Smalls B. O. M. O. IN. O. 


.. P/22 
.. P/22 
.. P/18 


80 

100 

110 


120 

130 


Carriage braid .. .. P/22 100 120 

Carriaf^s, 2-wheeled, con¬ 
signed on their own wheels, 
subject to a minimum 
weiglit for charge of 43 
maundseach .. .. f 120 

Carriages, 2-wheeled, consign¬ 
ed without their wheels, 

subject to a minimum weight i 

for charge of 13jmaunds 

each .. .. f 120 ' 

Carriages, 4-wheeled, consign¬ 
ed on their own wheels, i 

subject to a minimum weight ! 

for charge of 43 maunds 
each .. .. .. f 120 


Carriages, 4-wheeled, consign¬ 
ed without their wheels, 
subje.t to a minimum weight 
for charge of 27 maunds 
each .. .. .. f 

120 


Carriage shafts .. .. P/20-f 

93 

no 

Carriages in pieces or parts, 
i.c. shafts, springs, wheels, 
axles, etc. removed .. P/20-f 

93 

no 

Cartridi» cases, uncapped, 
empty.P/22 

100 

120 

Cartrid{«s for blasting or other 
like purposes .. .. p ; d 

180 

.. 

Cartridfies for cannon .. p ; d 

180 


Cartridges for small arms, 
which are not safety cart* 
ridges .. p ; d 

180 


Cartridges, illuminating .. p; d 

180 

• • 

Cartridges, safety .. .. d 

180 

• • 

Cartridges, signal .. .. p ; d 

180 

■ •• 









21 


ANNEXURE XVI—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon- 

loads 


m 


jn. G. 


Carts, all-stcel, with or without 
pneumatic tyres, subject to a 
minimum weight for charge 
of27maundseach P/'20-f 

95 






Carts, all-steei, in pieces or 
parts, i.e., wheels, s^es, etc., 
removed .. P/20-f 

95 

no 

1 

1 




Carts, country, N. O. C. 
subject to a minimum 
weight for charge of 13J 
maunds each 

P/20.f 

95 

1 

1 

i •• 

i 

i 

! 

i 

1 


Carts, country, N. O. C., 
in parts. 

P/20-f 

47.5 

! » 

1 

1 

i 



Carts, municipal, or any 
other kind except carts, 
country, subject to a 
minimum weight for 
charge of 27 maunds 
each.. 

Carts, municipal or any 
other kind except carts, 
country, in pieces or 
parts, i.e., wheels, axles, 
etc., removed. 

1 

1 

f 

1 

! 

95 

• • 





P/20.f 

95 

no 





Carts, tar boiling, subject to 
a minimum weight for 
charge of 27 maunds 
each.. 

f 

95 






Carts, tar boiling, in 
pieces or parts. 

P/20-f 

95 

no 





Carvings 

e;P/22 

150 

180 





Case-hardening compounds 

P/24 

65 

75 





Casein.. 

P/6 

95 

no 





Cash boxes 

P/22 

100 

120 





Cashew nuts 

P/22-B 

95 

no 





Casting powder., 

P/24 

85 

100 





Catechu '.. 

P/6 

55 

65 





Catgut 

P/22 

150 

180 





Caustic Coke .. 

P/24<! : 

\ 

130 

150 

i 


J 








ANNEXURE XVI—contd. 


Articles 

General Classi* 
fication 

Minima weight 
conditions 
applicable to 
wa^n-load rates 

Remarks 


Wagon¬ 

loads 

Smalls 

B. O. [m. G. 1 

M.G. 


Caustic potash, liquor .. p ; d 

• 

55 

65 



1 


Caustic potash, soUd .. P/24-c 

85 

100 





Caustic soda .. • • P/24-c 

37.5 

50 





Caust Ic soda, liquor . • P : d 

37.5 

50 





Celestite .. • • P/30 

47.5 

60 





Celluloid .. ..P/22 

too 

120 





Celluloid bangles . • P/22 

85 

100 





Celluloid ware, N. 0. C. .. P/22 

100 

120 





Cellulose acetate dope .. p ; d 

150 

180 





Cellulose acetate flakes .. P/7-B 

95 

no 





CenMJit .. ..P/6;P/6-A 













Cement blocks, hollow .. P/20 
Includes— 

Blocks 

Coke breeze, hollow. 

60 








■ 




Cement capitals .. P/20 

130 


■ 




Cemsnt castings .. P/20 

130 


■ 




Cement clinker .. .. P/30 

60 


■ 




Cement sheets .. . • P/20 

65 

75 





Cement tiles .. .. P/20 

65 

75 





Chair. P/’ 

47.5 

60 





Chains, Iron or steel, 

N. O. .. 

■ 

95 





Chairs, invalid, subject to a 
m uimum weight for 

charge of 4 maunds per 
package •• •• r/zui 

110 

130 





Chairs, push, cMdren’s 
suDject to a inintiniim 
weight for charge of 1 
maund per package .. P/20f 

no 

130 


1 






ANNEXURE XVI—contd. 



Chairs, push, children’s 
cellapsible, subject to a 
minimum weight for 
charge of 20 seers per 
package 


General Classi¬ 
fication 


Minima weight 
conditions 
applicable to 
wagon-load rates 


Remarks 


Smalls i B. G. !m. G. :N. G. ' 
loads : I . 


Chakees, wooden 


Chalk .. 

Includes— 

Calcium carbonate. 
Chalk, prepared or 
precipitated. 
Precipitated calcium 
carbonate. 

Whiting 


i 30 40 I 

! (OR)! (OR) 


Chalk crayon 
Chandeliers 
Charcoal fuel 


.. P/22 
,. c ; P/22 
.. P/5 


! 30 i 40 
I (OR)i (OR) 


Charges and refills for 
chemical fire extinguishers p ; d 
Note.— The conditions 

p; d attached to this entry 
will not apply to 
“Charges and refills for 
non-acid chemical fire 
extinguishers ” such as 
“Electrene” and “Fire 
Snow ’’ 


Charka.. 


Charowlee 

Chatpoys 

Cheese 


Chemical manures—Divi- P/6 
sion A 
As under— 

Ammonium Sulphate 
nitrate. 

Diammophos 
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ANNEXURE XVI-contd. 


Articles 


Cbcinkal manures—Divi¬ 
sion B. 

As under— 

Ammonium phosphate. P/6 
Calcium ammonium 
nitrate .. .. P/6 

Calcium Sulphate or 
Sulphate of lime .. P/6 
Cyanamide .. .. P/24c 

Ephos phosphate .. P/6 
Ground phosphate .. P/6 
Kianite .. .. P/6 

Keiserite .. .. P/6 

Lime nitrogen .. P/6 
Manure mixture ., P/6 
Mineral Phosphate .. P/6 
Muriate of potash 
(Potassium Chloride) P/6 
Nitrate of ammonia .. d 
Nitrate of lime ,. P/6 

Nitrate of soda .. d 

Nitrolim .. .. P/6 

Phosphate of lime .. P/6 

Phosphatic Nodules .. P/6 
Radiophos .. ,. P/6 

Suarmeal (Black label) P/6 
Sulphate of ammonia P/6 
Sulphate of Potash .. P/6 
Superphosphate .. P/6 
Sylvinite .. .. P/6 


Chemicals, photographic .. P/22 

Chemicals (not explosive), P/24c 
N. O. C. 

Chests, ice, packed .. P/20f 

Chests, ice, unpacked 

Chests, iron or steel .. P/20f 

Chicoiy .. .. P/6 

Includes— 

Chicory powder .. P/22 


Chillies .. .. P/6 

Includes— 

Chi lies seeds. 

Green chillies. 


i General Oassi* 
I fication 


Wagon¬ 

loads 


Smalls 


Minima weight 
conditions 
applicable to 
wagon-load rates 


B. G. [m. G. 


N.G. 


Remarks 


35 


150 

130 

too 

110 

100 

80 

75 


45 


180 

150 

120 

130 

120 

95 

90 


Chilworth smokeless 
powder No. 2 .. p ; d 


180 
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ANNEXURE XVI—contd. 


Articles 

General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 


Wagon 

loads 

'! Smalls 

1 

1 B.O 

. M. 0.1N. G 

■| 

Chimneys, mica-tin .. P/22 

100 

120 

1 




China or pottery broken .. p ; P/5 

47.5 

60 

i 




Chinaware .. .. e ; P/22 

150 

180 





Chinese lanterns.. .. p/22 

100 

120 





Chlorate of barium ., p ; d 

150 

180 





Chlorate of potash ,. p ; d 

150 

180 





Chlorate of soda ,. p ; d 

150 

180 





Chloride of barium .. p ; d 

60 

70 





Chloride of magnesium .. P/24c 

60 

70 





Chloride of sulphur .. p ; d 

150 

180 





Chloride or muriate of .. d 
zinc 

Chlorinators .. ., p/20 

60 

80 

70 

95 





Chloroform .. .. p ; P/24c 

Chrome alum .. p/22 

130 

150 





65 

75 





(hromeore p/3o 

40 

52.5 





Churns, wooden.. .. P/5 

80 

95 





Cider in bottles or in 
jars, packed in cases 
or hampers .. .. p/24 

65 

75 





Cider not in bottles or in 

Jars .. .. p/24 

60 

70 





Cigarette paper .. ,. p/22 

1^ 

140 





Cigarettes ., P/23A 

120 

140 





Cig.nis, country .. .. p/23 

120 

140 





Cigars, imported ,, P/23 

130 

150 





Cinchona .. ,. p/6 


95 





Cinema, Circus and Thea¬ 
trical equipage excluding 
cinematograph operating 
apparatus and cinemato¬ 
graph films .. .. P/20f 


140 





Cinematograph apparatus, ej P/23 


180 
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ANNEXLTRE XVI contd. 
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ANNEXURE XVI-contd. 


Coal gas, compressed 

p;d 

150 1 

1 

180 

Cocoa 

P/22 

100 

120 

Cocoanut, d^iccated. In 
tins or in cases 

P/22 

100 

120 

Cocoanut, desiccated 

N. O, C. .. ... 

P/22 

60 

70 

Cocoanut husks 

P/30 

47.5 

60 

Cocoanut, cocoanut kernels 

P/6 

60 

70 

Cocoanut shells 

P/5 

47.5 

60 

Cocogem 

P/16 

95 

no 

Cocotine 

P/16 

80 

95 

Coffee ., 

P/6 

95 

110 

Coffins 

P/20f 

100 

120 

Coir .. 

P/1 

55 

65 

Cold starters 

d 

100 

120 

Collodion 

p ;<i 

150 

180 

Coloured cement 

Includes— 

White cement 

p/6; 

P/6A 

42.5 

55 

Colours and dyes— 
Division A 

As under— 

Abbir 

Alta 

Annattoo 

Artists’ colours in 

P/24 

95 

110 


pans and tubes 
Blue 

Bronze powder 

Carmine 

Cheep 

Chrome colour 
Cinnabar 
Cochineal 
Crimson 

Dry colours for aerated 
waters, confectionery, 
cordials, spirits, 
syrups, etc. 


Articles 


General Ciassi* 
fication 


Minima weight 
conditions 
applicable to 
wagon-load rates 


Remarks 


Smalls i B. O. !m, G. 'N. O. ' 






ANNEXURE XVI—contd. 


Articles 

General Classi- 
fleation 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



B. G. 

M.G. 

N.G. 



Colours and dyes— 
Division A^concld.) 
Dyes, aniline, alizarine 
or otherwise des¬ 
cribed 
Hair dyes 
Kankoo 
Liquid colours 
Magenta 
Mahawar 
Rhodiunine 
Rouge 

Sulphide of mercury 
Titanium oxide 
Vat dyes in paste 
Vermilion 


Colours and dyes—Divi¬ 
sion B 
As under— 

Colours and powders, 
used for colour¬ 
ing and painting 
other than those 
mentioned in Divi¬ 
sion A .. ., 

Cupriu oxide 
Dl»l flowers 
Dhow 

Distempers and water 
paints (such as Cal- 
carium) .. 

Gandh 

Hurra (myrobalan) 
powder .. 

Linole ite driers 
Litharge 
Lithopone .. 

Lodh ' .. 

Madder 

Manje-ri 

Napth mate Driers .. 
Ochre, N. O. C. 

Oxide of iron N. O. C. 
P^hoo flowers . 
Red lead .. 

Safilower 

Sulphate of barium . 
Sulphate of copper . 
Umbet .. .. 

White lead .. 


P/24 

P/24 

P/24 

P/24 


P/24 

P/24 

P/24 

P/24 

P/24 

P/24 

P/24 

P/24 

P/24 

P/24 

P/24 

P/7B 

P/24 

P/24 

P/24 

P/24 

P/7 

P/24 

P/24 


! ! 


75 


90 


Zinc, V'hite or oxide of 
zinc .. P/24 


Combs for carding 
machines .. .. P/6 


80 95 
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Articles 


Combs, horn .. ,. p /22 

Combs, Ivory .. . • e ; P/22 

Combs, N. O. C. .. p /22 

Combs, wooden .. p/5 

Composition for preventing 
incrustation in boilers, 
liquid (not containing 
arsenic) .. p;d 

Composition for preventing 
incnistation in boilers, 
solid (not containing 
arsenic) .. p /24 

Composition pots (i.e., pots 
manufactured from saw¬ 
dust and other ingre¬ 
dients) .. . , p /20 

Compressed Argon .. p ; d 

Compressed methane or 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 


B.O, M.O. N.O. 


natural gas 

Compressed Nitrogen 

Concentrated Ethyl fluid 
(Solution of Lead Tetra 
Ethyl in Ethylene Dib- 


P; d 
P; d 

p: d 

p/22 

P/22A 


romide) 

Condiments 

Confectionery 
Includes— 

Boiled sweets. 

Caramel, N. O. C. 
Chocolates. 

Lozenges. 

Mixed drops. 

Pan sweets. 

Peppermints. 

Sweets, N. O. C. 

Containers made from tin 
plate and black plate P/22 


80 
ISO 
100 
80 

55 

60 

55 

150 

150 

150 

150 

100 

120 


85 


95 
180 
120 
95 

65 

70 

65 

180 

180 

180 

180 

120 
140 


! 


100 


Remarks 
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ANNEXURE XVI—contd. 


Articles 


Containers, tinned unassem¬ 
bled parts of . . 

^"printed tinned sheets for 
making empty cases 
or containers. 
Stampinps. 

Tinned discs. 


Minima weight 

General Classi- conditions 

fication applicable to 

wagon-load rates 


Wagon- Smalls B. G. M. G. 
loads __ 



Cepper bars. 

Copper circles. 

Coppeware 
As under-;- • • 

Copper Jingles 
Copper pipes 

Copper tubes 

Copperware,N.O.C. 

Copper wire, N. U. v-. 


Coral •• 

Cord . • 
Cordcsu Wdtford 
Cordite 
Cordie M.D- 
Cordtex 
Oorkf 

Cork sheets 


..e; P/22 
.. P/22 
.. p; d 
.. p; d 
.. p;d 
.. p; d 
.. P/6 
.. P/22 


Copperas green (Sulphate of 
iron) 

P/7A 

47.5 

60 

Copper coated iron or steel 
wire 

P/22 

80 

95 

Copper coin, defaced 

P/22 

85 

100 

Copper foil 

P/22 

110 

130 

Copper ingots and slabs 

•• 

70 

85 

Copper ore 

P/30 

55 

65 

Copper scrap 

P/7 

65 

75 

Copper sheets or rods 

P/1 

75 

90 










ANNEXURE XVI—contd. 



Minima weight 

General Classi- conditions 

fication applicable to 

wagon-load rates 


'’l^ds * 1 ^* °- 



Cowries 

Cows’ hair 

C.P. Methanol .. 

Creosote 
Inclutles— 

Creosote Oil. 

Cricket kit and accessories. 

Crucibles or cupels, cement, 
earthenware or magnesite 

Crucibles, or cupels, N.O.C. 

Crucibles, graphite 

(Plumbago) broken and 
unserviceable .. 

Cryolite 

Cubebs 


Curds .. 


Curtairs 
Cutlery 
Cuttle lish 


75 90 

(OR) (OR) 


RR rates will be 
20 % higher. 


Cyanides, in airtight tin or 
zinc sises, packed in sub¬ 
stantial wooden cases, 
iron bound, not contain¬ 
ing more than 2 Cwt. each, 
or in air and water-tight 
iron drums 
As tnder— 

Cyanide of copper, 
'solid. 

Cyanide of lime or 
c^anogas. 

Cj'anide of potassium, 
'solid. 

Q>anide of sodium, 
solid. 

Qranide of zinc, solid. 

C^ranide of copper and 
'zinc (brass salts) solid. 


130 I 150 
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ANNEXURE XVI—contd 


Articles 


General Classi¬ 
fication 


Minima weight 
conditions 
applicable to 
wagon-load rates 


Remarks 


Wagon- i 
loads I 


Smalls 


B, G. iM. G. In. G, 


Cyanides, in air-tight tins, 
packed inboxes 
As under— 

Cyanide of copper, 
solid. 

Cyanide of lime or 
cyanogas. 

Cyanide of potassium, 
solid. 

Cyanide of sodium, 
solid. 

Cyanide of zinc, solid 

Cyanide of copper and 
ziiK (brass salts) solid 


Cyanides, in hermetically 
sealed jars or bottles, 
packed in boxes 
As under— 

Cyanide of copper, 
solid. 

Cyanide of lime or 
cyanogas. 

Cyanide of potassium, 
solid. 

Cyanide of sodium, 
solid. 

Cyanide of zinc, solid. 

Q^anide of copper and 
zinc (brass salts), 
solid. 


p;d 


p: d 


130 150 


i 


ISO 180 


Cyanite or Kyanitc 

Includes— 

Andalusite. 

P/30 

■ 1 

45 

57.5 

Cyanasorb—Absorbed 
Hydrocyanic Acid 

p; d ’ 

150 

180 

Cycle lorry, subject to a 
minimum weight for 
charge of 4 mds. each .. 

1 

P/20f ! 

130 


Cycle tonga subject to a 
minimum weight for 
charge of 4 mds. each .. 

I 

P/20f 

' 

130 


Cycle trailing cars, subject 
to a minimum weight for 
charge of 4 mds. each .. 

i 

P/20f 1 

130 

i 

I 

•• I 

Cycle trailing vans, subject 
to a minimum weight for 
charge of 4 mds. each .. 

P/20f * 

■ 

130 

i 

1 


i 

1 
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ANNEXURE XVI—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 



m 


Cyclotri methylene—Trini- 
ttamine, thoroughly 
purifii;^ 

p ; d 

180 






Dairy appliances and 
machines, N. O. C. 
Inclu(.'«s— 

Bottle filling and cap- 
ping. 

Bottle washing. 

Butter drying. 

Butter workers. 
Churning. 

Cream separating. 

Milk testing. 

Milking. 

Presses, cheese. 
Sterilizing. 

P/20f 

55 

1 

65 





Dammer 

P/24 

55 

65 





Dandies, subject to a mini¬ 
mum weight for charge of 

1 md. each 

P/20f 

80 

95 





Dates .. 

P/10 

65 

75 





Date Seed powder 

P/22 

80 

95 





Detona ing fuze 

p ; 4 

180 

•• 





Detonating Relays 

p ; d 

180 

• • 





Detonators 

p; d 

180 

•• 





Dharries 

p/18 

80 

95 





Dhonnui 

p; P/1 

55 

65 





Dhoolies, subject to a mini¬ 
mum weight for charge of 
13i. mds each.. 

P/20f 

95 

•• 





Dhoop-roots 

P/5 ' 

80 

95 





Dichlor-diflourmethane .. 

p ; d 

150 

180 





Dl-nitro-phenol, commer¬ 
cially pure 

p; d 

130 

• • 





Discarded Healds, old and 
unse'viceable, N. O. C... 

p/i 

55 

65 





Disinfectant liquids, N. O. C. 
in bottles, packed in cases. 

p/22 

100 

120 


* . 


j 
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ANNEXURE XVI—contd. 


Articles 

1 

General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 


Wagon¬ 

loads 

Smalls 

B.G. 

M.G. 

N. G. 


Disinfectant liquids, N. O. C. 
in drums or tins .. P/24 

55 

65 





Disinfectant powder .. P/24 

55 

65 





Dobby harness .. .. P/22 

85 

100 



• 


Domnuts .. P/5 

55 

65 





Door frames, glazed .. P/20 

too 

120 





Doors, wAden .. 

55 

65 




• 

Drapery N. O. C. .. P/22 

130 

150 





Drawing boards, wooden, 
drau^tsman's .. P/20f 

100 

120 





Drawings .. e; P/22 

ISO 

180 





Drugs, crude or raw .. P/6 

As under — 

Aboober. 

Ajwan flowers. 

Akulkara. 

Atees. 

80 

95 





Baboona flower. 

Baibarang. 

Baidana. 

Bijbun seed. 

Black salt. 

Burmic. 

Butch. 







Chalmoogra seeds. 

Chiretta. 

Chobchinee. 

Croton seed. 





• 


Ephedra herb. 

Esufgool seed, husks 
and powder. 

Ginger, dried. 

Googul. 







Harital. 

Herbs, medicinal. 

Kahu seed. 

Kaiphul nut. 

Kakursinghee. 

Kapurkachri. 

Khaksee seed. 

Khurasani ajwan. 

Kounch seeds. 








3a 
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ANNEXURE XVI-contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B.G. 

M. G. 

N.G. 


Drugs, crude or raw 
—concld. 








Kurroo roots or wood. 
Leaves mandhar for 
medicinal purposes. 
Lnves medicinaL 
Liquorice root 

Malunga seed. 
Muitharsingh. 
Naricachoor. 
Nux-vomica, uapro- 
piired. 

Pe^lee. 

Peeplee root. 

Poppy heads. _ 

Rocmi Mustki. 

Salum mistee. 
SanamokhL 


• 

. 





Drugs, crude or raw, 
N.O.C. .. 

P/6 

80 

95 





Drugs, manufactured, 

N. O. C. 

P/22 

130 

150 

. 

; 

1 



Drugs, narcotic .. 

Includes— 

Bhang. 

Churras. 

Ganja. 

Majuffl. 

(See General Rule 49) 

e; P/23 

150 

180 

i 

I 










Drums beating, country, 
wo^n or iron 


80 

95 



i 

Dumb-bells 

P/22 

80 

95 



; 

Duplicating machines 

Pin 

60 

70 

; 


Dye roo-s 

VIS 

80 

95 

1 

i 

\ 

Dye wood 

Includes— 

Logwood. 

VIS 

80 

95 

1 

1 

i 

j 

Dynobe)No .2 ■- 

p ; d 

180 





Earthonvaie N.O.C. .. 

p/20 

65 

75 

i 

J 



Earth oil 

P/24c 

55 

65 














37 


ANNEXURE XVI—contd. 



Miniina weight 
conditions 
applicable to 
wagon-load rates 



Earths N. O. C. 
Ebony.. 

E. C. sporting powder 
Egg Powder, in tins 


.. p;3o 
.. e ; P/22 
.. p; d 
.. P/22 
.. p;P/i4 


Electrical appliances and 

fittings—Div. “A 

^tot^ containers (if of 

dass,e) .. .. "i 

Cells of all types con¬ 
taining acid or alka¬ 
line liquids or jelly .. P 
Electric appUances, 
RO.C... •• P 

Electric bulbs, e " 

Electric fans and their 
components ,.. “ 

Electric advertising 
signs and flashers (if 
of China or glass e).. F 
Electric lamps (if of 
^ass,e) .. * 

Bectric meters .. * 

Electric torches .. { 

Electrodes, carbon .. i 

Bectrodes, metal weld¬ 
ing 

Electro-magnets .. i 

Heating and coolung 
apparatus, electric 
l]ook$ • • ] 

Instruments, electric .. 1 

Lighting fittings,N.O.C. 
Neon Signs (if made of 
articles listed in 
Rule 37, e) 

Relays, electric 

Electrical appliai^ and 
fittings—Div. “B 
As under— 

Accessories for eteem- 
cal wiring, N. O. C., 
such as Bonding 
strips. Connectors, 
C^ing roses. Junc¬ 
tion boxes. Lamp 
holders. Link chps. 
Strap clips and Tum¬ 
bler switches 




n 



ANNEXURE XVI—contd. 


General Classi* 
fication 


Wagon-1 « 
loads 


Minima weight 
conditions 
applicable to 
wagon-load rates 


Electn’^al appliances and 

fittings—Div. “ B ” 

concld. 

Bus-bars, aluminium or 
i»pper .. 

Cadmium copper wire. 
Ccnduits or piping 
insulated .. 

Copper weld wire 
Elixtric bells and their 
accessories 
Fuse units .. 
lasulating and jointing 
materials and com- 
piounds 

Insulators, such as 
cleats, tubes (if of 
China or glass, e) .. 
Regulators and rheo¬ 
stats 

Re.'jstance strips or 
votes 

Wiles, cords and cables 
unarmoured, insul¬ 
ated with rubber, 
cMtonfabricorsilk.. 1 
Wiie, enamelled ., 1 
Wire fuse .. .. 1 

Wire, tinned copper, for 
binding .. .. | 



Electrical appliances and 
fittingwDiv. “ C ” 

As under— 

Accessories for over¬ 
head transmission 
lines, iron or steel 
w.)rlc, N. O. C. such 
as. arcing horns, ball 
ard socket eyes, 
criss arm straps, 
lead tip pins and 
strain clamps .. p /22 

Alternators .. p /22 

Aluminium cable steel 
rei oforced conductors 
(A.C. S. R.). p/20 

Battery separators .. P /22 
Boxes, metal, for cable 
jointing with fittings. P/22 
Cables, armoured, oil- 
filled and paper 
insulated .. p /20 
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ANNEXURE XVI—contd. 


Articles 

General Classi- | 
fication 

Minima weight 
conditions 
applicable to 

1 wagon-load rates | 

RoliV.iiks 


Wagon¬ 

loads 

Smalls 

B.G. 

|m. g. 

In.g. 



Electrical appliances and 
fittings—Div. “ C — 
concld. 


containing acid 
alkaline liquids 
jelly .. 

Circuit breakers 
Condensers, static 
rotary 

Control equipment 
Control panels 
Converters, motor 
rotary 

Copper strips 
Distribution pillars .. 
Dry batteries 
Dynamos .. . ■ 

Electrically operated 
Cranes .. 

Electric furnaces 
Electric motors 
Electric pumps 
Generators .. 
Hard-drawn bare 

copper wire 
Lift machinery electric. 
Lightning arrestors (if 
of glass, e) 

Motor controllers 
Oil filtration plant elec¬ 
trically driven 
Reactors .. 

Rectifiers 
Resistance grids 
Switch gear 
Transformers 
Turbo-generators 
Wire aluminium 
cored 


not 

or 

or 



p/22 

or 

P/22 


P/22 


P/22 

or 

P/22 


steel 


P/22 

P/22 

P/22 

P/22 

P/22 

P/20f 

P/22 

P/22 

P/22 

P,'?2 

P/20 

P/20f 

P/22 

P/22 

P/22 

P/22 

P/22 

P/22 

P/22 

P/22 

P/22 

P/20 


Electrical appliances and 
fittings—Div. “D” .. 
As under— 

Wooden battens, blocks, 
casing and capping. 

Electric boosters 

Electric detonators 

Electric fuses 

Electric mercury arc recti¬ 
fier bulbs, e .. 


P/2 

65 

75 

p; d 

180 

•. 

p; d 

180 

•• 

p; d 

180 

•• 

p/22 

150 

m 



ANISEXURE XVI—contd 


Articles 

General Ciassi- 
hcatiun 

1 

. Minima weight 
j conditions 

1 applicable to 
j wagon-load rates 


Wagon¬ 

loads 

Smalls 

B. G. 

M.G 

N.G. 

Electric primers .. .. p ; d 

180 

-i - j - 

1 • * ! 

1 

1 


Electro chlorine .. p ; d 

110 

! 130 

1 

1 



Electrode paste .. .. p /24 


120 




Electroliers (if of glass, e).. P/22 

130 

150 




Electrolyte, solid .. p/24 

Electro>medical apparatus 
(if of glass, e) ., p /22 

130 

150 

150 

180 



i 

Electroplited ware .. p/22 

150 

180 



1 

Embroidisy .. .. p /22 

130 

150 




Emeiy powder .. .. p/22 

80 

95 




Emery stone, in lumps .. P/22 

55 

65 




Empire powder ., .. p ; d 


•• 




Empties .. . 

As under— 

Barrc Is, iron or steel.. P/3c 
Boxeii, common, 
wooden 

Cans, used and old .. P/3c 
Cases for packing 

Casks .. .. p/3c 

Cones, cores, spools or 
tubes, paper or card¬ 
board returned 

empty .. .. p /22 

Coopahs .. .. P/1 

Crates N.O.C. 

Crocks .. p/20 

Cylinders .. .. S/23 

Drums ., .. p/ 3 c 

Dubbers .. p/22 

Empty baskets, used 
and old .. .. p/i 

Jars, used and old .. P/20 ! 

Returned empty steel ! 

or tin trunks .. S/21 

Tins, used and old .. p ; p /1 ; 

P/3c 

Enamelled ware N. O. C. P/22 

60 

70 1 

I 

1 





i 

i 

I 

t 

( 

i 

! 

t 

1 

f 

1 

1 

i 

! 

i 

1 

! 

i 

t 

i 

\ 

f 

1 

i 

95 

no j ; 1 i 

Enamels, t itrocellulose .. p; d 

150 

180 ; ! i 
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ANNEXURE XVl-contd. 


I Minima weight I 
I General Class!* I conditions I 
I fication I applicable to 

Articles ! wagon-load rates ! Remarks 

I I • 



Wagon¬ 

loads 

Smalls 

B.G. 

M. G. 

i 

N.G. 1 

i 

Ether Aneasthetic 

p;d 

130 

150 




Ether butyric 

p;d 

150 

180 




Ether formic 

p;d 

150 

180 




Ether (sulphuric) 

p ;d 

130 

150 




Ethyl acetate (Acetic ether) 

P ; d 

150 

180 




Ethyl chloride .. 

p;d 

150 

180 




Ethylene 

P; d 

150 

180 




Ethylene Glycol 

P/24 

80 

95 




Exercise Books .. 

P/22 

70 

85 




Exhibits or specimens for 
the bonafide use in 
museums 

Includes— 

Botanical specimens 
Geological specimens 
Natural history 
specimens. 

P/22; S/7 

55 

65 










Exhibits or specimens when 
not for use in museums.. 

P/22 

100 

120 




Explosives 598 .. 

p;d 

180 

•• 




Fans made of matting, 
leaves or canvas 

Includes— 

Pull punkhas. 

P/1 

65 

75 




Fans, N. O. C. 

P/22 

100 

120 




Fats, animal 

As under— 

Dripping. 

Lard. 

P/24 

80 

95 




Feathers 

(See General Rule 49). 

P/22 

150 

180 




Feathers, fish 

P/5 

60 

70 




Felt 

P/22 

100 

120 ! 

Feno-niangiincse 

P/30 

60 

: 

Ferro-phosphorus 

P/30 

60 

70 , 1 

i 1 
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ANNEXURE XVI—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

1 

1 

Remarks 



Wagon¬ 

loads 

Smalls 

B. G. 

M. G. 

N, G. 


Ferro-silioon 15 % and 
above 

p ;d 

. 100 

120 





Ferro-silicon less than 15% 

P 

150 

180 





Ferro-vanadium 

P/30 

no 

130 

■ 




Fibre products, vulcanised. 

P/22 

95 

no 





Fibres, machine-pressed, 
hand 0 -power. 

As under— 

Aloe. 

Anona. 

Flax. 

Hemp. 

Pertrint weed. 

Pine-wool. 

Plantain, 

Rhea.. 

Tow. ^ 

Vegetable, N. 0. C. 


85 

100 





Fibres unpressed 

As under— 

Aloe. 

Anoiia. 

Flax 

Hemp. 

Penr.int weed. 

Pine-wool. 

Plantain. 

Rher. 

Tow. 

Vegetable, N. O, C. 

P/2 

95 

no 












Fibrous materials for paper 
making;, impressed 

P/1 

65 

75 





Fibrous materials, pressed, 
N. O. C. 

P/1 

60 

70 





Files, Iron or Steel. 

P/22 

80 

95 





Filled shells not containing 
their own means of igni¬ 
tion and closed by a sub¬ 
stantia' metal plug 

p;d 

180 






Fillets. 

P/22 

85 

100 





Films, photographic 

P/22 

150 

180 





Filters, earthenware 

P/20 

80 

95 
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ANNEXURE XVI—contd. 


Articles 

1 

1 

General Classi- j 
fication ! 

f 

1. 

Minima weight | 
conditions ; 

applicable to | 

wagon-load rates . 

1 

Remarks 



Wagon-! 
loads 1 

Smalls 1 

1 

B. G. jl 

1 1 

VI. G. N. O. : 

1 1 


Fire-arms 

(See General Rule 49). 

P/23 

130 i 

ISO 





Fire<lay 

Includes— 

Ground ganister. 
Ground silica. 

P/30 

I 

30 ■ 
(ORl 

40 

(OR) 


1 

1 

( 

I 

! 


RR rates will be 
20% higher. 

Fire extinguishers, N. O. C. 

P/20f 

100 i 

120 


i 



Fire-lighters 

P/22 

60 ' 

70 

\ 





Fireplaces 

Includes— 

Fireplace fronts. 

P/19 

80; 

i 

95 





Fire proofing solution 
(non-poisonous) 

P/24 

130 

150 ! 

1 





Firewood 

P/30; 

S/ll 

30 

(OR) 

40 

(OR) 




RR rates will be 
20% higher. 

Fireworks 

P; d 

180 

•• 





Firework compositions .. 

p;d 

180 

•• ! 






P/10; 

S/6 

60 

70 





Includes— 

Salted fish eggs. 







Fish fins 

P/10 

55 

65 





Fish, fresh 

p;P/8 

75 

(OR) 

90 

(OR) 




RR rates will be 
20% higher. 

Fish in tins, imported 

p/22 

100 

120 





Fish in tins, indigenous .. 

P/22 

85 

100 





Fishing rods or tackle 

P/22 

130 

150 





Fish meal 

P/10 

65 

75 





Fish, smoked 

P/10; 

S/6 

60 

70 


• 



Fish spawn 

P 

75 

(OR) 

90 

(OR] 

1 



RR rates will be 
20% higher. 

Flags .. 

P/22 

85 

100 





Flares, landing wing tip .. 

p;d 

180 

•• 





Flares, reconnaissance 

p; d 

180 

1 

•• 
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ANNEXURE XVI—contd. 


Articles 

General Cktssi- 
fication 

j Minima weight 
; conditions 

applicable to 
wagon-load rates 

Remarks 


Wagon¬ 

loads 

Smalls 

B.G. 

M. G. 

N.G. 


Flasks, vacuum (if partly 
of Glass, e) .. .. P/22 

130 

ISO 

i ! 

1 

1 

j 



Floodlights and search¬ 
lights (if with glass te- 
flectors, e) .. .. P/22 

130 

i 

1 

i ISO 

i i 



Flooring patent.. .. P/24 

Includes— 

Flooring 

compositiorL 

60 

70 

! 

I 

i 

1 

i 

1 

j 



Flour .. .. • • P/6 

As under— 

Attah. 

Gram flour. 

Maidu. 

Self-niising flour. 

Soojee. 

37.5 

50 

t 

i 

i 

1 



Flour Mills refractions .. P/5 
Inclu(te— 

Cockle seed. 

Mill sweepings. 

Fluorspar, florite or 

fluorspar .. .. P/30 

47.5 

i 

60 

1 

I 

\ 

1 

i 



47.5 

60 





Fly paper . • . • P/22 

65 

75 





Fog signals, railway .. P ; d 

180 

-• 





Foods for live-stock, 

N. O. C.P/5 

Includes— 

Maize grit. 

47.5 

60 





Foods, N. O. C., including 
patent foods prepared 
from cereals and/or milk. P/22 

100 

120 





Formaldehyde .. .. P/26c 

130 

150 





Frames for Indian drums, 
wooden. 

80 

5)5 





Frames for piles, iron or 
steel. 

80 

95 





French polish .. .. P ! d 

80 

95 





Friction tuljes ,. .. P ; d 

180 

•• 





Fruit juices p'o*’ syrups, 
country .. •. P/24 j 

80 

f 

95 

i 
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ANNEXURE XVI—contd. 



Fruit juices or syrups, 
imported .. .. P/24 

Fruit preserves, country .. P/24 

Fruit preserves, imported.. P/24 

Fruits, dried .. P/7 

Fruits, fresh, N. O. C. p ; P/14 

Fuller’s earth .. .. P/6 

Fulminate of mercury .. p ; d 

Furniture, collapsed folded 
or unassemble N. O. C. P/20f 


(OR) (OR) 


Furniture, iron or steel 

P/20f 

80 


Furniture N. O, C. 

Includes— 

Boxes, wooden, 
ornamental. 

P/20f 

120 

140 

Furs ., 

e;P/22 

ISO 

180 

Fusel oil 

p;d 

150 

180 

Fuze lighters 

p;d 

180 

.. 

Fuzes, safety, igniters 

p;d 

180 

.. 

Fuzes for shells .. 

p ;d 

180 

• • 

Fuzes, safety, for blasting.. 

P; d 

180 


Galvanic batteries 

P/22 

1.30 

150 

Game .. 

p;P/8 

80 

95 

Garlic . 

P/6 

95 

110 

Garnet sand 

Gas appliances and fittings. 

P/6 

55 

65 

N. O. C. 

P/22 

30 

95 

Gas Carbon 

P/30 

60 

70 

Gelatine 

P/22 

100 

120 

Gelatine 80% strength .. 

p;d 

180 

.. 1 

Gelatine Dynamite 

p;d 

180 

1 

1 

1 

I 
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ANNEXURE XVI—contd. 


Articles 


General Qassi- 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B. G. 

M. G. 

N.G. 


Gelignite 

P 

180 

• • 





Gelignite, 62% N. G. 

p;d 

180 

•• 





Generators, lachrymatory 

p: <1 

180 

•• 





Geobel 

p:<i 

180 

•• 





Geobel No. 2 .. 

p; d 

180 






Geobel No. 3 .. 

P id 

180 






Geophex 

p ;d 

180 






Ghee .. 

p/24; 

S/2 

95 

110 





Ghooting 

P/30 

32.5 

42.5 





Ginger, green 

P/6 

80 

95 





Ginger, preserved 

P/22 

100 

120 





Glass, broken .. 

p:P/5 

47.5 

60 





Glass tarboys, returned 
empty 

e; P/20 

47.5 

60 





Glass, CTUshed or powdered 

P/22 

85 

100 





Glassgow Dynamite 

d 

180 

•• 





Glass silk or wool 

P/22 

130 

150 





Glass substitutes 

P/22 

100 

120 





Glassware Div. ‘ A ’ 

As under— 

Glass, N. O, C. 

Mirrors, N. O. C. 
Stained glass 

Triplex glass 

e;P/22 

150 

180 





Glassware Div. ‘ B ’ 
^imder— 

Glass sheets (plate or 
sheijt of thickness 3/16” 
and above silvered or 
unsilvered) 

e;P/22 

95 

no 





Glassware Division ‘ C ’ .. 
M urder— 

Ele':tric bulb, unassem¬ 
bled parts 

Glass carboys, empty.. 

P/20 

P/20 

65 

75 
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ANNEXURE XVI—contd. 



Glassware, Division ‘C 
—condd. 

Glass chimneys and 
globes other than 
lamp shades .. P/9 

Glass figure or flowers 

in sheets .. .. P/20 

Glass inkpots .. P/9 
Glass sheets (plate or 
sheet) of thickness 
below 3/16” silvered 
or unsilvered .. P/22 

Glass rods, shells and 
tubes .. .. P/20 

Glass tiles .. .. P/20 

Glassware pressed 
including-dishes, 
jars and tumblers .. P/9 
Mirrors, tin, wooden or 
celluloid framed, not 
exceeding 14 ins. in 
length or 10 ins. in 
breadth .. • • P/22 

Ribbed glass .. P 22 

Wired glass .. P/22 

Gloves, N. O. C. ■. P/22 

Glucose N. O. C. •. P/24 

Glucose powder .. P/22 

Glue.*P/5 

Glycerine crude .. .. P/24 

Glycerine, other than crude. P/24 

Goats’ hair— articles made 
of—such as bags, beltings, 

8trings,ropes,carpettor 

rugs and putties .. 


Goats’ hair, loose 

Go<arts, subject to a mini¬ 
mum weight for charge 
of20secrs per package .. 

Goggles (if of glass, e) 

Golden drink powder 


P/22 

130 

150 

P/24 

65 

75 

P/22 

100 

120 

*P/5 

80 

95 

P/24 

60 

70 

P/24 

80 

95 

P/22 

85 

100 

P/21; 

80 

95 

S/15 

P/21; 

100 

120 

S/15 

p/5; 

130 

150 

S/15 



P/20f 

120 

140 

P/22 

150 

180 

P/22 

95 

110 


♦P/24willapplyfor 
<31ue liquid. ” 





4 $ 


Articles 


ANNEXURE XVI—contd. 


. i Minima weight 
General Classi* i conditions 
ncation • applicable to 
I wagon-load rates 


'Y^df" I I B- G- M. O. In. O. 


Remarks 


Golden syrup in bottles or 
in tins 

Golf kit 

Ooodak 

Goolkliand 

Gooro<x;band .. 

Grain fjtd pulses 
As under— 

Akri seeds 
Bajiee. 

Black gram 
Chsena 
Chawlee seeds 
Dhall 
Gnun 

Gram, parched 
Horse gram 
Indian com 
Jowaii. 

Khtsari. 

Milo (Millets) 

Moong. 

Mmnoor. 

Mutt. 

Oor;d. 

Raggi 

Rice 

Rice, beaten. 

Rice, pounded. 

Toor. 

Wheat. 

Barley. 

Barky, pearl, N. O. C. 
Beans, N. O. C. 

Beans, parched. 

Chuiii (i.e. mixture of 
broken pieces, powder 
and hu^ of Grain 
or pulses.) 

Cow-pea, dry, 
Karanony. 

Oats. 

Paddy. 


e;P/22 


Rajgera. 

Sago, common. 
Tapioca globules. 


32.5 42.5 I 


Note.— T h i s 
classification 
does not apply 
to proprietary 
varieties of 
Grain and 
pulses, c.g. 
Quaker oats 
packed in tins or 
bottles, which 
are chargeable 
as Foods, 
N.O.C.&C. 
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ANNEXURE XVI—contd. 


Articles 


General Classi¬ 
fication 

Minifna weight 
conditions 
applicable to 
wagon-load rates 


• 

Wagon- j 
loads 1 

Smalls 1 

i 

B. G. jj 

A. G. In. g. 

1 

Groceries, N. O. C. 

P/22 

95 

no 1 




Ground-nuts with shells .. 

P/5 

75 

90 




Gum, crude 

Includes— 

Kudru. 

P/6 

60 

70 




Gum, manufactured 

P/22 


95 




Gun cotton •• 

p;d 


•• 




Gun-metal ingots, sheets 
■ or slabs. 


70 

85 




Gun-metal scrap 

p/7 

65 

75 




Gun-metal ware 

P/22 

95 

110 




Gunnies 

Includes— 

Gunny bags. 

Hessian cloth. 

Hessian canvas 
(plain and uncol¬ 
oured). 

J ute twine. 

P/6 

85 

100 




Gunny waste and cuttings, 
N. 0. C. 

P/1 

55 

65 




Gunpowder 

p 

180 

•• 




Gunpowder, schultze 

p ;<i 

180 

•• 




Guns .. . • 

(See Oenl. Rule 49) 

p/23 

130 

150 




Guts, salted .. 

P/24c 

80 

95 




Guttapercha 

P/22 

100 

120 




Gymnastic apparatus 

P/22 

95 

no 




Gypsum 

P/30 

32.5 

42.5 




Haberdashery (miscellane¬ 
ous small wares) 

Includes— 

. Boot and shoe acces¬ 
sories 

P/22 

S/26 

100 

120 




Hair, horse 

P/22 

100 

120 




Hair, human 

P/5 

130 

150 





Remarks 
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ANNEXURE XVI—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-lo5d rates 

Remarks 



Wagon- 

loads 

Smalls 

B. G. 

. M.G. 

jN. G. 


Hair oils and hair dressing 
preparations .. 
Includea— 

Cocoanut oil, refined 
or perfiimed, in bot¬ 
tles. 

Jessamipe oil 

Pomades. 

P/24 

95 

110 

• 




Ham .. 

P/8 

100 

120 





Hand blowers .. 

P/22 

60 

70 





Hand mills 

P/20f 

95 

110 


! 



Hand trucks 

P/19 

95 

110 





Hardware, N. O. C. 
Includes— 

Suit case clips. 

P/22 

110 

130 





Harness and saddlery 

P/22 

100 

120 





Hats .. 

P/22 

110 

130 





Healdsand reeds for looms. 

P/22 

85 

100 





Helmets 

P/22 

130 

150 





Hide fieshings, scrapings 
and trimmings 

P/30 

40 

52.5 





Hides, skins or pelts, 
conunon, dry .. 

As under— 

Camel. 

Cattle. 

Goat. 

Horse. 

Pig. 

Sheep. 

P/1; 

s/4 

70 

85 





Hides, skins, or pelts, 
common wet .. 

Asunder— 

Camel. 

Cattle. 

Goat. 

Horse. 

Pig- 

Sheep. 

P/5; 

S/4 

70 

85 

i 




• 


4a 
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AMNEXURE XVI—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
appiicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

BHl 




Hides, sdns or pelts, fine.. 
Asunder— 

Crccodilc. 

Denar. 

Fox. 

Hicfis, skins or pelts, 
fine, N. O. C. 

Jackal. 

Lamb skins for furs. 
Lizard. 

Rabbit. 

Tiger. 

■» P/22; 
S/4 

100 

120 




♦ P/5 will apply 
for “ Hides 

skins or peltt 
fine wet". 

Honey, imported 

P/24 

100 

120 





Honey indigenous 

P/24 

85 

100 





Hookahs, common, country 

P/5 

55 

65 





Hookahs, N. O. C. 

P/22 

100 

120 





Hops .. 

P/22 

too 

120 





Homs, stag 

P/5 

95 

110 





Hose, N. O. C. .. 

P/22 

100 

120 





Hosier;', silk 

e; P/22 

150 

180 





Houseltold ’effects of all 
kinds, bona fide, not for 
sale .. 

P/20f, 

S/9 

120 

140 





Howdshs, subjMt to a 
miniaium weight for 
char;{e of 13J maunds 
each 

P/20f 

130 






Husks of grain, pulses, 
common seeds, oil seeds, 
N. O. C. and seeds, 
N. O. C. 

P/5 

32.5 

42.5 





Hydraulic brake fluid 

p;d 

80 

95 





Hydroiflrloric salt > • 

P/24C 

55 

65 





Hydro {enated oils • • 

P/16 

95 

no 





Hydroien gas, compressed. 

p;d 

150 

180 





Hydrogen/Nitrogen 

p;d 

150 

180 
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ANNEXURE XVI—contd. 


Articles 



General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 




Wagon¬ 

loads 

Smalls 

B.G. 

M.G. 

N.G. 


Hydrogen peroxide solution 
exceeding 40 volumes 
strength 

p:d 

150 

180 





Hydrogen peroxide solution 
of stren^ 40 volumes 
and undn 

P/29C 

100 

120 





Hydrosulphate or hydro¬ 
sulphite of soda 

p;d 

■ 

95 





Hyposulphite of soda 

-• 

p/7 


65 





Ice 

« • 

P ; P/12C 

45 

(OR) 

57.5 

(OR) 




RR rates will be 
20% Ugher. 

Idols, stone 

« « 

p/20 

95 

no 





Implements for games 

« « 

P/22 

95 

no 





Improved ballistite 

.. 

p;d 

180 

.. 





Incandescent mantles for 
ps and high power 
lamps, etc. 

P/22 

100 

120 

1 




Incense 

Incubators 


P/22 

P/22 

100 

120 



1 



80 

95 





Indigo .. 


P/22 

80 

95 





Indigo dust 


P/22 

55 

65 





Indigo seeds 


P/22 

55 

65 





Indigo sweepings 


P/22 

55 

65 





Industrial alcohol, dena¬ 
tured 

Asunder- 

Denatured mhowa 
spirit. 

Denatured spirit, 
ordiimry. 

Denatured spirit, 
special. 

Mr^ylated spirit. 

p;d 

95 

no 





Infusorial earth 

diatomite 

or 

P/30 

47.5 

60 





Inhitntor 

• • 

P/24C 

130 

150 





Ink 

•• 

P/24 

80 

95 















S4 

ANNEXURE XVI—contd 


Articles 


General Classi¬ 
fication 


Wagon¬ 

loads 


Smalls 


Minima weight 
conditions 
applicable to 
wagon-load rates 


B.G. 


M.G. 


N.G. 


Remarks 


Anvils .. .• P/1‘1 

langles .. .. P/S 

Heaters, cast .. P/19 

Piellchairs .. .. P/19 

lielt fasteners .. P/22 

1 lelt lacing iron or steel P/22 

Brackets .. .. P/19 

Buckets .. .. P/1 

Buckles .. .. P/22 

Hungs and caps .. P/5 

tables, chain .. P/19 

Clables, wire .. P, 1 

tl^stings, N. O. C. .. P/19 

('himneys .. .. P/19 

Cisterns .. .. P/19 

(!k>lumns, cast .. P/19 

Door-bolts .. .. P/8 

Door-mats .. .. P/19 

Doors .. P/19 

Dust bins .. .. P/19 

Bxpanded metal .. P/1 

T^encings .. .. P/1 

Borges .. .. P/19 

(rates .. .. P/19 

Hammers .. .. P/5 

Hangers .. .. P/5 

Hasps •. .. P/8 

Heels .. .. P/5 

Hinges .. .. P/22 

Hooks .. .. P/5 


Insecticides (fluid) inflam¬ 
mable having a flashing 
point below 76® Fahr .. d 

55 

65 

Insecticides (fluid) inflam¬ 
mable, having a flashing 
point at or above 76® 

Fahr. but below 200' 

Fahr. .. .. d 

55 

65 

Insecticides (fluid) inflam¬ 
mable, non-diingerous, 
having a flashing point 
atorabove200' Fahr. .. P/2} 

55 

65 

Insecticides, N. O. C. .. P/24 

55 

65 

Instartaneous fuze .. p ; d 

180 

•• 

Iron, iiitrate of .. .. p ; d 

150 

180 

Ironorsteel—Division* A’. 

As onder— i 

Anchors .. _ P/19 

>jighitie$ or iron 
choolas .. P/19 

75 

90 
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ANNEXURE XVI—contd. 


Articles 


Iron or steel—Division * A’ 
(Concld.) 

Horse shoes 
Hydrants .. 

Ladders 
Lamp posts 
Laundry iron 
Measures .. 

Mortars and pestles .. 
Nickeled steel bars .. 
Pad bolts .. 
Permanent way materi¬ 
als, N. O. C. 

Piles, screw 

Pulleys 

Railings 

Ridgings 

Rollers 

Rope, wire .. 

Screws 
Shoe tips 
Shutters 
Spoons (iron) 

Springs 

Staples 

Tanks 

Terminal boxes and 
other iron castings 
not fitted 
Tinned sheets 
Troughs 
Tyres 
Valves 
Vats 
Weights 
Well curbs .. 

Window frames 
Wine bins, wire 
Wire fencing 
Wire handles 
Wire netting 


General Classi¬ 
fication 


Minima weight 
conditions 
applicable to 
wagon-load rates 


Smalls B. G. iM. G. ^N. G. 



♦P/22 will only 
apply when 
each spring is 
under one seer. 


Iron or steel—Division * B 
As under— 

Angles 

Axes 

Axles, iron or steel 

Bands 

Bars 

Beams 

Bearing plates 
Bolts 

Channels .. 
Cooking utensils 


.P/19, P/31* 
. P/1 
. P/19 
. P/1 
.P/19, P/31* 
, P/19 
. P/19 
, P/6 
.P/19, P/31* 
. P/1 


*P/31 will apply 
when in wagon 
loads and 
' loaded in 4- 
wheeler open 
wagons. 
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ANNEXURE XVI—contd, 


Articles 


General Classi¬ 
fication 


Minima weight 
conditions 
applicable to 
wagon-load rates 


Remarks 


Wagon¬ 

loads 


Smalls 


B.G. 


M.G. 


N. G. 


Iron or steel—Division 

‘B’ 



(Concld.). 




Corrugated sheets 

.. P/1 



Cotters 

.. P/6 



Crossings .. 

.. P/19 



Crowbim .. 

.. P/1 



Fabricated structural 



steelwork N. O. C. P/19 



Fire-bars .. 

.. P/1 



Flat iron .. 

.. P/1 



Gibs 

.. P/1 



Gilders 

.. P/19 



Gutters 

.. P/19 



Hoops 

.. P/19 



Hoop iron .. 

.. P/19 



Joiits 

. .P/19, P/31* 



Lattice tower parts 

.. P/19 



Nails 

.. P/6 



Nuts 

.. P/6 



Packing case seals 

.. P/22 



Pans 

.. P/19 



Picks 

.. P/1 



Pipes 

.. P/19f 



Plates 

.. P/19 



Pole caps .. 

.. P/6 



Poles 

P/19, P/31* 



Pots 

.. P/19 



Rails 

.. P/19 



Riv'ets, iron or galva* 



nized 

.. P/6 



Rods 

..P/19, P/31* 



Shafts 

.. P/19 


1 

Sheets 

.. P/19 


! 

Shovels 

.. P/1 



Sleepers 

.. P/19 



Spides 

.. P/1 



Squares 

.. P/19 



Stay rods .. 

..P/19, P/31* 



Steel sheet pilings 

,. P/19 



Tacks 

.. P/6 



Ties 

..P/19, P/31* 



Tubings 

.. P/19 



Washers 

.. P/6 



Wheels 

.. P/19 



Wheels for wells 

.. P/19 



Wire 

.. P/1 



Iron or steel Division ‘ 

C‘ 

65 

75 

As under— 




Billets 




Blooms 




Iron or steel dust 

.. P/5 

32.5 

42.5 

Iron or steel scrap 

P/5, S/19 

40 

52.5 j 


♦P/31 will apply 
when in wagon 
loads and 
loaded in 4- 
wheeler open 
wagons. 
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ANNEXURE XVI—contd. 


Articles 


General Classi¬ 
fication 





Wagon¬ 

loads 

Smalls 

Iron, pig 

• • 

P/5 

40 

52.5 

Isinglass 


P/22 

100 

120 

Isoamyl acetate .. 


p;d 

no 

130 

Isopropyl alcohol 


p;d 

150 

180 

Itr 


e;P/22 

150 

180 

Ivory .. 


e;P/22 

150 

180 

Jacquard cards .. 

.. 

P/22 

85 

100 

Jagree .. 

Includes— 

Rab 

Shukkur (ground or 
powdered jagree, 
not sugar) 

p/4c: 

s/13 

p/24 

P/6 

45 

57.5 

Jam, country 

As under— 

Jams 

Jellies 

Marmalade 


P/24 

80 

95 

Jam, imported .. 

As under— 

Jams. 

Jellies. 

Marmalade. 

• • 

•P/24 

100 

120 

Japannedware .. 

• « 

P/22 

100 

120 

Jeera seed, white 

• • 

P/7 

65 

75 

Jhaoo stalks 


P/1 

47.5 

60 

Jingles, N. O. C. 


P/22 

80 

95 

Joss, paper 


P/22 

150 

180 

Jute full-pressed 

Includes— 

Jute sliver. 


S/31 

70 

85 

Jute half-pressed 
Includes— 

Jute sliver. 

•• 

S/31 

85 

100 

Jute manufactured, 
N.O.C. 

Includes— 

Blankets, Jute. 

Jute matting. 

Jute, yam. 

Jute webbing. 

•• 

P/21 

95 

no 


Minima weight 
conditions 
applicable to 
wagon-load rates 


B.G. 


M. G. N. G. 


Remarks 
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ANNEXURE XVI—contd. 






i 

Minima weight 





General Classi- 

conditions 





fication 

applicable to 

Remarks 

Articles 





wagon-load rates 




Wagon¬ 

loads 

Smalls 


IQQI 



Jute, impressed .. 


P/1 

100 ‘ 

120 : 

1 


1 

Includes— 









Jute sliver. 









Jute Stick 

•• 

p;P/i 

55 

65 





Jute ws^te and cuttings. 

p/2 

65 

75 





N.O.C. 

•• 





Kaladana 


P/6 

55 

65 





Kalyiri 


P/6 

65 

75 





Kalonjec seed .. 


P/6 

65 

75 





Kamela 


P/6 

55 

65 





Karvees 


P/6 

55 

65 





Keora mater 


P/24 

80 

95 





Kernels, N. O. C. 


P/6 

<)5 

110 

1 





Keys for locks .. 


P/22 

80 

95 

1 





Kharad 


P/7 

55 

65 





Khastaities 


P/1 

85 

100 





Khas water 


P/24 

80 

95 





Khuskhos, pressed 


•• 

55 

65 





Khuskbus, unpressed 


P/1 

80 

95 





Knife cleaning boards 


P/22 

80 

95 





Kokam 


P/24 

100 

120 





Kuthroots (kooth, kuth or 
kut) . 

P/6 

100 

120 





Lac, crude or unrefined 


P/6 

65 

75 





Includes— 









Dust lac. 

Gr tin lac. 

Lai: refuse. 

Seed lac. 









Stii:k lac. 

Lacdye 


P/22 

65 

75 





Lac,.refined 


P/6 

95 

no 





Includes— 









Button lac. 

Garnet lac. 

Shellac. 
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ANNEXURE XVI-contd, 


Articles 

General Oassi* 
fication , 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 


Wagon- 

loads 

Smalls 




• 


Lace, gold 

e;P/22 

ISO 

180 




Luce, N. O. C. .. 

Includes— 

Cotton lace. 

Fringed lace. 

Insertions. 

Trimmings. 

e;P/22 

130 

ISO 




Lace, silver 

e;P/22 

ISO 

180 




Lacquered ware 

P/20 

130 

ISO 




Lacquers, nitrocellulose .. 

p;d 

ISO 

180 




Lametta 

P/22 

130 

ISO 




Lamp black 

p;d 

80 

9S 




Lamp burners .. 

P/22 

80 

9S 




Lamps, brass or tin (if with 
cbimneysand/orglobes).. 

e;P/22 

■ 

9S 




Lamps for motor vehicles, 
cycles, and carriages of 
all descriptions 

P/22 

130 

ISO 




Lamp shades of all kinds 
(if of china, glass, 
marble, silk; e) .. 

P/22 

100 

120 




Lamps, glass 

e;P/22 

130 

ISO 


• 


Lamps, N. O. C. (if with 
chimneys and/or ^obes; e) 
Includes— 

Incandescent lamps. 

P/22 

130 

ISO 




Lanterns, brass or tin (if 
with chimneys and/or 
globes; e) 

P/22 

80 

95 




Lanterns, N. O. C. (if with 
chimneys and/or globes; e) 
Includes— 

Incandescent lanterns. 

P/22 

130 

ISO 




Lathis wooden .. 

P/1 

70 

8S 




Lawn mowers .. 

P/20f 

60 

70 




Lead for packing tea 

P/17 

6S 

75 
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ANNEXURE XVI—contd. 


Articles 

General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 


Wagon¬ 

loads 

Smalls 





Lead foil .. • • P/22 

no 

130 





Lead ingc4s or slabs 
(See Gtsieral Rule 49) 

65 

75 





Lead ore .. • • P/30 

60 

70 





Lead oxide .. • • P • 

100 

120 





Lead, pig 

(See General Rule 49)... 

65 

75 





Lead scrap ^ 

(See General Rule 49)... P/7 

65 

75 





Lead sheets 

70 

85 





Lead sulphate .. • • P/24c 

70 

85 





Leadware .. •• P/22 

As under— 

Lead pipes. 

Lead shots or bullets. 

(See General Rule 49) 

Lead tubes. 

Leadware, N. O. C. 

Lead wool or yarn. 

95 

no 











Leather, artificial or imita- 
tion.. .. •• P/22 

Includes— 

Le.ither cloth .. P/2 

100 

120 





Leather bellies .. .. P/3 

65 

75 





Leather board .. • • P/22 

80 

95 





Leather goods, N. O. C. .. P/22 
Includes— 

Gloves, leather. 

120 

140 

* 




Leather, N. O. C. .. P/22 

1^ 

140 





Leather pirings .. P/5 

65 

75 





Leather lefiise (unservice¬ 
able for use as leather) P/5 
Include— 

Clippings. 

Sa apings. 

Shavings. 

40 

52.5 
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ANNEXURE XVI—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B. G. 

M. G. 

N.G. 


Leathers 

As under— 

Belting. 

Chamois. 

Coloured, i.e., any lea* 
ther which has been 
artificially coloured. 

Crocodile and other 
reptile. 

Enamelled. 

Morocco. 

Patent. 

Roller skins. 

Russian. 

P/22 

. 120 

! 

i 

140 





Leather trimmings 

P/5 

65 

75 





Leather washers.. 

P/22 

85 

100 





Leaves. Indigo or Indigo 
leaves, powdered. 

P/22 

80 

95 



1 

j 


Leaves, mendhee or mendbee 
leaves, powdered or men* 
dhee flowers. 

Includes— 

Henna leaves. 

P/22 

80 

95 












Leaves, N. O. C. 

Includes— 

Bay leaves. 

Leaves, mandhar. 

p;P/5 

70 

85 

• 




Letter boxes, iron 

p/20 

100 

120 





L. G. Gelatine .. 

p; d 

180 

•• 





Life*belts 

p/22 

100 

120 





Life*buoys 

P/20f 

100 

120 





Ughtload smokeless 

p; d 

180 

•• 





lime and lime*stone 
Includes— 

Cakfite 

Dolomite. 

lime^hells. 

Magnesium lime 
stone, 
linoleum.. 

P/30* 

P/6 

32.5 

110 

42.5 

130 




* P/16A wiU 

apply for “Un¬ 
slaked lime ” 
when booked 
as “smalls’*. 

linseedmeal 

P/6 

60 

70 





liquefied or compressed 
Corine. .. 

p; d 

no 

130 
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ANNEXURE XVI—contd, 


Articles 


Liquid paraflSn .. .. P/24 

Ijthograpbed forms, loose 
or bound in boola, and 
other lithographed mat¬ 
ter, N.O.C.P/22 

Lithographic stone .. P/20 

Locks with or without keys. P/22 

Loeomoti'/es, steam, 
dectric, diesel, &c., 
(railway or tramway) .. 

Locomotives, unassembled 

component parts of .. P/20f 

Lorries, steam, subject 
to a minimum weight for 
charge of 50 maunds each f 

Macaroni .. .. P/22 


Machin^', other than 
electrical. 

Includes— 

Ball bearing .. P/23 

Boiieis, N. O. C. .. f 
Cranes .. .. P/20f 

Engines .. .. P/20f 

Looms .. •. P/20f 

Lubricators .. P/20f 

Machinery parts, 

N. O. C.P/22 

Presses, copying .. P/20f 

Presses, grass .. P/20f 

Presses, indigo .. P/20f 

Presses, printing .. P/20f 

Pumps ... .. P/22 

Refrigerating nnachines 
other than eiectric.. P/20f 
Rolleis, gin leather .. P/20f 
Rollens, road .. f 
S^es weighing and 
accessories .. P/22 
Screw jadrs .. P/20f 

Sewing machines .. P/22 
Steammg blocks .. P/20f 
Turntables, railway .. f 
Water meters .. P/22 
Wod^bridges .. f 
Wdghing machines 
and accessories .. P/22 
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ANNEXURE XVI—contd. 
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ANNEXURE XVI—contd. 


Aitides 


General Classi¬ 
fication 

Minima wei^t 
conditions 
applicable to 

wagon-load rates 

1 

Remarks 



Wagon¬ 

loads 

Smalls 

B. G. 

M.G. 

N.G. 


Manure! ^-^ncld. 

Feat for manure. 

Spent mowha flowers. 

Sugar factory refuse 
from filter presses. 

Offal such as blood 
dried, blood meal 
and meat meal. 
flSee General Rules SO to 53) 








Manuscript 

e:P/22 

150 

180 





Maple wood 

•• 

80 

95 





Maps .. 

e:P/22 

150 

180 





Marble, (including Baroda 
Green) ballast or chips. 
Includes— 

Coloured stone chips. 

P/30 

55 

65 





Marble (including Baroda 
Green) carved.. 

e; P/20 

100 

120 





Marble (iiKluding Baroda 
GieenI in blocks, dressed 

e;P/20 

95 

no 





Marble (including Baroda 
Green) in blocks, rough 
or undressed .. 

P/20 

55 

65 





Marble (including Baroda 
GreenI monuments .. 

e; P/20 

100 

120 





Marble (including Baroda 
Green) powder 

P/6 

55 

65 





Marble (including Baroda 
Green) slabs or tiles .. 

e;P/20 

55 

65 





Marble (including Baroda 
Greoi) tablets (Memo¬ 
rial) .. 

e;P/20 

100 

120 





Marblewvit (including 

Baroda Orenware), 

N. 0. C. • • 

• ;P/20 

100 

120 





Marbles (including Baroda 
Green), playing 

P/22 

95 

no 





Marking nuts 

P/5 

47.5 

60 





Masts .. 

P/1 

80 

95 
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\IJRE XVr-conIcl. 

j Minima weight 
. General Cla$!ii- , c omlilions 

fication ' applicable to 

w’agi)ii-li)ud rates Remarks 


agon- i 
aajs 

Nil lulls 

... 

It. O.iM. G. 

i ! 


;o 1 

j 

ss 

^ 1 

* ! 


180 i 


■ 


150 I 

IhO 

: ! 


150 ' 

IKO 



70 : 

85 



too 1 

no 

i 

80 ! 

0) 

1 

1.110 ' 

1 

ISO 

f 

80 ; 

05 

• 


75 

'to 

i 

RR rates will be 

(OR) 

(ORi 

i 

20% higher. 

05 

110 



150 

180 

■ 


1 to * 

ISO 

' i 

t * 

1 to 

no 



130 ! 

1 

no 

\ 

i 


150 1 

180 

• 


150 ; 

180 : 

; ; 1 

05, 

no 

i i 

65 1 

75 ' 

• j 

100 j 

1 

1 

120 

f • 

1 i 

150 

1 

180 



1.50 ! 

i 

180 ‘ 

s 


1 

ISO 1 
! 

|80 : 

. 


150 i 

180 • 



I 
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ANNEXURE XVI-contd. 



Articles 


Mica .. 

As under— 

Mica crude as mined. 
Mica sheets. 

Mica blocks or 
splittings. 

Mica waste 
Includes— 

Mica powder. 

Microsoopes 

Military chemical defence 
stores 

Militar]| electric tubes 
Milk .. 


Includes— 

Crram, condensed and 
tinn^ 

Mnk pdwder in tins 
Millinety 

Mineral salt bricks 

Mineral wool .. 

Minor gem stonos .. 
As under— 

Agate. 

Cat’s eif9. 

Cornelian. 

Garnet. 

Jade. 

Jasper. 

Lapis LazulL 
Or^. 

Models .. 

Mokhana 

Molasses 

Menaztte sand .. 

Monobel No. 1 .. 

Moong bread .. 



General Classi¬ 
fication 

Wagon¬ 

loads 

Smalls 

P/23 

95 

no 

P/5 

55 

65 

e; P/23 

150 

180 

p;d 

180 

• 

p;d 

180 

• • 

p;P/15 

75 

90 


(OR) 

(OR) 

P/22 

80 

95 

P/22 

100 

120 

P/22 

130 

150 

P/20 

55 

65 

P/5 

80 

95 

e;P/22 

150 

180 

P/20 

100 

120 

P/6 

80 

95 

P/24 

40 

52.5 

P/30 

100 

120 

p;d 

180 

•• 

p/22 

80 

95 


.. 



Minima weight 
conditions 
applicable to 
wagon-load rates 
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ANNEXURE XVI—contd. 


Articles 


General Classi¬ 
fication 


Wagon¬ 

loads 


Smalls 


Minima weight 
conditions 
applicable to 
wagon-load rates 


B.G. 


M. G. 


N. O. 


Remarks 


Mother-of-pearl shells .. P/6 
Motia water .. .. P/24 


Motor cycles, subject to a 
minimum weight for 
charge of 4 maunds per 
package .. .. P/20f; 

S/3 


Motor cycles, component 
parts of 

Motor cycles, with side cars 
attached, subject to a 
minimum weight for 
charge of 12 maunds per 
package 


Motor lawn mowers, sub¬ 
ject to a minimum weight 
for charge of 4 maunds 
per package .. 


Motor scooters, subject to a 
minimum weight for 
charge of 4 maunds per 
package 


P/20f 


P/20f; 

S/3 


P/20f; 

S/3 


P/20f; 

S/3 


80 

80 

m 

130 

120 

100 

120 

130 


Motor tractors, component , , 

parts of, N.O.C. .. P/20f | 130 | 150 

Motor tractors, subject to 
minimum weight for 
charge of 100 maunds per 
4-wheeled or 6-wheeled 
wagon used and 200 
maunds per bogie wagon 
used.. .. .. f;S/3 1 65 

Note. —^Railways accept no liability for detachable fittings such as rubber mats, spare tyres, 
lamps, inflators, tools, bells, &c., unless they are securely packed in cases and entered on the 
Railway Receipt. Detachable fittings in cases will be carried in the same truck, as the motor- 
tractors no charge being levied, provided they form part of the motor tractor or tractors with 
which they are loaded, and the total weight of detachable fittings and the motor tractor or 
tractors does not exceed the prescribed minimum weight for charge laid down above. If 
the total weight exceed the minimum weight for charge, charges will be levied on actual 
weii^t. 


95 

95 


150 


120 


5a 
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ANNEXURE XVI—contd. 



Minima weight 

General Ciassi* conditions 

fication applicable to 

wagon-load rates 


Smalls B, G. M. G. N. G. 



Motor tribars, subject to a 
minimum wei^t for 

charge pf 12 maunds per 
package 
Includes— 

Motor tricycles, with 
receptacle. 

Motor trilbies, subject to a 
minimuhi weight for 

ctmrge pf 12 maunds per 
package 

Motor vehicles, N. O.C... 
Includes— 

Motor boats 
Motoir cars.. 

Motor car bodies 
Motor car chassis .. 


P/20f; 
S/3 


P/20f; 

S/3 

S/3 

P/20f 

P/20f; 

S/22 

P/20f 

P/20f; 


Note.—R egard¬ 
ing rules for 
escorts, see Rule 
32. 



S/22 

Motoir cats and com¬ 


mercial trucks in 


unassembled state. 


packed .. 

P/20f 

Motor lorries 

P/20f; 
S/22 

Motor lorry bodies ,. 
Motor lorry chassis .. 

P/20f 
p/20f: 

s/22 

Motor omnibus bodies 
Motor omnibus 

P/20f 

chijssis .. 

Motejr omnibuses 

P/20f; 
S/22 
P/20f; 
S/22 

Motor trailers 

P/20f; 


S/22 

Motor trollies 

P/20f 


Subject to a minimum 
weight for charge of 80 
maunds for the first motor 
v^cle, boat or body 
loaded in a four-wheeled 
or six-wfteeled wagon and 
to a minimum weight for 
diarge Of 160 maunds for i 

either dne or two motor ( 

vehicle!^, boats or bodies 

loaded in a bogie wagon. For every additional 
motor vehicle, boat or body exceeding one in a 
four-wbbeled or six-wheeled wagon and for every 
additional motor vehicle, boat or body exceeding 
two in a bogie wagon, the minimum weight for 
charge will be 40 maunds. 
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ANNEXURE XVI—contd 



General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Wagon¬ 

loads 

Smalls 

B. G. 

M. G. |n. G. 


Motor vehicles, N. O. C.—(concld.) 

If the number of motor 
vehicles, boats or bodies 
loaded in a four-wheeled 
or six-wheeled wagon ex¬ 
ceeds two and in tiie case 
of bogie wagons exceeds 
five, charges will be levied 
on the actual weight sub¬ 
ject to a minimum weight 
for charge of ISO maunds 
per four-wheeled or six¬ 
wheeled wagon and 300 
maunds per bogie wagon. 

Note.— The above classifi¬ 
cation is applicable for 
the transport of motor 
vehicles when despatched 
in open wagons. 

Motor vehicles, N. O. C... S/3 140 

Includes— 

Motor boats 
Motor cars 
Motor car bodies 
Motor car chassis 
Motor cars and com¬ 
mercial trucks in un¬ 
assembled state, 
packed. 

Motor lorries 
Motor lorry bodies 
Motor lorry chassis 
Motor omnibus bodies 
Motor omnibus 
chassis 

Motor omnibuses 
Motor trollies 

Subject to a minimum 
weight for charge of 80 
maunds for the first motor 
vehicle, boat or body 
loaded in a four-wheeled 
or six-wheeled covered 
motor truck and to a 

minimum weight for charge of 160 maunds for 
either one or two motor vehicles, boats or bodies 
loaded in a bogie covered motor truck. For every 
additional motor vehicle, boat or body, exceeding 
one in a four-wheeled or six-wheeled truck and for 
every additional motor vehicle, boat or body exceed¬ 
ing two in a bogie truck, the minimum weight for 
ctorge will be 40 maunds. 


Remarks 


Note.— Regard¬ 
ing rules for 
escorts, see 
Rule 32. 
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ANNEXURE XVI-contd. 


! Articles 

General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarits 


Wagon¬ 

loads 

Smalls 

B.O. 

M.O. 

N.G. 



Motor vehicles, N. O. C.— 
—(coiitd.) 

If the number of motor 
vehicles, boats or bodies 
loaded in a four-wheeled 
or six-wheeled covered 
motor truck exceeds two 
and in the case of bogie 
covered motor truck ex¬ 
ceeds five, charges will be 
levied: on the actual 
weighlj subject to a mini¬ 
mum weiglit for charge of 
150 tpaunds per four- 
wheeled or six-wheeled 
truck and 300 maunds per 
bogie truck. 


Noti.—( i) The above 
classification is applicable 
for the transport of 
motor vehicles, when 
despatched in covered 
motor trucks. 


(iO RailMvays accept no lia¬ 
bility for detachable fit¬ 
tings, ' such as rubber 
mats, spare tyres, lamps, 
inflators, tools, bells, etc., 
unless they are securely 
packed in cases and enter¬ 
ed on the Railway 
Receipt. Detachable 
fitting in cases will be 
carried in the same trucks, 
as the motor vehicles, no 
diargis being levied, pro¬ 
vided they form part of 
the motor vehicle or vehi¬ 
cles vtdth which they are 
loaded, and the total 
weight of detachable fit¬ 
tings iuid the motor vehi¬ 
cle or vehicles does not 
exceed theprescribedmini- 
mum weight for charge 
teid down above. If the 
total weight exceeds the 
minimum weight for 
charge, charges will be 
levied on actual weight. 
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ANNEXURE XVI—contd, 


Articlet 


Oeneral Class!* 
fication 


Minima weight 
conditions 
applicable to 
wagon-load rates 


Remarks 


Wagon¬ 

loads 


Smalls 


B. O. 


M. G. 


N.O. 


Motor vehicles, N. O. C.—(concld.) 


(iiO Spare parts of motor 
cars and personal effects 
of the consignor may be 
carried in the same van in 
which a motor vehicle has 
been loaded provided the 
consignor ajpees to— 

(a) Arrange to have the 
additional goods weigh¬ 
ed, booked and loaded; 

(b) Indemnify the railway 
against all incidental risks 
of damage to the motor 
car or the other goods 
loaded in the van, arising 
out of the carriage of the 
motor car and the goods 
in tihe one and the same 
van, 

A separate Railway Receipt 
should be issued for the 
motor car and for other 
goods loaded in the same 
van. 


Motor vehicles, spare deta¬ 
ched parts of, N. O. C. 
Include— 

Differential axles 

Moulding powder, N. O. C 

Moulds 

Mouse or rat traps 

Mowha flowers .. 

Mowha flowers, refuse . 

Mowha juice 

Muriate of ammonia 

Muriate of tin .. 

Musical instruments, 
N.O.C. 

Musk 


P/22 

130 

150 

P/24 

55 

65 

P/22 

100 

120 

P/22 

95 

110 

P/5 

60 

70 

P/5 

47.5 

60 

P/24 

55 

65 

P/6 

80 

95 

p;d 

150 

180 

e;P/22 

150 

180 

e;P/22 

150 

180 
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ANNEXURE XVI—contd 



Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 

_ i 

i 


Wagon¬ 

loads 

Smalls 

B. G. 




Muskd^ 

P/6 

80 

95 



m 


Mustard 

P/22 

100 

120 





Myrobdlan 

Includes— 

OaUnuts 

P/3 

60 

70 





Nacotaipowder .. 

p;d 

180 

* , 





Naphthalene, solid in bags 

P/6 

80 

95 





Naphthalene, solid in casks 
or cases 

P/22 

60 

70 





Naphtha, mineral 

p;d 

100 

120 





Nwhthj 

flashu 

L solvent having a 
M point below 76* 










p:d 

100 

120 





Naphtha, wood or wood 
spirit 

p:d 

130 

150 





Necol household cement .. 

p ;d 

150 

180 





Necolusitre .. 

p ;d 

150 

180 





Needles 

• • • • 

P/22 

100 

120 





Negro piowder No. 2 

p;d 

180 






Neon . 

. 

p ;d 

130 

180 





Neora (sweepings of gold 
and silver smiles) 

P/22 

130 

180 




1 

Nepthellne syenite 

P/3 

47.5 

60 





Netting, cotton .. 

P/6 

95 

no 





Netting, aloe, flax, hemp 
or jute 

P/2 

85 

100 





Newspapers and Magazines, 
old, N. O. C... 

P/1 

47.5 

60 





Newspapers, padced 

Includes— 

Magazines and periodi¬ 
cals 

P/2 

70 

85 





Nkkd., 

) • • « • 

P/30 

130 

150 





Nidcd-Oopper alloy 

1 

P/7 

130 

150 
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ANNEXURE XVI-contd. 



Mininiu '■ 

General Classi- comitii.s 

fication appiK'.i. ' 

wagoii-li'.ii' 


Wagon- Smalls B.G.M.O 
loads 


Nickel-copper-zinc alloy .. P/7 

Nickel-copper-zinc alloy 
scrap .. .. P/7 


Nickel-copper-zinc alloy 
ware 


Nickel ware 
Includes— 
Nickel wire 


.. P/22 
.. P/1 


Nickel ware scrap .. P/7 
Nitrate of barium .. p : d 


Nitrate of lead .. .. P ; d 

Nitrate of strontium 
(strontia) .. • • P • <* 

Nitrite of soda .. P/24c 

Nitro benzol .. . • P I d 

Nitro-cellulose dope .. p ; d 

Nitrogcn/Argaon .. P 1 d 

Nitro-napthalene • • P • d 

Nitrous oxide gas, com¬ 
pressed or liquefied .. p ; d 


Nobel cordite •. .. P ; d 

Nobel’s electric delay action 
detonators ' .. . • P » d 

Nobel’s explosive No. 673. p ; d 

Nobel’s Explosives No. 968 
or Open Cast Gelignite M d 

Nobel rim neonite .. p ; d 

Nobel’s safety electric fuzes, p ;d 

Nobel shaped charges No. 6. p ; d 

Noil yam, in bales, pre^ 
packed and bound with 
honbands or steel wire or 
packed in boxes or cases. P/21 
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ANNEXURE XVI—contd. 


i 

! Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 





Noil yamj not press-packed 
or not pack^ in boxes or 
cases.. 

P/« 

100 

120 


■ 

I 


Noise production crackers 
(for A. R. P. training 
purposes containing no 
dilorate) 

p ;d 

180 






N. S. Gelatine dynamite .. 

p:d 

180 

• • 





N. S. Gelignite .. 

p:d 

180 

• • 





Numdahs 

P/6 

95 

no 





Nuts,N. 0. C. .. 

P/6 

80 

95 





Oatmeal in bags 

P/6 

80 

95 





Oatmeai ig tins .. 

P/22 

95 

no 





OflSce records .. 

P/22 

100 

120 





Oil cake 

P/5 

25 

32.5 





Oil-cloth 

P/2 

100 

120 





Oil dressed fabrics 

p: d 

150 

180 





Oil, fish, hardened or solidi¬ 
fied .. 

p/24 

80 

95 





Oils—Division A 

As under— 

Cinnemon 

Clove oil 

Essential oils, N. O. C. 
Khol 

Sandalwood 

P/24C 

0 

e 

150 

180 





Oils—Division B 

As under— 

Almond 

Camphor 

Citronella oil 

Croton 

Lemon grass oil 

Poppy s^ 

P/24c 

130 

150 





Oils—Division C 

As under— 

Castor oil in bottles .. 
Codliver oil.. 

Com or Maize oil in 
botiles .. 

P/24 

P/24 

P/24 

95 

no 














75 

ANNEXURE XVI—contd 


Articles 

General Classi* 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 


Wagon¬ 

loads 

Smalls 

B.G. 

M.G. 

N.G. 


Oils—Division C—(concld.) 
Eucalyptus oil in 

bottles .. .. P/24 

Gingelly oil in bottles P/24 
Groundnut oil in 

bottles .. .. P/24 

i lydnocarpus oil ., P/24 
Linseed oil in bottles.. P/24 

Olive oil .. .. P/24 

Shark liver oil .. P/24 


Oils—Division D „ 

As under— 

• • 

Batching oil 

d 

Cashew shell oil 

P/24 

Castor oil. N. O. C. .. 

P/24 

Coaltar oil .. 

P/24 

Cocoanut oil, N. O. C. 
Com or maize oil. 

P/24 

N. O. C. .. 

P/24 

Cotton seed 

P/24 

Eucalyptus, N. 0. C... 

P/24 

Fish oil, N. O.C. 

P/24 

Flux oil 

P/24 

Gingelly oil, N. O. C. 

P/24 

Green oil .. 

P/24 

Groundnut oil N.O. C. 

P/24 

Insulating oil 

P/24 

Kardi se^ oil 

P/24 

Kusum seed oil 

P/24 

Linseed oil, N. O. C... 

P/24 

Lubricating 

P/24 

Margosa oil 

P/24 

Mowhaoil .. 

P/24 

Mustard 

P/24 

Pungam 

P/24 

Rangoon oil 

P/24 

Rape seed .. 

P/24 

Shelcrome .. 

P/24 

Sperm 

P/24 

Sulfolene .. 

P/24 

Tallow 

P/24 

Tara seed oil 

P/24 

Turkey red oil 

P/24 

Vegetable oils, N.O. C. 

P24 

WUte 

P/24 

Oil seeds, N. O. C. 

P/6; S/29 


Includes— 
Aniseed 
Castor 
Cotton 
Flax 
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ANNEXURE XVI—contd. 


1 Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B. G. 

M.G. 

N.G. 


Oil seeds, N. O. C.—concld. 
Gitteelly 

Grwndnuts without 
shells 

Kutum (safflower) 
Linseed 

Mowba 

Mustard 

Niin 

Polang 

Poppy 

PuPgam 

Rahe 

Soqrgoja 

Talk 

Taiiamira 

Tobacco seeds 

Tuog seeds 








Oily tnajterials ,. 

As under— 

Bagging 

Canvas 

Covers 

Paper 

Rags 

Waste, N, O. C. 

Olive wood 

d 

130 

150 





P/5 

80 

95 





Onions 

P/6 

42.5 

(OR) 

55 

(OR) 




RR rates will be 
20% higher. 

Oodbatli 

P/22 

100 

120 





Open cast gelignite 

p ;d 

180 

*• 





Opium 

(See General Rule 49) 

e; P/22 

130 

150 





Opium, crude, liquid 

e;P/24c 

150 

180 





Ores, common, N. O. C. ., 
Includes— 

Alunite 

Bastes 

Ba'ixite 

Ilnienite 

Iron ore 

Iron pyrites 

P/30 

32.5 

42.5 





Ornaments, gilt.. 

P/22 

i 

130 

150 
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ANNEXURE XVI—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B.O. 

M.O. 

N.G. 


Ornaments made of beads 
(if made of articies listed 
in Rule 37; e) 

P/22 

130 

150 





Ovens, clay 

P/20 

55 

65 





Ovens, N. O. C. 

P/20 

80 

95 





Oxalate of potash 

p ;d 

130 

150 





Oxygen, gas, compressed 

P : d 

100 

120 





Oxygen, liquid or iiquid air 

P : d 

150 

180 





Packing made of greased 
jute, hemp or flax, for 
pipe Joints or pump 
glands 

P/3 

65 

75 





Paintings 

e; P/22 

150 

180 





Paint and varnish removers, 
corrosive, non-inflam> 
mable 

p: d 

65 

75 





Paint and varnish removers, 
inflammable .. 

p ;d 

150 

1 180 





Paints, having a flash point 
below 200'-' Fahr. but not 
below 95° Fahr.—Divi¬ 
sion A 

As under— 

Enamels, and 
enamel paints (such as 
Paripan, Ripolin, 
Aspinals, &c.). 

d 

95 

110 





Paints, having a flash point 
below 200° Fahr. but not 
below 95° Fahr.—^Divi¬ 
sion B 

Includes— 

Varnish paint. 

d 

75 

90 

1 




Faints, nitrocellulose 

p;d 

150 

180 





Faints, non-dangerous, 
having a flash point at or 
above 200° Fahr. 

As under— 

Paints paste or liquid. 

P/24 

75 

90 
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ANNEXURE XVI—contd. 


Articles 

General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 


Wagon¬ 

loads 

Smalls 





Paints, pjartly composed of 
naphtha or other inflam¬ 
mable liquids, i.e., having 
a flash point at or above 

76° Fahr. but below 95° 
Fahr„N.O.C. .. p;d 

130 

150 





Paints, polishes, cements, 
compositions , and other 
articTe!j partly composed 
of naphtha or other highly 
inflammable liquids, i.e., 
having a flash point below 

76° Fahr., N. O. C. . . p ; d 

150 

180 





Paint thinners, having a 
ftash point at or above 

76° Fahr. .. .. PJd 

95 

no 





Paint thtnners, having a 
flash point below 76° 

Fahr. T .• •• Fid 

Palanquips, subjem to a 
minimtim weight for 
charge of 13^ maunds 
each .. .. P/20f 

Palmine .. . • P/22 

100 

120 


1 


1 

100 

i .. 

i 

1 





80 

95 





Palo •• P/22 

80 

95 





Paniphul .. P/5 

55 

65 





Paperbagi .• P/2 

55 

65 





Paper orjcard board cones, 
cores, ipoob or tubes .. P/22 

60 

70 





Paper kites , • P/22 

65 

75 





Paper, K O. C. in rolls or 
reels protected at the ends 
and sides, or in bales or 
bundles .. .. P/17 

65 

75 





Paper, N, O. C. in cases .. P/22 

80 

95 





Paper transfers .. .. P/22 

100 

120 





Paper, wall •. • • P/22 

100 

120 
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ANNEXURE XVI—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B. O. 

M.O. 

N.O. 


Paperwate (other than 
Stationery), N. O. C. .. 
Includes— 

Drinking straws. 

Paper capsules. 

Paper cups. 

Paper dishes. 

P/22 

95 

110 

- 




Paper waste and cuttings, 
N. O. C. 

P/5 

47.5 

60 





Papier-mache 

P/22 

95 

no 





Papundkar (potash) 

P/6 

60 

70 





Paraffin wax 

P/6 

100 

120 





Parchment 

P/22 

100 

120 





Pastes, adhesive 

P/24 

80 

95 





Patterns for castings 

P/22 

100 

120 





Faulins.. 

P/6; 

S/5 

80 

95 





Pedal, vehicles, children’s 








N. O. C. subject to a 
minimum weight for 
charge of 1 maund per 
pacluge 

P/20f 

130 

150 





Peel Gemon, orange and 
dtron) raw ,. 

P/3 

55 

65 





Pencils .. 

P/22 

100 

120 





Pentachlorophenol dissol¬ 
ved in selected petroleum 
oils .. 

d 

60 

70 





Penthrite (P. E. T. N.) .. 

p;d 

180 

•• 





Pepper, in tins, bottles, or 
jars .. 

P/22 

100 

120 





Perambulators, collapsible, 
subject to a minimum 
weight for charge of 
20 seers per package 

P/20f 

130 

150 












ANNEXURE XVI—contd. 


Minima weight 
conditions 
applicable to 
wagon-load rates 
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ANNEXURE XVI—contd, 


Articles 

General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 


'US' s»»«> 

B.G. M.G. N.G. 



Petroleum and other hydro¬ 
carbon oils, non-danger- 
ous, Le., having >[>a 
flashing point at or 
above 76° Fahr .. d 
Includes— 

Aeromex oil. 

Cleaning oil. 

Colza (Mineral) oil. 

Diesel oil. 

Furnace oil. 

Gasoil. 

Heavy diesel oil. 

High sp^ diesel oU. 

Jet turbine fuel. 

Kerosene or paraffin 
oil, non-dangerous. 
Light diesel oil. 

Liquid fuel. 

Marine diesel oil. 

Naphtha, solvent 
having a flashing 
point at or above 
76 Fahr. 

Refrigerator burning 
oil. 

Tea drier oil. 

Vapourising oil. 


Petroleum coke .. .. P/S 

Includes— 

Calcined coke. 

Phenyle, soluble .. P/24 


Phenylene-di-amine para 
crystals .. .. p;d 


Phosphor copper .. P/7 
Phosphorus .. p ; d 

Phosphorus pentachloride. p ; d 
Phosphorus sulphide .. p ; d 
Phosphorus trichloride .. p ; d 
Photo electric cells .. e; P/23 
Photographic apparatus .. e; P/23 
Photographic paper .. P/22 
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ANNEXURE XVI—contd. 


Articles 

General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remailcs 


Wagon¬ 

loads 

Smalls 





Photographic plates 

Pianos.. 

Pickers 
Includes— 

Loather buffers. 

Picking sticks wooden for 
looms 

Picric ^wder .. 

Picture frames, common, 
wooden 

Picture frames, N. O. C. .. 

Picture frame mouldings 
N.O.C. 

Picture frame mouldings, 
wooden, not polish^, 
lacquered, enamelled or 
plastered 

Pictures, N. O. C. 

Pictures lithographed 
Includes— 

Pxtorial advertise¬ 
ments, calehdars and 
labels. 

Piece-goods, cotton, woollen 
or artificial silk, with or 
witliout common metal, 
brass or tinsel thread 
edging, false or imitation 
lace in bales, press-packed 
or packed in boxes or 
casts and all hand-loom 
pro<iucts including 
“Khaddar” not press- 
packed 
Includes— 

Bed-covers. 

Bed-sheets 
Book-binding cloth. 
Broad cloth. 

Calico. 

Cambric. 

Conors velvet. 
Coosociiocioth. 
Duns’res clotb. 

Funnel. 


e;P/22 

150 

mm 

c ,* P/22 

150 

180 ! 

P/22 

85 

100; i 


P/22 

p;d 

p/22 

P/22 

P/22 


P/22 
e;P/22 
P/22 


P/25 


85 

180 

100 

150 

100 

55 

150 

100 


100 


100 i 

120 

180 

120 

65 
180 
120 


120 
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ANNEXURE XVI—contd. 



Remarks 


Piece-goods, vvocilen 
or artificial si I!;, with or 
without coiriTi! n mefal, 
brass or tins-! thread 
edging, false oi imitation 
lace in bales, p- iss-packed 
or packed in hoxes or 
cases and aU hand-loom 
products including 
“Khaddar” rot press- 
packed—conckt. 

Floor cloth. 

Garah cloth. 

Gloves, cotton, woollen 
or ariifi'ciai silk. 

Handkerchie!. 

Hosiery. 

Kharwa cloth. 

Linen. 

Lois. 

Mulimull. 

Muslin. 

Pugnes, khaki. 

Putties, woollen. 

Rayon. 

Ribbons. 

Shawls, common 

Tennis screens. 

Thread,cotton, woollen, 
artificial silk, flax or 
hemp. 

Towel. 

Turbans. 

• Twis^ cotton, woollen, 
artificial silk, flax or 
hemp. 

Umbrella covers.cotton 
or artificial silk. 

Wearing apparel. 

Yam, cotton, woollen, 
artmeial silk, aloe, 
flax hemp and nrii ti¬ 
dal cotton or rayon. 

Piece-goods, cotton, woollen 
or artificial silk, with or 
without common metal, 
brass or tinsel thread edg¬ 
ing, falseor imitation lace, 
not pre»-packed or not 
packed in boxes or aises. 
Includes— 

Book-binding cloth. 

Broad cloth. 

Calico. 

Cambric. 




6a 
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ANNEXURE XVI—contd. 


Articles 


General Classi¬ 
fication 


Minima weight 
conditions 
applicable to 
wagon-load rates 


Remarks 


Wagon¬ 

loads 


Smalls 


B.G. 


M.G. 


N.G. 


Piece-goods, cotton, woollen 
or artidcial silk, with or 
without common metal, 
brass or tinsel thread edg¬ 
ing, falseorimitation lace, 
not pr.}ss-packed or not 
packed in boxes or cases 
—concld. 


Cotton velvet. 

Dooiootie cloth. 

Dungree cloth. 

Flannel. 

Floor cloth. 

Garah cloth. 

Globes, cotton, woollen 
or artificial silk. 

Hosiery. 

Kharwa cloth. 

Linen. 

Lois. 

MulimuU. 

Muslin. 

Pugi^es, khaki. 

Putties, woollen. 

Rayon. 

Ribbons. 

Shawls, common .. e 

Tennis screens. 

Thnad, cotton, 
woollen, artificial 

silk, flax or hemp. 

Turltans. 

Twist, cotton, woollen, 
artificial silk, flax or 
hemp. 

Uml>rellacovers,cotton 
or artificial silk. 

Wearing apparel. 

Yarn, cotton, woollen, 
artificial silk, aloe, 
fltix, hemp and artifi- 
ci.il cotton or rayon. 


Piece-goods, cotton, woollen 
or artificial silk, mixed 
with si Ik, with or without 
common metal, brass or 
tinsel thread edging false 
or imilation lace .. e ; P/25 


150 


180 


Piece-goeds, cotton, woollen 
or artificial silk, worked 
with geld or silver lace .. 


e; P/25 


150 


180 
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ANNEXURE XVI—contd. 


Articles 


General Oassi- 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon- j 
loads 

SmaUs 

1 1 

B. G. 

1 

M.G. 

N.G. 


Piece-goods, silk 

Includes— 

Silk, manufactured, 
N. O. C. 

Thread or twist. 
Umbrella covers, silk. 
Velvet. 

e; P/25 

150 

180 



1 


Pine oil s. 

p; d 

80 

95 





Pipe clay 

P/5 

65 

75 





Pipes, cement .. 

P/20 

60 

70 





Pipes, earthenware and 
stoneware 

P/20 

60 

70 





Pipes, N.O.C. .. 

P/20 

60 

70 





Pipes, smoking, earthen or 
ckty .. 

P/22 

55 

65 





Pipes, smoking, N. 0. C... 

P/22 

130 

ISO 





Pistols .. 

(See General Rule 49). 

P/23 

130 

150 












Piston packing .. 

P/22 

80 

95 





Pitch .. 

P/24 

45 

57.5 




1 

Pltil • • • • 

P/5 


95 





Plans .. 

e; P/22 

150 

180 





Plantain trees .. 

P; P/13 

55 

65 





Plants .. 

P; P/13 

75 

(OR) 

90 

(OR) 




RR rates will be 
20% higher. 

Plaster 

p/22 

47.5 

60 





Plaster casts for ornament¬ 
ing ceilings or walb 

P/20 

130 

150 





Plaster Gelatine.. 

p; d 

180 

• « 





Plaster of Parb .. 

p/22 

55 

65 





Plastic Igniter cord 10 
seconds/ft. 

p; d 

180 

•• 













ANNEXURE XVI—contd. 


Artides 


1 

i 

General Ciassi- 
fkation 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

*B, G, 

M.G. 

N.O, 


Plastic materials, manu¬ 
factured, N. O. C. 
Includes— 

Bakeiiteware. 

Eb<}niteware. 

Vucaniteware. 

P/22 

120 

140 


i 1 

1 1 

• t 

I j 

1 i 


Plasticised Nitroceliulose 
Chips 

d 

150 

180 


1 ; 

! i 


Plastic wood 

p; d 

150 

180 


f • 

\ 


Plated^are 

e ; P/22 

150 

180 


\ 


Pliobond 

p ;d 

150 

180 


i , 

■ 


Polar ajax 

p: d 

180 

. - 




Polar ammon gelignite 

p ; d 

180 

* • 


i 


Polar ammon gelignite No. 2 

p; d 

180 

• • 





Polar ammongeligniteNo. 3 

p;d 

180 






Polar ammon gelatine 
dynamite 

p; d 

180 

, * 





Polar Dynobel No. 2 ” S *’. 

Polishes, cements, composi¬ 
tions and other articles, 
partly composed of 
naphtha or other inflam- 
mabc liquids, i.e., having 
a fliishing point at or 
abo\e 76" Fahr. N. O. C. 

p; d 

180 

•• 





p : d 

130 

150 


! ! 

i ■ 

i 

Polishes, dressings, stains 
and cleaning compounds, 
notiomposedof naphtha 
or other inflammable 
liquids 

P/24 

95 

110 



• 


Polishes, dressings, stains 
and cleaning compounds 
party composed of 
naphtha or other inflam- 
mabte liquids having a 
flashing point'at or above 
76° Fahr. 

p ;d 

95 

110 



1 


Polishes, nitro-cellulose .. 

p ; d 

150 

180 1 



1 

Polokit 

P/22 

130 

150 



i 

Pomegranate rind 

P/5 

55 

65 1 



I 
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ANNEXURE XVI—contd. 


Articles 

General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 


Wagon¬ 

loads 

Smalls 

B,G, 

M.G. 

1 

I'N. G. 

1 

1 

Porcelain .. .. e;P/22 

130 

ISO 



1 

i 

PortPires .. p;d 

180 






Posteens .. .. p /22 

100 

120 





Potassium .. .. p ; d 

150 

180 




■ 

Potassium, country .. P/6 

55 

65 





Potatoes .. .. P/6 

Potatoes, sweet .. ..P/6 

42.5 

(OR) 

42.5 

(OR) 

55 

(OR) 

55 

(OR) 




■) RR rates will 

If 

|J 

1 

Poultry shell grit .. P/6 

47.5 

60 

! 

1 




Power alcohol .. .. p; d 

120 

140 





Poweralcoholmixture .. p; d 

120 

140 





Preserves, vegetables, 
country .. .. P/24 

Includes— 

Pickles. 

80 

1 

! 95 


1 



Preserves, vegetables, 
import^ .. ., p/24 

IiKludes— 

Pickles. 

Preserves (fish and meat), 

N.O.C. .. .. P/24 

100 

120 

1 

1 





95 

IK) 





Pte-fabricated aluminium 
components .. .. P/20f 

Includes— 

Aluminium alloy extrud¬ 
ed sections. 

Aluminium house com¬ 
ponents. 

110 

130 





Presses, screw, cotton or 
jute.p/20f 

65 

75 





Primos, percussion .. p ; d 

180 

• * 





Printed forms, loose or 
bound in books, and 
othw printed matter, 

N.O.C. .. ,. P/22 

100 

120 



i 


Printing materials, N.O.C. P/22 

100 

120 



1 

i 

i 
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ANNEXURE XVI—contd. 


1 Articles 

General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 


Wagon- j 
loads 1 

Smalls 1 

B.G. 1 



Printing metal ..P/7 

Includes— 

Types old and un¬ 
serviceable. 

95 

110 





Producer Gas Plant .. P/20f 

70 

85 





Prussiate of Potash .. P/24c 

85 

100 





Prussiate of soda .. P/24c 

85 

100 





Public address equipment 
(electric) .. .. P/22 

150 

180 

j 




Pulp and pulp sheets .. P/22 

As under— ’ 

Balmboo. 

Grass. 

Paper. 

Straw. 

Wood. 

60 

70 





Puipboard, N. O. C. in 
bales or bundles .. P/2 

65 

75 





Includes— 

Cirdboard. 

Duplex board. 

Grey board. 

Millboard. 

Pasteboard. 

Ticket board. 




i 

1 









Pulpbcord, N. O. C. in 
cases.. .. .. P/22 

Includes— 

Cirdboard. 

Duplex board. 

Gieyboard. 

Millboard. 

Pasteboard. 

Ticket board. 

95 

no 





Pulp, cotton (for filtering 
purposes) .. • • P/22 

100 

120 





Pushmina .. .. P/22 

100 

120 





Push vehicles, children’s, 

N. (). C. subject to a 
minimum weight for 
charge of 20 seers per 
package .. .. P/20f 

130 

150 





Putty ... .. .. P/22 

65 

75 
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ANNEXURE XVI—contd 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wa^n-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 





Pyridine bases .. 

p ; d 

130 

150 


■ 

m 


Pyroxyline (for photogra¬ 
phic and similar purposes) p ; d 

■ 

180 





Quarry monobel.. 

p : d 







Quick match 

p: d 


* , 





Quilts.. 

p/6 

M 

120 





Radio (wireless) apparatus.. 

e; p/22 

■i 

180 





Radio (wireless) valves 

e; P/22 

ISO 

180 





Rags, other than oily rags. 

P/5; 

S/25 

47.5 

60 





Rain-gauges 

P/22 

70 

85 





Rattan 

P/1 

80 

95 





Rattan boxes 

• « 

95 ' 

no 





Rawiplug durofix 

Raw materials for the manu¬ 
facture of paper or straw 
board (to be booked to a 
Paperorstrawboard mill) 
As under— 

Bagasse (crushed 

sugar cane refuse) .. 

p: d 

150 

180 





P/5 

32.5 

1 

42.5 





Bamboo chips, cuts, 
splits and splints .. 

P/5 

• • 

1 





Bamboo crushed 

•• 


.. 





Card board waste and 
cuttings 

P/5 

• • 

• • 





Cloth cuttings (old and 
■ new) such as hosiery 
cuttings and tailor’s 
cuttings .. 

P/2; 

S/8 

• • 






Discarded healds used 
for pulping 

P/1 

• « 
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ANNEXURE XVI-<:ontd, 


Articles 

General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 


Wagon¬ 

loads 

Smalls 



N.O. 



Raw n aterials for the 
manufacture of paper or 
straw board (to te book¬ 
ed to a paper or straw 
board miU.)—(concld.) 


Fibrous materials pressed P/1 
As under— 


A!oe straw. 

Flax straw. 




Hemp combings. 
Hemp cuttings. 

Jute cuttings. 

Jute waste. 




Linseed straw. 




Grass, dry 

P/1 



Includes— 



B&nkas, grass 

P/I 



Bhoosa .. 

P/5 



Chari 

P/1 



Dhall Stalks 

P/I 



Hay 

P/I 



Kirby .. 

P/I 



Moonj .. 

P/1 



Sabai 

P/I 



Sirkee 

Straw 

P/I 



P/1 



Gunnj waste and cutt¬ 

P/I 



ings. 

Hemp netting, unservice¬ 
able or cuttings 
Newspapers and maga¬ 

P/1 

•• 


zines, old 

P/I 


, * 

Paper waste and cuttings 

P/I 



Rags, other than oily rags 

P/1; 
s/25 

•• 

•• 

Rope unserviceable . or 



cuttings 

P/1 



Salia logs 




Silver fir 




Spruce 

•• 

•• 

•• 

Used Railway tickets .. 

P/5 


• • 

Raw materials for the 




manuficture of plastic 
materials 

P/24 

no 

130 


Includes— 

Acrylic moulding 
powder 
Bakelite. 

Cellulose acetate buty¬ 
rate moulding powder 











91 

ANNEXURE XVI-contd 


Articles 


Oenml Classi¬ 
fication 

1 

Minima weight 
conditions 
applicable to 
wagM-load rates 

Remarks 



Wagon¬ 

loads 






Raw materials for the 
manufacture of plastic 
materials—concld. 

Cellulose acetate 

moulding powder. 

Ebonite. 

Ethyle cellulose mould* 
ing powder. 

Ivory, synthetic. 

Malamine formaldehyde 
moulding powder. 

Nylon moulding 

powder 

Phenol formaldehyde 
moulding powder. 

Phenol furfural mould¬ 
ing powder. 

Polystyrene moulding 
powder 

Polythlene moulding 
powder 

P. V. C. moulding 
powder 

Urea formaldehyde 
moulding powder. 

Vulcanite. 




1 



Rectified spirit (50* over 
proof and above) 

P; d 

95 

no 





Redwood 

•• 

95 

110 





Reeds and rushes 

P/1 

47.5 

fiO 





Reeds writing .. 

P/2 

47.5 

60 





Reflex signs and signals 
(when fitted with glass 
lenses; e) 

P/22 

100 

120 





Refractory bricks 

Includes— 

Fire-bricks. 

Canister bricks. 

Silica bricks. 

P/30 

45 

57.5 





Refrigerators electric 

P/22 

100 

120 





Refrigerators, N. O. C. .. 

P/22 

100 

120 













ANNEXURE XVI—contd, 



Minima weight 

General Classi- conditions 
fication applicable to 

wagon-load rates 


Wagon¬ 

loads 


Reinforced concrete 
Inclucies— 

Beams 

Columns .. 

Pipes 

Posts 

Tanks etc. .. 


Relays for bombs (for 
aircraft) .. .. p ; d 

Rennet .. .. P/22 

Resin .. .. d 

Resin, synthetic .. P/24* 

Respirators (Gas masks) .. P/22 

Ribs of palm leaves .. P/1 

Rice, pi jched .. .. P/6 

Rice pounders, wooden .. P/1 

RickshiAvs, in pieces or parts. P/20f 

Rickshaws, subject to a mini¬ 
mum weight for charge of 4 
maucds per package .. P/20f 


Road surface dressings, com¬ 
poser. mainly of creosote, 
petroleum residue, pitch or 
tar oil, N. O. C. .. P/24 

Includes— 

Ilitumen. 


Road surface dressings, liquid, 
comrosed mainly of 
creosote, petroleum residue, 
pitch or tar oil, having a 
flash point below200 Fahr. 
but rwt below 76^ Fahr. 

RoburiEeNo.4 

Rockite .. 

Rollers, stone 

Roofing felt or patent 
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ANNEXURE XVI—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

SmaUs 

B.G. 

M. G. 

N.G. 


Roots, N. O. C. .. 

P/6 

80 

95 1 1 

. 1 

Rope grass leaf or moonj .. 

P/1 

55 

65 





Rope, hemp or jute 

P/1 

85 

100 





Rope, manilla or sisal 

P/2 

80 

95 





Rope or string or yam, coir. 

P/1 

65 

75 





Rope, N. 0. C. 

P/1 

80 

95 





Rope unserviceable or cut* 
tmgs, N. O. C. .. 

P/1 

47.5 

60 





Rose water 

P/24 

80 

95 





Rosin . 

P/7 

70 

85 





Rosin oils, having a flash 
point at or above 200° 
Fahr. .. 

P/24 

70 

85 





Rosin oils, having a flash 
point below 200" Fahr. .. 

p; d 

100 

120 





Rosin spirit 

p; d 

80 

95 





Rubber crepe, clippings or 
refuse 

P/5 

55 

65 





Rubber Crude 

Includes— 

Crepe rubber .. 

Rubber scrap unmanufac¬ 
tured 

Rubber sheet or lump .. 

P/22* 

P/22* 

P/22* 

P/22* 

95 

110 




* May also be ac¬ 
cepted when in 
bundles covered 
with sheet rob¬ 
ber and tten 
stitched in hes¬ 
sian or gunny. 

Synthetic rubber unma¬ 
nufactured .. 

P/22* 







Robber goods, old and un¬ 
serviceable for the purpose 
for which they were origi¬ 
nally made 

P/5 

55 

65 





Rubber or synthetic rubber, 
manufactured .. 

Includes— 

Gloves, rubber 

Rubber mats 

Rubber tubes 

Rubber tyres 

P/22 

P/1 

120 

140 
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ANNEXURE XVI—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B.G. 

1 

M.G. 

N.G. 

1 


Rubber reclaimed.. 

P/5 

120 

140 

1 

i 


Rubber solution, composed 
of rubber and naphtha 
havius a flasoing point 
below 76* Fahr... 

p;d 

150 

180 





Rubber solutlm composed 
of rubber and naphtha 
having a flashing point at 
or ab jve 76“ Fahr. 

p; d 

120 

140 





Rutile 

• • 1 

100 

120 





Saccharine 

P/22 

130 

150 





Safes, i. on or steel 
includes— 

Steel ballot boxes. 

P/20f 

100 

120 





Saffron 

e;P/22 

130 

150 





Sago, common, waste 

P/5 

32.5 

42.5 





Sago, pearl 

P,22 

lOo! 

120 





Sailcloth.. .. .. 

Salt, aniline 

Salt earth or earth salt 
(See General Rule 49) 

P/6 

80 

95 





Old 

130 

150 





p/6 

47.5 

60 





Salt for table use .. 

P/22 

95 

110 





Salt, N. O. C. 

Includes— 

Hide salt. 

P/6 

35 

45 





Saltpet!« crude 

(See General Rule 49) 
Saltpetne, refined .. 

(See General Rule 49) 

d. 

d. 

32.5 

65 

42.5 

75 

1 




Salt, refined, in bags 

P/6 

70 

85 


1 



Samsonita 

p; d 

180 

• • 





Samsonite 

p; d 

180 

** 





Samsonite No. 3 .. 

p;d 

180 

• • 





Sand 

Includes— 

Quartz sand. 

Silica sand. 

p;P/3o 

30 

(OR) 

40 

(OR) 




RR rates will 
be 20 % higher. 
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ANNEXURE XVI—contd, 


Articles 



General Oassi> 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 




Wagon¬ 

loads 

Smalb 

B.O. 

M.G. 

N.G. 


Sandals, wooden with or with* 
out straps 

P/5 

55 

65 





Sandalwood 

Includes— 

Sandalwood roots. 

•• 

e;P/22 

95 

110 





Sandalwood bark, chips and 
dust 

e;P/22 

55 

65 





Sandstone 


P/30 

32.5 

42.5 





Sathifood 


P/22 


95 





Saw dust, N. O. C. 


P/5 

47.5 

60 





Saws 


P/20f 


95 





Scented waters, N. 0. C. 


P/24 







Scents 


e;P/22 







Scientific instruments, 
N.O.C. 


e;P/23 

130 






Sealing wax 


P/22 

65 

75 





Seeds, bamboo .. 


P/6 

80 

95 





Seeds common 

As under— 
Ambadiseed. 
Bowchee. 

Broom. 

Date seed. 

Gowar seed. 

Grass. 

Hemp. 

Hura. 

Jute. 

Kang seed. 

Karila. 

Kootoo 

Lonar. 

Lucerne. 

Methi. 

Sargi seeds. 

Sawa. 

Senji. 

Tamarind. 


P/6 

37.5 

50 




■ 


Ajwan seeds, N. O. C. 
Coriander 
Soapnut seeds.. 
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ANNEXURE XVI—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B.G. 

M.G. 

N. G. 


Seeds, N. O. C. .. 
Includes— 

Celery seeds. 

Suwu seed. 

.. P/6 

55 

65 





Seeds rubber 

.. P/6 

80 

95 





Seeds til, scented .. 

.. P/7 

100 

120 





Selenium 

.. P/24 

130 

150 





Shanks .. 

.. P/22 

80 

95 





Shawls, fine, e. 

Includes— 

Cashmere shawls. 

.. P/22 

150 

180 





Shells filled and fused 

.. p; d 

180 

.. 





Shells N. 0. C. 

P/5 

80 

95 





Shell, star 

p.d. 

180 

^ * 





Shrubs 

P/13 

80 

1 





Shuttles 

Side<ars of bicycles, 
subject to a minimum 
weight for charge of 1 
maund per package 

P/22 

65 

i 75 



1 


P/20f 

130 

150 





Side-cars of motor tycles, 
subject to a minimum 
weight for charge of 4 
maunds per package ., 

P/20f 

130 






Sieves 

P/22 

80 

95 





Signals mortar smdte- 
Blue 

p.d. 

180 




1 

1 


Siwls mortar smoke- 
Red 

p.d. 

180 




» 

\ 


Signals mwtar smoke- 
Ydlow 

p.d. 

180 






Signs N. O. C. .. 

P/22 

100 

120 





Sikakai 

P/5 

65 

75 





Silicate cement .. 

P/24 

85 






Silicate of cotton 

P/5 

80 

95 
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ANNEXURE XVI—contd. 


Article 


General Classi¬ 
fication { 

_ i 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

1 

Smalls j 

B.O. 

M.G. 

M.G. 


Silicate of soda .. 

P/24c 


50 i i 

1 1 




Silicaware (Pure fus> 
Silica) 

P/22 

130 

150 





Silicol 

r>; d. 

150 

180 





Silico manganese 

= * h 

55 

65 





Silk raw or in cocoons c. 

n 

100 

120 





Silk waste 


100 

120 





Sillimanite (Silica of 
alumina) 

•0 

45 

57.5 





Size .. 

’2 

SO 

55 





Stag .. 

■0 

32.5 

42.5 





Slate pencils 


55 

65 

1 

i 




Slates in tiles or slabs 

. 

fiO 

70 

65 

i 

i 




Slates writing 


55 





Smoke balls 


180 

•• 





Smoke Generators, 
smoke candles 

1 

180 

•• 





Smokeless diamond 

P 

180 

•• 





Snaps, when contained in 
fully manufactured 

Christmas or bonbon 
crackers 

d 

120 

t 

. « 





Snulf .. 

Includes— 

Medicated snuff. 

n 

100 

120 





Soap .. 

Includes— 

Liquid Soap. 

p/2; 

p/24 

70 

85 





Soapnuts 

p/5 

47.5 

60 





Soapsand 


60 

70 





Soap-stock (bye-product 
obtained in refining 
cotton-seed or other 
oil with caustic soda) . 

^P/24 

47.5 

60 






7 
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ANNEXURE XVI—contd. 


1 

Articles 


General Classi¬ 
fication 

1 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B.G. 

M.G. 

N. G. 


Soapstone 

Includes— 

French chalk 

Soapstone powder .. 
Steatite 

Talc 

P/6 

P/6 

P/6 

P/6 

32.5 

1 

1 

42.5 





Soapstone, dressed 
Stcludes^ 

Soapstone tiles or 
slabs 

P/20 

55 

1 

65 




! 

S<}da crystals or soda ash. 

P/6 

37.5 

50 




1 

Sodium 

p;d 

150 

180 



! 

5>odium bisulphate 

P/24c j 

47.5 

60 



! 

t 

Sodium bisulphite 

P/24c 

60 

70 





Sodium fluoride 

P/24c 

70 

85 





Sodium fluosilicate 

P/6 

70 

85 





Sodium formalddiyde 

sulphoxylate ., 

P/24c 

OK 

no 








i 


Sodium hypochlorite 

solution or electro¬ 
lytic chlorine in 
bottles, packed in cases. 



P/24c 

100 

120 





Sodium hypochlorite 

solution or electro¬ 
lytic chlorine in drums. 

P/24C 

60 

70 





Sodium perborate 

P/24C 

130 

150 


i 

j 


Sodium phosphate 
liKludes— 

Disodium phosphate. 
Monosodium phos¬ 
phate. 

P/24C 

1 

1 

1 

j 

t 

60 

70 

i 


i 

1 

j 

i 

1 

i 

i 

Sodium sulphide 

i 

. P/24C : 

70 

1 85 

1 

! f 


Sodium sulphite 

. P/24c 1 

70 

85 




Sodium xanthate 

p;<i 

65 

75 


i 

i 

Sola . 

P/5 

80 

95 


1 

i 


Sola hats 

P/22 

100 

120 


• i 
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ANNEXURE XVI—contd. 


Articles 

General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B.G. 

M. G. 

N.G. 


Solder .. 

Includes— 
Brazing metaL 

.. P/22 

100 

120 

1 




Soldering fluid .. 

.. d. 

60 

70 





Solidified fuel stoves 
with fuel and refills 
for solidified fuel stoves, p ; d 

80 

95 





Soopdahs 

.. P/1 

80 

95 

1 




Sooringee wood 

.. 

80 

95 





Soya beans 

.. P/6 

65 

75 





Spangles 

.. P/22 

130 

150 





Sparklets 

.. P/22 

80 

95 





Special Gelatine 
strength 

30% 

.. p;d 

180 


1 

1 




Special Gelatine, 
strength 

Special Gelatine, 
strength 

45% 

.. p ;d 

90% 

.. p ;d 

180 

•• 

j 




180 






Special Gelatine, 
strength 

80% 

.. p;d 

1 

1 180 

.. 





Special Gelatine, 
strength 

75% 

.. p ;d 

180 

.. 



1 


Special Gelatine, 
strength 

60% 

.. p;d 

180 






Spectacles. 

.. e; P/22 

150 

180 





Spent bleaching 
or earth 

clay 

.. P/30 

32.5 

42.5 





Spent oxide of iron 
gas purifiers .. 

from 

.. P : d 

47.5 

60 

i 





Spices .. 

As under- 
Caraway seed. 
Cardamoms. 
Cassia. 
Cinnamon. 
Cloves. 

.. P/7 

100 

1 

120 j 

1 



i 

! 

: ^ i 



7a 
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ANNEXURE XVI—contd, 


Artidet 

General Oassi* 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 

j 

Wagon¬ 

loads 

Smalls 

B. G. 

M.G. 

N.G. 



Spices—concld. 

Jeera seed black. 

Mace. 

Nutmeg. 

Pepper, N. O. C. 

Satgeera. 

Spices, N. O, C. 

! 



Spirits, wines and cordials 
(in bottlw or in jars 
packed in cases or 
hampers) imported 
Incluiies— 

Liquor. 

p/23 

120 

140 

Spirits, wines and cordiab 
(not in bottles or in 
jars) imported 

Includes— 

Liquor. 

P/24 

110 

130 

Spirits, wines and cordials, 
country (below 50* 
over-proof having a 
flashing point below 

76* Fate.) .. .. P 

As under— 

Arrack, 

Liquor, 

Mowha spirit. 

Toddy. 

;d 

100 

120 







Spirits, wines and cordials, 
country (below 50° ow- 
proof having a flashing 
point at or above 76° Fate.) 
As under— 

Arrack. 

Liquor. 

Mowha spirit 

Toddy, p. 

P/24 

100 

120 

Spirit varnish 

p: d 

95 

110 

Splints 'or matdies 

p/22 

70 

85 

Sponger .. 

P/22 

150 

180 

Spoons wooden 

P/5 

80 

95 

Stable lit.. 

P/2 

70 

85 

Stainless steel sheets mr rods. 

P/t 

85 

100 
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ANNEXURE XVI—contd 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon- 

loads 

Smalls 

B.G. 

M.G. 

N.G. 


Stainless steel ware 
Includes— 

Stainless steel pipes. 
Stainless steel tubes 

.. P/22 

100 

120 





Stains, nitro-cellulose 

.. p ; d 

150 

180 





Stamped paper, e. 

.. P/23 

130 

150 





Stamps, e 

.. P/23 

130 

150 





Stannic Chloride .. 

.. p;d 

180 

* , 





Starch in tins 

.. P/22 

80 

95 





Starch, N. O. C. .. 
Includes— 

Arrow root flour 
in bags 
or casks 

Gluten starch 

Maize flour in ba^ 
Potato flour in bags 
Sago flour in bags 
Tamarind seed flour 
Tapioca flour in bags 

.. P/« j 
.. P/22 
.. P/6 
.. P/6 
.. P/6 
.. P/6 
.. P/6 
.. P/6 

47.5 

«>1 

1 ^ 




Stationery, N. O. C. 

Statuary, e. 

.. P/22 

100 I 

120 





.. P/20 

.. P/6 

150 

180 





Stearine .. 

80 

■ 





Steel grit.. 

.. P/5 

80 

95 





Steel wool 

.. P/22 

$0 

95 





Stencil paper 

.. P/22 

100 

120 





Stencil plates 

.. P/22 

80 

95 





Sticks, walking 

.. P/22 

130 

ISO 





Stone, cut or engraved 

.. P/20 

80 

95 





Stone flour 

.. P/6 

47.5 

60 





Stone, moss or flower 

.. P/7 

60 

70 





Stone, N. O. C. .. 
Includes— 

Chakees, stone. 
Felspar. 

Flagstone. 

Ohantees. 

Jatta. 

.. P/30 

32.5 

42.5 













102 


.^^JNEXURE XVI-contd. 


Articles 

n 

! 

General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B.G.1 

1 

M.G. 

N.O. 


Stone N. O. C.—concld. 
Kooringhee stone. 
Koorum stone. 
Korandum. 

Mill stones 

Quartz. 

Sils and lohras. 








Stone pumice 

P/5 

80 

95 





Stonevfare, N. O. C. 

Py20 

6S 

75 





Stonoliel.. 

p; d 

180 

.. 





Stoves, N. O. C. .. 

Includes— 

Cookers, toasters, etc., 
other than electric. 

P/20f 

100 

120 





Strawboard boxes empty . 

P/22 

80 

95 





Strawboard, N. O. C 

P/2‘ 

60 

70 





Straw onvelopes .. 

P/22 

70 

85 





Submarine Blasting Gelatine 

p; d 

180 

•• 





Sugar, .. .. P/6B; 

Includes— 

Shukkur (sugar not ground 
or powdered jagree). 

s/29 

65 

75 





Sugar candy 

P/6 

70 

85 





Sugarcane 

P/30 

42.5 

55 





Sugarcane juice 

P/24 

65 

75 





Sugar clarifiers (chemical), 
N. Cl, C. 

P/24 

85 

100 





Sulphate of alumina 

Includes— 

Alumino ferric. 

P/30 

40 

52.5 





Sulphate of salt .. 

P/6 

130 

150 


i 



Sulphate of soda 

P/6 

37.5 

50 





Sulphate of zinc .. 

P/6 

100 

120 





Sulphiled cellulose extract .. 

P/24c 

47.5 

60 





Sulphur .. 

(See General Rule 49) 

P/30 

47.5 

i 

60 















ANNEXURE XVI-contd. 


Articles 


General Qassi- 
fication 


Minima weight 
conditions 
applicable to 
wagondoad rates 


Remarks 



Wagon¬ 

loads 

Smalls 

Sulphurous acid gas, compres* 
ski or liquefied (Sulphur 
dioxide) .. .. p ; d 

ISO 

180 

Sulphuretted hydrogen, com¬ 
pressed or liquefikl. .. p;d 

ISO 

180 

' 

Surgical dressings .. .. P/2A 

Includes— 

Bandage. 

Cotton wool 

Gauze. 

Lint. 

130 

ISO 

Surgical instruments .. P/22 

ISO 

180 

Survey instruments and appli¬ 
ances, e. .. .. P/22 

130 

ISO 

Sweetmeats, Indian .. P/22A 

Includes— 

Cakes, Jalebies, Roso- 
gollas, Sandesh, etc., 

(made of flour, sugar 
and ghee or oil and 
which are of an easily 
perishable nature) 

Laddoos. 

S5 

6S 

Swords .. .. .. P/22 

(See General Rule 49) 

130 

ISO 

Tabulating machines and 
parts .. .. .. P/22 

Includes— 

Calculating madiines. 

130 

ISO 

Tallow .. .. P/6 

Includes— 

Non-edible vegetable 

tallow. 

60 

70 

Tamarind .. .. P/S 

60 

70 

Tanning extract of all kinds. P/S 

TanstufiT, N. O. C. i.e., 
bark, leaves, nuts, or 

60 

70 

firuits, used in tanning .. P/S 

32.S 

42. S 

Tape, wool ,. P/22 

100 

120 

Tapioca in tins .. .. P/22 

9S 

no 

Tapioca, sundricd .. P/6 

Includes— 

Tapioca chips. 

SS 

6S 
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ANNEXURE XVI-contd. 


Articles 

1 

I 

General Classi¬ 
fication j 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 



m 


Tar 

P/24 

45 

57.5 





Tarpaulins 

Includes— 

Water-proof gunny 
cloth. 

P/6 ; s/5 

95 

i 

no 





Tarstil., 

P/24 

55 

65 





Tarter enietic .. 

p ;d 

150 

ISO 





Tea 

P/27 

1)0 

130 


i 



Tea chcsi fittings metal .. 

P/22 

70 

85 





Tea chests, made up 

-• 

55 

65 





Tea seed 

p;22 

100 

120 





Telegraph and telephone 
instruments 

p/22 

150 

1 

180 





Telegraph and telephone 
materitJs, N. O. C. 

Telescopes 

P/22: 

s/14 
e.; P,23 

95 

150 

no 

180 



i 


Terebine or sundryers 

p ;d 

SO 

95 





Terracotta ware 

P/9 

65 

75 





Thermite A. R. P, Bombs. 

P ;d 

ISO 

•* 





Thread, f old or silver 

e;P22 

150 

180 





Thread, gold or silver 
imitation 

P,'22 

130 

150 





Tiles, contmon (Flooring).. 

P/20 

60 

70 





Tiles, common (Roofing),. 

P/20 

30 

(pR) 

40 

(OR) 




KR rates will be 
20% higher. 

Tiles, flooring, earthen ,. 

P/20 

32.5 

42.5 





Tiles, glazed and orna¬ 
mental 

P/20 

95 

no 





Tiles, gUzed, net orna¬ 
mental 

P/20 

55 

65 





Timber hi. O. C. 


40 

52.5 





Tin drost (containing net 
more than SO % tin) 

P,16 

85 

too 
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ANNEXURE XVl-contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 

1 wagon-load rates 

i 

1 Remarks 



Wagon¬ 

loads 

Smalls 

B.O. 

Me G. !n. G. 

1 

t 

f 

1 

Tin foil 

P/22 

no 

130 





Tin ingots, sheets or blocks. 

• . 

100 

120 





Tinnedware, N. O. C. 

P/22 

95 

no 





Includes— 

Hand sprayers made 
of tinned plate or sheet 








Tinning tnateriais 

P/22 

80 

95 





Tin plate or tinned sheet 
scrap 

P/30; 
S/19 

32.5 

42.5 





Tinsel .. 

P/22 

130 

150 





Tinsel, glass 

e ; P/22 

100 

120 





Tipping wagons 
includes— 

Tipplers. 

•• 

75 

90 





Titanium potassium oxalate 

p;d 

130 

150 


1 



Titanium tetrachloride .. 

P: d 

180 


1 




Title deeds 

C: p/22 

150 

180 





Tobacco, country, manu¬ 
factured 

Includes— 

Biddy tobacco, tje., 
broken or cut 
tobacco ready for 
use in making 
biddies. 

Hookah tobacco or 
tobacco whiph has 
been subjected to a 
certain aromatic 
process. 

P/10 

too 

120 





Tobacco, country unmanu¬ 
factured 

Includes— 

Cured or dried tobacco 
leaves separated 

from stalks. 

Raw tobacco (green 
tobacco leaves). 

Tobacco butts. 

Tobacco butts, dust. 

Tobacco dust. 

Tobacco stalks. 

P/7 

95 

no 
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ANNEXURE XVI—contd, 



General Classi- 

Minima weight 
conditions 

fication 

applicable to 


wagon-load rates 


"Kr Smalb 


Tobacco, imported 

P/23 

120 ! 

Toilet requisites, N. O. C. 
Includes— 

Brushes, hair, nail, 
shaving and tooth. 
Sanitary Towels. 

P/22 

too 

1 

1 

1 

Toluol.. 

p;d 

100 I 

Tonite or cotton powder 
No. 1 

p;<l 

1 

180 • 

Tonite or cotton powder 
No.2 

p ;d 

I 

ISO 

Tonite No. 3 .. 

p ;d 

180 

Tools, N. O. C... 

Includes— 

Boring toots. 

Hand punches. 

P/22 

95 

Tortoiseshell .. .. 

P/22 

100 

Toys, bamboo, clay and 
wooden .. 

P/22 

47.5 

Toys, N. O. C. ., 

P/22 

85 

Trailers, N. O. C. 

Subject to a minimum weight 
for charge of 50 maunds 
for tho first trailer loaded 
in 4-wheeled or 6-wheeled 
wagon and to a minimum 
weight for charge of 100 
mauniis for either one or 
two trailers loaded in a 
bogie wagon—For every 
additional trailer exceed- 

f 

110 


ingorein8 4>wheeled or 
6>whceled wagon and for 
every additional trailer 
exc^ing two in''a bogie 
wagon, the minimum 
weight for charge will be 
SOnttiinds. 

If the lumber of traitera loaded in a 4<wbee!ed or 
6-whceledwagon exceeds two and in the case of a 
bogie wagon exceeds five, diarges will be levied on 
the aotual weight subject to a minimum weight for 
charge of 100 maunds per 4-wheeled or 6-wheeled 
wagon and 200 maunds per bogie wagon. 


Remarks 
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ANNEXURE XVI-contd, 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon> 

loads 

Smalls 

B.G. 

M. G. 

N.G. 


Treade, refined in bottles or 
tins 

P/22 

100 

120 


1 

1 

« 

j 

1' 

i 

Trenails 

P/5 

55 

65 


j 



Tricfalorethylene (Etheylene 
Trichloride) .. 

P/24C 

130 

150 




i 

Tricycles, subject to a mini¬ 
mum weight f or charge of 
2maundsperpackage .. 

P/20f 

130 

ISO 


i 



Tricycles and scooters, 
children’s, subjea to a 
minimum weight for 
charge of 20 seers per 
package 

P/20f 

130 

150 





Trincles, component parts 
of .. 

P/22 

130 

150 



i 


Tri-nitro-toluol, commer¬ 
cially pure 

p ; d ! 

1 

180 






Trisodium phosphate 

P/7BC 1 

55 

65 

i 

1 



Trollies 

f 1 

120 

140 

1 

1 



Trunks, N. 0. C. 

P/20 1 

no 

130 





Tubes for firing explosives. 

p; d j 

180 

.. 





Tubs, bath, earthenware or 
fire^y 

p/20 

80 

95 

. 

j 1 

1 


Tubs, bath, enamelled 

P/20 

95 

110 


1 



Tubs, bath, marble (includ¬ 
ing Baroda Green) 

e ; P/20 

100 

120 





Tubs, bath, N. O. C. 

P/20 


95 





Turmeric 

P/6 

70 

85 





Turpene 

p; d 

100 

120 





Turpentine, oil or spirits of 
Includes— 

Mineral turpentine. 
Mineral turpentine 
extract. 

p; d 

95 

no 

1 

1 

1 



Turpentine substitutes .. 

p; d 

80 

95 


i 



Tuthroots 

P/5 

80 

95 

1 

1 

_ [ 
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ANNEXURE XVI-contd. 


Articles 

General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 

Wagon¬ 

loads 

Smalls 

B.G. 

M.G. 

N. G. 

Twine(strbig), N. O. C. .. 

P/22 

85 

100 





I>pe metal dross 

P/5 

55 

65 





Types 

P/22 

110 

130 





Typewriting machines 

P/22 

100 

120 





UmiHella, cotton or artifi* 








cial silk 

P/22 

80 

95 





Umbrella Bttings 

P/22 

80 

95 





Umbrellas, leaf .. 

• • 

80 

95 





Umbrellas, silk .. .. 

e; P/22 

too 

120 

1 




Unclassifl<xl goods. 








(See General Rule 73).. 


180 

• • 1 





Urea .. 

P/7 1 

100 

120 

1 




Uranium oxide .. 

P/24C 

130 

150 





Valonia 

P/5 

100 ! 

120 





Varnish having a flash point 








below 200" fahr. but not 




i 




below 95 “ Fahr. 

d 

75 i 

90 





Varnish, N. O. C. 

p: d 

95 

no 





Varnishes, nitrocellulose .. 

p; d 

150 

180 



i 

i 

Vegetable Mack.. 

p: d 

95 

no 





Vegetables, dehydrated 

p/22 

95 

no 





Includes— 








Dehyd rated cabbages. 








Dehydrated potatoes. 








Vegetables. N. O. C. 

p; P/5 

425 

55 


1 

1 

RR rates will be 

Includes— 


(OR) 

(OR) 




20% higher. 

Cow-pea, green. 



1 





Veneers for matches 

p/22 

70 

85 





Verdigris 

P/24c 

130 

150 





Vermicelli 

P/22 

100 

120 





Vermiculite, expanded 

P/5 i 

85 i 

100 ! 1 

i 1 

1 : 


Vermiculite, raw 

P/5 i 

80 

”1 i 

. i 
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ANNEXURE XVI—contd. 


Articles 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B.G. 

M.G. 

N.O. 


Victor powder No. 2 

p: d 

180 






Vinegar 

p/24 

80 

95 





Vinestbene (Di-Vinyi Ether) 

p; d 

150 

180 

. 




Vulcanizing solution, inflam* 
mable 

p: d 

150 

180 





Vulcanizing solution non* 
inflammable (composed 
ofcarbontetrachloride or 
similar non*infIammable 
solvent and rubber) 

p/24 

100 

120 





Wagons or vehicles railway. 

P/20f 

75 

90 





Wagons or vehicles. Rail* 
way, unassembled com* 
ponent parts of 

P/20f 

75 

90 





Walnut wood .. 

Includes— 

Walnut wood bark .. 

p/5 

80 

95 





War rockets 

p ;d 

180 

* * 





Washers, coir .. 

P/5 

60 

70 

• 




Washers, paper .. 

P/22 

60 

70 





Waste rock crystals 

P/5 

60 

70 





WastereRise 

P/i 

65 

75 





Watches 

e ;P/23 

150 

180 





Water .. 

Includes— 

Distilled water. 

P ; P/24 

27.5 

37.5 





Waterproof goods 

P/22 

100 

120 





Waterproofing liquids, 

powders or compounds, 
non-inflammable 

P/24 

95 

110 





Wator softening materials 
(forwatersofteningplant) 

P/24 

SO 

1 

95 





Wax cloth 

P/6 

100 

120 





Wax manufactured, N.O.C. 

P/22 

130 

150 





Wax, r^ned, N. O. C. .. 

P/22 

100 

120 

1 



1 
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ANNEXURE XVI—contd. 


f 

Aitidet 

1 

1 

General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon¬ 

loads 

Smalls 

B.O. 

M. G. 

N.G. 


Wax unrefinedjN.O. C. .. 

1 

p;5 ; 

80 

95 

I 

{ 

t 




Weed killar.liquid, arsenical 

p; d 

100 

120 





Weed killer, liquid, non- 
arsenical 

i 

1 

p; d j 

55 

65 



! 

1 


Weed kiU^, liquid (non- 
poisonous) 

1 

p: d 

55 

65 

1 

i 

1 

1 


! 

Weed llaier (powder) 
arsenical 

p; d 

130 

150 

i 


1 



Weed kaiar (powder) non- 
arsenical • • • • 

p; d 

65 

75 

1 





Wheels of Ml kinds (with or 
without :axles attached), 
fitted with rubber tyres 

P/20f 

95 

110 

! 

1 




Wheels wooden .. 

-• 

47.5 

60 





Whips .. j 

P/22 

130 

150 





White aisenic .. 

p; d 

100 

120 





White inetol 

P/7 

100 

120 





Window frames, glazed .. 

P/20 

100 

120 





Wines (non-alcoholic) .. 
Includes— 

Asavas and arish^ 
(non-tdcoholic Indian 
medicated wines). 

P/24 

100 

120 



i 

1 

1 

1 


Wire, gold or silver imita¬ 
tion .. 

P/22 

130 

150 





Wire,goldor$ilverplatcd .. 

e;P/22 

130 

150 





Wolfram 

P/22 

110 

130 


i 


Wood preseiWatives (non- 
dangerous) 

Includes— 

SlemercU. 

Timber cil. 

Wood oil. 

P/24 

i 

70 

1 

) 

1 

; 85 

1 



1 

! 

I : 

; i 

i ; 


Wood wool (shavings) .. 

P/5 

1 60 

i 70 



1 


Wooden article, N. O. C. 

P/5 

! 55 

65 



! . 


\WQoden ‘T’ squares 

P/22 

100 

120 

i 

1 
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ANNEXURE XVI—concld. 


Artides 


General Classi¬ 
fication 

Minima weight 
conditions 
applicable to 
wagon-load rates 

Remarks 



Wagon-1 
loads 1 

Smalls 


■■n 



Wool, full-pressed 
Includes— 

Wool undressed. 

.. P/21; 
S/IS 

95 

no 





Wool, half-pressed 
Indudes— 

Wool undressed. 

.. P/21; 
S/15 

120 

140 





Wool loose 

Includes— 

Wool undressed. 

.. P/5; 

S/15 

130 

150 





Wool waste 

.. P/5; 

S/30 

95 

no 





Xylol 

.. p: d 

too 

120 





Yak tails 

.. P/22 

100 

120 





Yams .. 

Includes— 

Dried yams. 

.. P/5 ! 

45 

57.5 




1 

Yeast dry. 

.. P/22 

80 

95 





Zahir mohra khatai 

.. e;P/22 

150 

180 





Zinc dross 

.. P/7 

65 

1 

75 





Zinc dust 

.. p; d 

130 

150 





Zinc foil 

.. p/22 

no 

130 





Zinc ingots or slabs 

.. 

70 

85 





Zinc ore 

Includes— 

Zinc blende. 

.. P/30 

60 

70 





Zinc phosphide .. 

.. p; d 

no 

130 





Zinc scrap 

.. p/7 

65 

75 




i 

Zinc sheets or rods 

. P/1 

! ” 

90 





Zinc stearate 

. P/24c 

130 

1 150 

1 

1 

\ } 

j j 


Zbcware 

Asunder— 

.. P/22 

95 

i no i 

i 1 


\ 

i 


ZinctaS^ 
IQncware, N. O. C. 








Zinconium ore .. 

.. P/30 

60 

70 






4Ql4~^.S7~1.5(!ib 







